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ARTICLES ON TRANSIT TARIFFS 

In this week’s issue we are publishing the last of a 
series of four articles by G. Lloyd Wilson on the appli- 
cation and interpretation of demurrage tariffs. They 
have been interesting and instructive. In the February 
28 number we shall begin a series of twelve articles by 
the same author on the application and interpretation 
of transit tariffs, including the following titles: transit 
arrangements, typical transit privileges, fabrication in 
transit-theory and practice, fabrication in transit-regula- 
tion and settlements, milling in transit-theory and prac- 
tice, milling in transit-rules and regulations, transit ar- 
rangements on grain and grain products, transit arrange- 
ments on lumber, transit arrangements on cotton and 
cotton products, miscellaneous transit privileges. Pro- 
fessor Wilson is also writing a series of articles for The 
Traffic World on the subject of industrial traffic depart- 
ments, the eighth of which was published in the February 
7 number and the ninth of which will appear February 21. 


CREDIT WHERE CREDIT IS DUE 

Secretary Hoover, of the Department of Commerce, 
in an address to the National Distribution Conference, 
called by the Chamber of Commerce of the United 
States and held in Washington, D. C., Jan. 14-15, said: 

“The Department of Commerce has, during the last 
four years, engaged in continuous and exhaustive study 
of our whole distribution system. We have demon- 
strated in several score of different directions the practic- 
ability and success of a definite program. We have, dur- 
ing this time, held over 200 -conferences with those 
representing various trades and industries in advancing 
these ideas—practically all of them at their request. 
There is today in actual motion effective organization 
cooperating with the department in systematic and 
gradual elimination of such waste. Something over 100 


industries and trades are developing actual programs in 
various stages of attainment. They vary from a single 
commodity to such organizations as that which we have 
set up for regional action of shippers and the railways. 
We have thus conducted a great experimental laboratory 
from which we now have definite results. I have resolved 
to take this occasion to give to you the conclusions drawn 
from our experience, with the hope of their wider adop- 
tion and of your continued and increased support upon 
a more systematic scale.” 

It is, perhaps, not important, but, with reference 
to the words in black face type, what d’ya mean, “we,” 
Mr. Hoover? The regional advisory boards were set 
up by shippers at the suggestion of the American Rail- 
way Association. It’s great to be a member of the 
cabinet. 


RAILROAD LEGISLATION 

It had been our hope that the present Congress 
would die without enacting any railroad legislation— 
not that we did not think there was opportunity for any 
beneficent transportation legislation, but that we feared 
to trust the task of its enactment to the present aggrega- 
tion of law-makers in Washington. This hope has been 
shattered by the adoption of the Hoch-Smith resolution ; 
but there is no cloud without its silver lining, and our 
grief at the placing of this stupid piece of legislation on 
the statute books is almost compensated for by the fate 
that has befallen the Gooding fourth section bill, which, 
because of the action of the House committee in voting 
refusal to report it in any form, has now, it would seem, 
little chance of passage by the present Congress. 

The remarkable thing is, however, not that the bill 
will not pass, but that such an unwise measure, whose 
support came chiefly from one section of the country, 
with the motive behind it not only sectionally selfish but 
mistaken, even from the selfish point of view, should 
have held the boards so long and received as much at- 
tention in Congress as it has. It has been a job to keep 
it from passing but we believe that job has been done, 
at least as far as the present Congress is concerned. The 
result is due, not to the obvious unsoundness of the 
measure, but to the intelligence and industry of the Na- 
tional Industrial Traffic League, the railroads, and others 
in making plain, not so much the unsoundness of the 
bill, but the almost overwhelming opposition to it. Con- 
gress is not so much influenced by the merits of a given 
proposal as by a showing of who and how many are fof 
it or against it. 


403 








THE TRAFFIC WORLD Vol. XXXV, No. 


Illinois? fraction System 


I S C__ Qanon} N 


ee ee - ee ee ee 












<< SS N “} KENOSHA 
oi 
° Pity 
> HA ||[{ DAKE 

L CRYSTAL LAKE (it 
a Nt SANS 







c- a: ~. Sf 
EnteportO—  ———— _._-/ 
RocKr ona 






. 
rf BARRINGT 


OVGHIGAN 





WINNETKA 


AA 
ANAMOSA OO G VANSTON 


4 
e. MAQUOKETA . PO & \ \W\\\ 4 
oe i wv se \\\\ 
oO », \\ - ’ x C ¢ s Xmaveart|\ (4 
CFOsR RAPIOS NeLMaR “~ - HIcA\ ° 
<' i Q 
avian i a o> of Sk c f-) a VVAAA R°_F 
‘ S id FLAag o WAAL ee 
. PhS c ~ — Ban Se 






















OEwitT CLINTON 
©. aw 






NOEL 
o 





Conta Fe 




























* 9 GARY 
‘owa City) WILTON Cavey § y/ nambond 
NCTION a THOR: 
ae A> —a i Ew Lenox) “ORNTCRS 
WEST LIBERTY APRS YS & 
A ROCK ISLAND |: == << 
Sani NICHOLS ae Coe e 
DOE MILAN Xo, 27° 
USCATING ORION $5 
( a wera 
WABHINGTON SYEARARO pOSCOLM™ 
PREEMPTION Camarioce wy. KEWANEE 
CoO.tumaus JCY. CABLE ULAN “ 
CoPpPtcK \ BIBKOS HLQ* 
WePELLO o GaLy 






» 
KEITHBBURG @ 
MORNING SUN bef 


WOODLAND JC, 
J 
MILFORD uC. 








MOUNT 























mount FuLeHER ay 
bh BEAROSTOWN wittiameviteg 


STERLING 


ROBINSON O 


* aumort- 


6SENTON 






Ohio 


K ENTUCK Y 


The map shows connections with principal rail- 
ways in Illinois. This modern electric railway to and from any point. 
has joint rates with steam railways, operates about our Personal Traction Service. Write 


W. H. WYLIE, Traffic Manager, Springfield, Illinois 


standard equipment and handles heavy freight 
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The transportation situation in Congress is some- 
what anomalous. As we have said above, the fear has 
been that, if transportation legislation were considered 
by the present Congress, the character of the laws en- 
acted, because of the large element of radicals holding 
seats and votes, would be likely to be harmful. And yet 
the only harmful transportation legislation that has been 
thus far enacted by it has been due to administration 
influence, or at least approval. We refer to the Hoch- 
Sniith resolution. Originally it was regarded more or 
less as one of the products of the feather-brained, un- 
patriotic element. Later, however, it developed that both 
President Coolidge and Secretary Hoover were sympa- 
thetic with the idea embodied in the resolution and the 
President’s Agricultural Conference actually recommend- 
ed its adoption. There was no question then of its 
passage. It went through without a flurry. And, be it 
said, no more nonsensical thing has ever been enacted 
by Congress. 


The moral of this is that it is easier to meet and 
defeat harmful measures offered by known radicals of 
the soap box character than it is to defeat equally or 
more harmful measures offered by men who are believed 
to be patriotic and conservative, for the very reason that 
support from men like LaFollette, Brookhart, and their 
kind carries its own condemnation with thoughtful peo- 
ple who have no expert knowledge of the particular sub- 
ject under consideration while support from men like 
Coolidge and Hoover, on the other hand, is pretty likely 
to carry with it approval from the same class of citizens 
and legislators—the class that is thoughtful and patriotic 
but without expert knowledge of the subject. It is a 
case of sanity suffering at the hands of its friends. The 
very matter we have been talking about proves it. The 
Gooding bill, proposed and supported by radicals and 
demagogues, fails, largely because of that support, while 
the Hoch-Smith resolution, which is just as vicious, if 
not more so, sails through triumphantly because of its 
sanction by men who have seemed to be safe and sane. 
It is the old question of which is the more dangerous to 
the community—the efforts of the vicious, whose mo- 
tives are selfish and low, or the plans of the ignorantly 
virtuous. It seems to us that there is little difference 
in the result, where the one or the other is successful, but 
that it is much easier to win when one is fighting evil or 
unpatriotic motives. 


THE PULLMAN SURCHARGE 


sustained the surcharge made by the railroads for pas- 
senger travel in sleeping and parlor cars, there is som 
prospect that the bill abolishing the charge will be taken 
from the House interstate commerce committee and 
passed, thus rendering null and void the decision of the 
Commission. But until that time comes the situation 
will remain as it is and the charge will continue. 

It is unfortunate, in our opinion, that the decision 
of the Commission sustaining the charge could not have 
been more nearly unanimous, for, in our opinion, the 
majority was right. Perhaps we should say, rather, that 
the majority was right in principle, for it may be that 


Although the Interstate Commerce Commission =) Sf 
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Commissioner Aitchison and Commissioner Esch, who 
joined in the majority report, are right in their view that 
the surcharge might well be reduced—in other words 
that, though it is correct in principle, it is higher than 
reasonable. We do not attempt to pass on that phase 
of the problem. But to us it seems that any who do not 
believe a surcharge on Pullman travel is justified have 
either not studied the justification for it or are unwilling 
to be convinced. A member of Congress who refuses to 
be convinced we can understand, for, undoubtedly, the 
popular opinion is that the surcharge is wrong, and a 
member of Congress wants to be with popular opinion; 
besides, much pressure has been brought to bear on 
legislators by organizations of commercial travelers who 
want the charge reduced or abolished. But why a mem- 
ber of the Commission should close his eyes to the obvi- 
ous facts we do not so readily understand. Perhaps it 
is merely due to inability to see. 


In this connection we might point out that three of 
the four members of the Commission who dissented from 
the decision of the majority in this case are men ap- 
pointed to represent or out of consideration for special 
interests—Cox, representing the commercial travelers, 
Campbell, representing the intermountain interests, and 
McManamy, representing union labor. Of course, there 
is nothing in the connections of these commissioners— 
except Cox—that might be expected to bias them against 
the Pullman surcharge; but the point might be made 
that the unwisdom shown in making this kind of appoint- 
ments and choosing men because of the interests or locali- 
ties they represent rather than on account of their train- 
ing and ability for the jobs given them, is bearing fruit. 
A few more such appointments and they will hold the 
balance of power—not to exert it unitedly for or against 
this or that specific policy or line of action, but for loose 
thinking and weak action in problems of importance to 
the nation. The Commission is still an able body and 
entitled to respect, but few seem to realize how its per- 
sonnel has been slipping in the last few years. 


For ourselves, we do not see how anybody with a 
fair mind and the facts before him can fail to see that 
the priniciple of a surcharge on Pullman travel is correct ; 
that this is no time to reduce carrier revenue, except on 
a showing that a particular part of the revenue received 
is undeserved; and that, as the Commission says, when 
the time comes for reductions because revenue is too high, 
the ordinary passenger who has to count the pennies is 
entitled to consideration before the Pullman passenger. 


OMMISSION ANSWERS CONFERENCE 


The Traffic World Washington Bureau 


The Commission, in a letter to President Coolidge, has 
answered the criticism of itself made by the President’s Agri- 
cultural Conference. The letter, made public with the consent 
of the President, refers to the opinion of the Supreme Court 
of the United States (218 U. S. 102), but does not give ship- 
pers a clue to the matter in controversy, as it might have done 
had it said that the case grew out of the efforts of the rail- 
roads to have the order issued in the celebrated Hanna, Burn- 
ham & Munger Dry Goods Company case set aside. The case 
was not one in which the main issue was one involving the 
duty, or supposed duty, of the Commission to act as advocate 
for the farmer. The railroads asserted that, in deciding the 
case, the Commission acted unwarrantably, in favor of one 
party to the case and against the interest of other shippers. 
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The court said, in commenting on that, that the Commission 
was supposed to act in “coldest neutrality.” 
The letter is as follows: 


The Commission has given consideration to your letter of Febru- 
ary 4, 1925, and to the report of the Agricultural Conference which 
had been received shortly before through the hands of your Acting 
Secretary, and especially to that portion concerning the Interstate 
Commerce Commission to which you invite our attention. I desire 
to express the Commission’s appreciation of your thoughtfulness in 
bringing this to our notice. bd 

It does not appear upon what information the Conference has 
based its conclusions expressed in the report with regard to the 
act to regulate commerce or this Commission. We feel that some 
of the seeming misapprehensions of the Conference could have been 
cleared away by inquiry of us thereon, or by reference to our annual 
reports, our rules of practice, or our long maintained procedure and 
the decisions of the Supreme Court in reviewing our actions. 

The Commission wishes me to say that its concept of duty, as 
embraced in the statutes enacted by the concurrence of the Legis- 
lative and Executive Departments, and as interpreted by the Su- 
preme Court, is divergent from the conception expressed by the 
Conference. It is not our view that we are responsible as an advo- 
cate either for the shipper or for the carrier. We are charged with 
the duty to administer definite acts of Congress with equal impar- 
tiality to both shippers and carriers, with an outlook as comprehen- 
sive as the while country—in “coldest neutrality” (218 U. S. 88, 102). 
The terms of the statutes we administer, and the decisions of the 
courts construing them, as to the manner in which our jurisdiction 
must be administered when leading up to the issuance of a mandatory 
order, and the imperative limitations upon the exercise of our juris- 
diction and the nature of our practice in administering these laws, 
have long been known to the Congress. Whatever may have been the 
concept of individual members of Congress in 1887, our well known 
procedure and practice in formal cases has so long met the un- 
questioning acquiescence of the Congress and been so shaped as 
to meet the approval of the courts that we must regard it as generally 
in compliance with the Congressional intent. 

The Confernece has, it seems to us, overlooked completely the 
nature of the responsibilities of the Commission under the Trans- 
portation Act, 1920, for the maintenance of an adequate national rail 
transportation machine, and lays unwarranted emphasis on the situa- 
tion of particular shippers or groups, without regard to the national 
policy, as declared by law. 

Nor can we permit the Conference’s strictures as to the expen- 
siveness and formality of procedure to pass unchallenged. Competent 
and informed critics have commented publicly with favor upon the 
simplicity and liberality of our procedure; this has so often been 
stated by the Supreme Court that now it may be taken as settled 
in law. Of course, mere simplicity of procedure can not make simple 
a complicated rate situation. The statement has been made that no 


tribunal annually disposes of as Many important proceedings as 
this Commission. 


It is and has been our practice to advise the parties as to the 
form of any paper to be filed in any proceedings before us; errors 
which might become technical defects we discover and correct as 
far as possible before they can assume importance. To the fullest 
extent possible under our appropriations we hold hearings at points 
convenient to the complainant, and our examiners are sent on itiner- 
aries accordingly. Our standing instructions are that every examiner 
shall elicit all possible facts as to whether the requirements of the 
interstate commerce act are met, regardless of the character of pres- 
entation made by the parties. There are no costs incurred or taxed 
in our proceedings; and we know of no other comparable tribunal 
which furnishes the parties with a free copy of the transcript of 
testimony for their convenience, and to facilitate their presentation. 
No party needs to come here to argue a case before us unless he de- 
sires; the same careful consideration is given in cases submitted 
without argument as to those orally argued. Our rules permit oral 
arguments to be made at the hearing before the examiner, which 
are reduced to writing at the expense of the government, and are 
given consideration by us when we study the case. Thus the ex- 
pense of briefs may be wholly avoided at the option of a party. The 
extent to which parties in the presentation of the cogent facts fit 
to amplify the record or to burden it with exhibits which it is ex- 
pensive for them to compile, is obviously within their own con- 
trol and discretion. 


It has been overlooked that it has been and is now the policy 
of the Commission to undertake on its own motion general investi- 
gations in many matters of great importance—as well as many which 
are small—wherein we undertake to develop upon the record all pert- 
inent facts. In such cases we are, of course, customarily greatly 
aided by the presentations tendered to us by the respondent car- 
riers, and by shippers individually and collectively. In practice 
hearings upon such investigations have often been held in the sec- 
tions of the country affected. Upon the hearing any individual can 
appear, with or without counsel, at his option, and may state his 
grievance. In many of these cases we have the active co-operation of 
the state commissions. As typical we may mention the following, 
among others, detailed in our report to the Congress for 1924; in- 
vestigations as to the nation-wide rates on grain, grain products, 
and hay; class rates in the southeast; class rates in offiicial classi- 
fication territory; wool rates; express rates generally. The general 
reductions in 1922 were the result of proceedings of this character. 
In hundreds of cases annually we suspend proposed rates changes, 
and require affirmative justification of the changes, either upon our 
own_ motion, or upon informal representations by affected persons. 

In our endeavor to keep down the cost of proceedings before us 
we have devised a simple method of procedure under which oral 
hearings, with the attendant expenses, may be entirely avoided. 
During the last two years more than 600 formal cases have been 
and are being presented under this procedure and the number of 
cases in this class is constantly increasing. 


The foregoing has reference to formal proceedings before the 
Commission. In addition, many thousands of controversies are ad- 
justed entirely by correspondence and rarely reach the stage of 
formal proceedings. It is literally true that any man may lodge with 
us his complaint against an alleged infraction of the act by a carrier, 
and thus set our regulatory powers in motion, without expenditure 
except for postage. Never in the history of the Commission could 
this be done to the extent that it can be and is being done today. 
The number of formal and informal cases adjusted solely through 
correspondence and exchange of memorandums is relatively greater 
now than ever before. Some phases of this development are entirely 
new and recent, and were probably not thought of at all during the 
earlier history of the Commission 

In addition to disposing of formal proceedings through the exer- 
cise of administrative powers we annually handle and conclude with 
no expense to the complainants many thousand informal complaints. 
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As to this, the following brief extract from our last annual report 
to the Congress is pertinent: 

“The number of informal complaints received was 6,876, as in- 
crease of 471. The Director General of Railroads, as agent, and the 
carriers filed 7,098 special docket applications for authority to re- 
fund amounts collected under the published rates, admitted by them 
to have been unreasonable, an increase of 1,555. Orders authorizing 
refunds were entered in 5,823 casess, an increase of 1,840, and repara- 
tion thereon was awarded in amounts aggregating $1,557,848.82. In 
addition 431 cases were dismissed or disposed of without orders. The 
bureau also handled approximately 75,000 letters. Many of these had 
the characteristics of informal complaints, although not so classified. 
Others sought general information and informal rulings upon the 


rights and obligations of the public and common carriers under ex- 
isting statutes.” 


The suggestion made in the report of the Conference that the 
proposed Federal Co-operative Marketing Board should undertake 
the advocacy of the case of the farmer before the Commission in- 
volves no new principle, and would be welcomed by us. The existing 
law and our rules of practice now permit such appearance. In fact, 
there is now virtually such representation through the farm bureau 
federations and other producers’ organizations, and the state railroad 
commissions, in many cases. 


While we seek to equip ourselves for prompt disposal of business 
as efficiently as is sanctioned by the control of our expenditures, 
obviously deliberate and informed, and not inconsiderate action upon 
our part is required by the nature of the often complex questions 
with which we deal, and the far-reaching results of our determina- 


HOCH-SMITH RATE REVISION 


The Trafic World Washington Bureau 

The Commission, it is understood, will not ask Congress for 
a special appropriation to do the work required by the Hoch- 
Smith rate revision resolution. One of the reasons, it is under- 
stood, is that only a few weeks intervene between now and the 
close of the present session of Congress. Another may be that 
the indications are that Congress will approve the largest 
appropriation ever made for the Commission for the fiscal year 
ending June 30, 1926, and that the Commission may not wish 
to ask for more. As the work is developed under the resolu- 
tion, it is pointed out, and it becomes necessary for the Commis: 
sion to have a special fund, the request then may be made. 

It is not believed that the Commission will institute “a great 
grand and glorious” nation-wide investigation of the rate siruc 
ture of the country as the result of enactment of the resolution. 
It is pointed out that the resolution provides that, in the 
progress of the investigation, “the Commission shall, from time 
to time, and as expeditiously as possible, make such decisions 
and orders as it may find to be necessary or appropriate upon 
the record then made in order to place the rates upon desig- 
nated classes of traffic upon a just and reasonable basis with 
relation to other rates.” 

Just what form the investigation should take and how it 
should be made, it is understood, are matters now under con- 
sideration by the Commission. 

Although no decision, so far as was known, had been 
reached this week, by the Commission on the subject, it was 
believed that the work done under the resolution would be 
along the line of dealing with particular situations rather than 
with the rate structure of the country as a whole at one time. 








INTEREST RATE BILL 


Representative Madden, of Illinois, has introduced a new 
bill (H. R. 12234) to authorize the reduction of the rate of 
interest on railroad indebtedness to the government. The bill 
is broader in its effect than the bill reported by the Senate 
interstate commerce committee. The Senate bill would restrict 
reduction in the rate of interest to carriers threatened with 
receivership, while the new Madden bill would authorize the 
Commission to find in favor of reduction in order to enable any 
carrier to render efficient and adequate transportation service 
or to carry out any refunding or other financial operation to 
prevent the impairment of such service. The rate to be paid 
would be one-fourth of one per cent above the cost of money 
to the government, but in no event less than 4% per cent. 





MONEY FOR I. C. C. AND BOARD 


The Senate committee on appropriations has reported to 
the Senate the bill carrying appropriations for the Commission 
and Shipping Board. The committee made no changes in the 
bill with respect to the appropriation for the Commission, rec- 
ommending a total of $6,853,962, as approved by the House. 

No changes were made with respect to the appropriation of 
$24,330,000 for the Shipping Board and Fleet Corporation, ex- 
cept that provision was made for the employment of seven 
persons, instead of five, at not to exceed $18,000 each, by the 
board or corporation. The bill also authorizes one $25,000 
salary, as did the House bill. Salaries of assistants to mem- 
bers of the board would be limited to $6,500. 





POSTAL BILL PASSED 


The House has passed the postal pay and rate increase 
bill as reported by the House committee on post offices and 


post roads (see Traffic World, Feb. 7, p. 370). The bill was 
sent to the Senate. 
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Current Topics 


t 
in Washington 


—— 


Nothing in Many Words.—It caused a laugh when W. H. 
Chandler suggested that his friend, R. N. Collyer, was trying, 
in the eastern class rate case, to say nothing in many words. 
However, the railroad brethren may turn the laugh when ship- 
pers take the witness stand, especially if the attorneys for the 
railroads insist on putting their fingers on spots in the rate 
structure, the touching of which causes shippers to wince. In 
other words, there is a suggestion that the difference of views 
in the case is not confined to the railroad side of it. The 
fact probably is that no case has been brought up in recent 
years, if ever, in which there were so many cross currents of 
interests. Shippers at rate-breaking points, naturally, it is be- 
lieved, connot think of being deprived of advantages they ac- 
quired when they set themselves down at such strategic points. 
As things now are, when they want to ship west they are in 
Central Freight Association territory; when they want to ship 
east they are in Eastern Trunk Line territory. The Ohio River 
cities have that advantage now in respect of rates to and from 
the south. The revision proposed by Commissioner Eastman 
will tend to minimize the importance of the Ohio River cross- 
ings. Whether that should be done is one of the things with 
which the Commission will have to wrestle. The tendency, of 
course, is to make rates that, to a large extent, disregard the 
topographieal facts—that is to say, the tendency is to give the 
place on the high lands the same rate, mile for mile, as the 
point in the valley. The impression of the valley folk is that 
they are, thereby, asked to contribute to the support of the 
railroads more than their due share. In connection with that 
it has been suggested that, if the rivers are again ever utilized, 
the places in the valley will obtain the benefit of lower rates— 
if the river lines can afford to make rates for short hauls any 
lower than the railroads. Twenty-nine years ago the late J. J. 
Hill, testifying before the House committee on rivers and har- 
bors, said that twelve o’clock had struck for the Mississippi 
River many years before. He said that, if he were permitted to 
run a railroad without being burdened with any passenger serv- 
ice, he would build a line along the Mississippi and haul freight 
cheaper than any boat line would think of hauling it. In fact, 
he suggested that, if he were allowed to do that, it would be 
desirable to put a shed over the Mississippi to protect it from 
the elements. The quotation as to his testimony is from mem- 
ory, but that is the substance of the idea. If his thought was 
correct, it may be suggested, the advantage the cities on the 
rate-breaking lines are departing, without return trip tickets in 
their pockets. A further suggestion is that, if the departure 
is of that character, it will hardly be worth while for the rail- 
road attorneys to prod shippers who think the present adjust- 
ment is fairly good to force them to say words about the un- 
holiness of proposals that, if adopted, would deprive them of 
their Janus faces, which enable them to show one to the west 
when they want to go that way and one to the east when busi- 
ness beckons to them from that point of the compass. The 
central fact of the matter, it is believed, is that there is almost, 
if not quite, as much division of opinion among the shippers 
as there is among the carriers. The latter, however, having 
been ordered to do something, have been forced to put forward 
Mr. Collyer, who speaks for them all. It is suggested that 
Blondin, when he walked the rope spanning Niagara Falls, had 
a far simpler balancing job than has Mr. Collyer, chairman of 
the Trunk Line Association. The Norfolk & Western and Vir- 
ginian frankly opposed the revision. The Norfolk & Western 
could do that because it had always been opposed to the ex- 
tension of trunk line rates into its territory. It was suspected 
that other roads were of like mind, but in some doubt as to 
the expediency of bluntly telling shippers near the rate-break- 
ing points, but not at them, that they thought the present con- 
ditions should continue, notwithstanding the belief of such 
shippers that they were being roughly treated by the existing 
rate structure and its—to them—coarse irregularities. 





Speaking of the God Janus.—With one hand the federal 
government is trying to find ways for conserving petroleum in 
the ground. With the other it is trying to force oil to the 
surface. That declaration is suggested by the fact that Presi- 
dent Coolidge, some weeks ago, appointed what is known as 
the Federal Oil Conservation Board, the avowed purpose of 
which is to find a way to prevent waste and, thereby, stabilize 
oil prices and improve the industry as well as hold, for the 
use of coming generations, the oil distilled from decaying ani- 
mals and vegetation of earlier ages. Right in the midst of the 
board’s broadside of questions of how to do that, Dr. Work, 
Seeretary of the Interior, at whose suggestion the board was 
appointed, advertised for competitive bids for the development 
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of about 56,000 acres of Osage Indian reservation oil lands. 
Bids are to be opened March 18 and bidders are invited to 
develop those acres. The secretary was forced by statutory 
law to advertise for bids, the law requiring him to sell leases 
on about 100,000 acres a year. So far, however, as the ordinary 
citizen is concerned, government is just one thing, not a thing 
composed of three branches. He does not differentiate be- 
tween the statute and the executive branch that has the duty 
of administering the law and enforcing it. That is why it 
seems to the citizen that the government is facing two ways 
at the same time. Dr. Work, the originator of the oil con- 
servation board idea, is forced by the statute to throw on the 
market about 56,000 acres of oil lands and command the drill- 
ing of those acres, notwithstanding that he is spending $50,000 
on the work of a board committed to the idea that oil should 
be kept in the ground. A “rough-neck” might suggest that, 
before the doctor started to spend $50,000, he might have asked 
President Coolidge to recommend to Congress the repeal of 
the statute requiring the development of 100,000 acres of Osage 
Indian land each year. That, he might suggest, would be some- 
thing directly to the point that could be done without spending 
any of the taxpayer’s money. Conservation, by keeping oil in 
the ground, it is believed by informed men, will mean higher 
prices for gasoline and other products of crude petroleum. 





Opportunity for Historians.—Inasmuch as the class rate in- 
vestigation in which hearings were held this week and last 
week and will be held in the weeks to come, by Commissioner 
Eastman and Examiner Hosmer, was the first grand inquest 
into that subject ever ordered, there was opportunity for the 
historian. It was necessary, to make a complete picture, to 
refer to the fact that there were railroads in New England 
that had been built primarily to get out granite or some other 
commodity; that the early name of the Norfolk & Western 
was Atlantic, Mississippi and Ohio, or possibly that the Ohio 
preceded the Mississippi in that name; and a lot of things like 
that. The strangest part of the hearing was that no one found 
it necessary or desirable to refer to the early names of the 
Erie, and particularly the irreverent nickname of that road, the 
Almighty and Great Windy. The name was Atlantic & Great 
Western. It ran from Salamanca, N. Y., to Dayton, O.—from 
nowhere to nowhere, critics of the early day said. In those 
days it was a broad gauge, like the trans-Siberian. If the gauge 
on which the English projectors of the Atlantic and Great West- 
ern had been followed by other railroads, the carrying capacity 
of American railroads now would be much greater than it. is. 
At various times since the “broad gauge,” which was a better 
known name than the irreverent nickname, was narrowed to 
standard gauge, there have been expressions of regret that the 
broad gauge was not retained and made the standard for Amer- 
ican railroads. It was easier, however, to narrow the broad 
gauge than to widen the standard gauge roads. Therefore, 
about the time the Atlantic and Great Western was changed 
to the New York, Pennsylvania and Ohio, “Nypano,” for short, 
one of the rails along the whole road from Salamanca to Day- 
ton was shoved over. The hoists at Meadville, Pa., Urbana and 
Mansfield, O., were abandoned, and the Almighty and Great 
Windy joined the majority, by becoming like its neighbors. 
Before that happened, the hoists at the points mentioned lifted 
the car bodies from the broad gauge trucks to standard trucks, 
so there would be no need of transferring the freight. 





Senate Orders More Waste.—At the instigation of Senator 
Ernst, of Kentucky, and Senator Norris, of Kentucky, the Sen- 
ate this week voted to spend a little more public money for 
the duplication of investigations that, with little effort on the 
part of the Federal Trade Commission, could be converted 
into dragonnades. That part of the law-making body, which 
spent most of its time last winter working as a grand jury, 
without any of the restraints the law places on that part of 
the judicial machinery, has difécted the trade body to investi- 
gate the “electric trust” and the “tobacco trust.” The Ken- 
tucky senator’s part of a double-barreled resolution covers the 
American and British parts of the so-called tobacco trust. His 
resolution was inspired by the fact that the British part, at 
least, refuses to buy tobacco from warehouses that handle to- 
bacco brought in by co-operative organizations. Norris has 
long been after the “electric trust,” particularly the General 
Electric Company and its subsidiaries. His resolution is broad 
enough to authorize the Trade Commission to investigate any 
one of the 32,000 stockholders of the General Electric, one of 
whom is Senator Reed of Pennsylvania. He said he felt un- 
fortunate at the time the resolution was adopted because the 
few shares he held were in Pittsburgh and he could not sell 
them before the adoption of the resolution. The waste of money 
caused by the resolution, it is contended by persons who have 
considered the matter, lies in the fact that the Department of 
Justice” has the “electric trust’ in court now, on the electric 
lamp phase of its business, which is said to bring in 60 per 
cent of the “trust’s” revenue, and the department has announced 
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that it is inquiring into an alleged attempt to monopolize the 
radio part of the electric business. The fact that the depart- 
ment was already doing investigation work was brought out; 
also that the Trade Commission had jurisdiction to inquire 
into the charges of Senator Norris. Senator Bruce, of Mary- 
land, an incorrigible stickler for orderliness, suggested that 
there should be a prima facie case made out before the reso- 
lution was adopted, but that did not impress the Senate. 


. 


Jeffersonian Simplicity Again—Acceding to the wish of 
President Coolidge that his inauguration be made simple, the 
committee of Washingtonians in charge of that affair has can- 
celed all appropriations for display, except $250 to buy gold 
badges for President Coolidge and Vice-President Dawes and 
bronze badges for the members of the committee. Specifically, 
it has abandoned a plan to have a ‘court of honor” in front of 
the White House and stands along Pennsylvania Avenue where 
admirers of the President and those interested in seeing the new 
President escorted from the Capitol to the White House might 
sit in comparative comfort. It has also canceled the order for 
$3,000 worth of fireworks to be shot off in the evening in an- 
ticipation of the oath-taking. The joyous entry” of the new 
president into his capital city, to use the phrase used to de- 
scribe the coming of a king or viceroy into Flemish cities, is 
not to be colorful at all. Cancellation of the preparations fol- 
lowed word from the War Department that the parade would 
take only forty-five minutes to pass the imaginary “given 
point.” The inauguration committee decided that no admirer 
of Coolidge would pay $3 or $5 to see a parade lasting only 
that long and that the money spent by the committee would 
not come back to the subscribers. The War Department 
chiefs always have been opposed to parades of troops, civic 
bodies, and “prominent citizens in carriages.” They want it 
all military or all civic. They do not care for the enthusiastic 
Hamilton Club, of Chicago, the Tippecanoe Club, of Cleveland, 
the Blaine Club of Cincinnati, or the Americus Club, of Pitts- 
burgh, if those organizations have survived the chills that have 
been put on them in the last dozen or fifteen years. It is to 
be a parade of the military and a few governors and their 
glittering staffs, and people simply will not pay for that kind 
of a show because, generally speaking, it has no local interest 
in any part of the country. The army and navy are not per- 
sonal. They do not evoke local pride—by means of rivalry 
between Pittsburgh, Cleveland, and Cincinnati—wherefore, the 
local committee will provide a few badges and call it an 
inauguration day. There will be no wild hurrah such as there 
was when “Tippecanoe and Tyler too beat little Van,” or when 
Grover Cleveland “turned the rascals out,” or when William 
McKinley “opened the mills, but not the mints” and “restored 
the full dinner pail,” or even when, in 1913, Woodrow Wilson 
led the “forward looking men” up Pennsylvania Avenue in joy- 
ous entry into the White House. For a time it looked as if 
there might be a revival, but Calvin Coolidge does not care 
for dancing, although, in that matter, he speaks for only half 
the family. When the inaugural ball was squelched the chief 
source of revenue was removed. And the remaining prop was 
knocked from under the local committee when the military 


chiefs decided on a bob-tailed parade lasting only forty-five 
minutes. Yo); ae 


PULLMAN SURCHARGE BILL 


The Trafic World Washington Bureau 


Senator Robinson, of Arkansas, author of the bill passed by 
the Senate making illegal the collection of a surcharge on 
travel in Pullman cars, issued a statement Feb. 10 criticizing 
the majority opinion of the Commission in the surcharge case. 
He urged legislative action to abolish the surcharge and said 
the house would pass his bill if it had the opportunity to vote. 

Representative McLaughlin has obtained thirty-nine signa- 
tures to his petition to take the surcharge bill from the House 
Interstate Commerce Committee. 

The House committee on interstate and foreign commerce 
voted February 13 to consider next Tuesday the bill making 
illegal the collection of a surcharge on travel in Pullman cars. 
It was understood that the committee would determine at that 
time whether or not hearings would be held. 

The decision was made by the committee after Chairman 
Winslow had informed the House that he did not believe his 
committee or the House could take up the surcharge matter 
satisfactorily at this session. He denied a statement made by 
Representative McLaughlin that “the chairman of the committee 
has persistently refused” to grant a hearing on the bill. 

By a vote of fifty-six to eight the Senate Feb. 13 adopted 
the Robinson amendment to the independent offices’ appropria- 
tion bill making illegal the collection of the surcharge. The 
amendment was added to that part of the bill carrying the ap- 
propriation for the Commission. Senators Howell and Norris 
of Nebraska opposed the amendment on the ground that relief 
should be given to the farmers and that those who used Pull- 


THE TRAFFIC WORLD 


Vol. XXXV, No. 7 


mans were able to pay the additional fare. Howell offered 
an amendment providing that a reduction in rates on farm 
products equal to the amount accruing from the surcharge 
should be made. This was rejected on a point of order. 

No change was made in the bill so far as the appropriation 
for the Commission was concerned. 


The action taken by the Senate with respect to the sur- 


charge will make it necessary for the House to accept or reject 
the amendment. 


The statement issued by Senator Robinson on the Com- 
mission’s decision in the surcharge case follows: 


The Interstate Commerce Commission, in a divided opinion, 
published yesterday (Feb. 9), rendered a decision, January 26, 
1925, sustaining the Pullman surcharge as not unreasonable. 

Commissioners Campbell, McChord and McManamy dissent en- 
tirely, holding that no Pullman surcharge should be collected, 
while Commissioners Aitchison and Esch conclude that some 
additional charge in the nature of a surcharge accruing to the 
railroad companies is warranted, but state that the existing 
surcharge exceeds the value of the service to the traveller and 
should, therefore, be reduced one-half. | 

Many fair criticisms of the majority opinion are justified. 
The surcharge is sustained principally on the grounds that it 
costs more to transport passengers in Pullman cars than in day 
coaches, and that the superior accommodations and additional 
service furnished the passengers by the railroad companies justify 
a oe fare for transportation in Pullman cars than in day 
coaches, 

The conclusion that it costs more to transport passengers in 
Pullman cars than in coaches, rests chiefly on the fact that the 
former are heavier than the latter. The same principle would 
justify a higher charge by railroads for persons carried in steel 
than in lighter coaches. But no such distinction was made. If 
the principle of weight is to be the determining factor, a fat 
passenger should pay more than a thin one. 

But the complete answer is found in the fact that the pas- 
senger does not pay the railroad for hauling Pullman cars. That 
is done by the Pullman Company. 

As everyone knows, Pullman cars, in most instances, are 
owned by the Pullman Company, and consequently the railroads 
(with rare exceptions) have no funds invested in them. The 
contracts between the Pullman Company and the various rail- 
roads vary somewhat in their terms, but as a rule the railroads 
are paid by the Pullman Company for hauling Pullman cars. 

What reason exists for requiring passengers also to pay 
the railroads for moving Pullman cars, since the railroads do 
not furnish the cars and usually are paid by the Pullman Com- 
pany for hauling Pullman cars? 

Moreover, tlie Pullman Company renders service comparable 
to that of inn-keepers and the passenger pays the Pullman Com- 
pany for this service. Why should the railroad also be paid for 
equipment which it does not supply and for a service which is 
chiefly, if not almost entirely, performed by the Pullman Com- 
pany? 

The logical and just course is that the passenger should pay 
the railroad for transportation, and the Pullman Company for 
service in the nature of hotel accommodations, 

Minor and relatively trivial considerations diminish ,but can 
not overcome the force of these suggestions. 

Mr. Commissioner Lewis, concurring in the majority opinion, 
recognizes that the Pullman surcharge is justly unpopular, since 
it was adopted as a temporary expedient made necessary by war 
conditions. He declares: 

“The surcharge on Pullman travel is, therefore, the most 
unpopular public charge in the country, and its unpopularity 
seems to extend from. coast to coast.” 

Commissioner Lewis declares that rates should be revised on 
a permanent basis in such a way as to cause the surcharge to 
Aisappear. 

Thus he impliedly justifies the surcharge which he so con- 
demns, on the ground that it is necessary to provide the railroads 
with adequate revenues. When it is recalled that the larger part 
of the aggregate amount received from the surcharge accrues to 
roads which already earn the standard return, and which are in 
no sense embarrassed for revenues, the force of this contention 
is greatly lightened. 


me said by Mr. Commissioner Campbell in his dissenting 
opinion: 

“If the railroads are not properly compensated under their 
contracts with the the Pullman Company, these contracts should 
be revised. * * * Improvidence in the making of the contracts 
constitutes no justification for continuance of the surcharge.” 

careful and analytical study of the whole subject, made by 
an expert, under the direction of the Commission, found that the 
cost of actual operation, due to the fact that “the Pullman Com- 
pany provides the necessary capital investment in cars and other 
equipment, bears the expense of running repairs and deprecia- 
tion, due to wear and obsolescence, provides necessary car at- 
tendants, cleans the inside of the cars, and meets laundry ex- 
penses and cost of repairs necessitated by causes arising inside 
of the cars, or from negligence of the Pullman employes,” and 
some other considerations pointed out in the minority opinion 
and apparently not questioned by the majority, it does not cost 
the railroads more to transport passengers in Pullman cars than 
in coaches. 

There is neither moral nor legal justification for the reten- 
tion of this vexatious and unnecessary tax on travel. Travel in 
Pullman cars is not luxury, as the majority opinion indicates. 
Certainly all who travel at night time find Pullman service just 
as necessary as hotel accommodations, 

It is short-sighted policy on the part of the railroads to 
insist on the imposition of the Pullman surcharge, which yields 
approximately thirty-five million dollars per annum to the rail- 
roads of the country, and the greater portion of which accrues 
to lines that do not require the revenues from the surcharge. 

The majority dismissed without serious consideration the 


suggestion that the surcharge tends to prevent passengers from 
riding in Pullman cars. 


While the evidence shows that the Pullman business declined 
less than the coach business for the three years following 1919, 
this by .no means proves that passengers were not deterred by 
the surcharge from riding in Pullman cars. 

The coach business throughout the United States is being 
performed by motor vehicles. Thousands of persons, who for- 
merly traveled in coaches, now make short trips in automobiles 
or on bus lines over highways. The coach business is, there- 

(Continued on page 422) 
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/ SURCHARGE SUSTAINED 


VY The present surcharge accruing to rail carriers in addition 
to the regular passenger fare for the transportation of pass- 
engers in sleeping and parlor cars has been found not unreason- 
able by the Commission in No. 14785, in the matter of charges 
for passengers traveling in sleeping and parlor cars, opinion 
No. 10109, 95 I. C. C. 469-92. The report also includes No. 
11567, Order of United Commercial Travelers’ of America vs. 
Pullman Company. 

Commissioners McChord, Campbell, Cox and McManamy 
dissented, Campbell and McManamy writing dissenting opin- 
ions. Commissioner Cox joined in the dissent written by Com- 
missioner Campbell. Chairman Aitchison, joined by Commis- 
sioner Esch, concurred, but said he would “willingly join in 
a finding that the existing surcharge is more than enough to 
compensate the railroads for the added costs, and exceeds the 
value of the service to the traveler, and should therefore be 
reduced one-half.” Mr. Aitchison said the record seemed to 
him “to require the conclusion that an additional charge, in 
the nature of a surcharge, accruing to the railroad is warranted 
as to passengers traveling in Pullman cars,’ and that “such 
an additional charge is supported by the added cost to the 
carrier, and by a consideration of the greater value to the 
passenger of the service afforded him by the railroad.” Com- 
missioner Lewis, concurring, favored removal of the “surcharge” 
as such and imposition in lieu thereof of a 10 per cent increase 
in the basic coach fare for travel in Pullman cars. 


The Commission said the charges of the Pullman Company 
for accommodations in its sleeping and parlor cars were brought 


in issue in No. 11567, and that the hearings developed that one 


cause of complaint was the collection of the surcharge accruing 
to the railroads and that, accordingly, the investigation in No. 
14785 was instituted. 


The Commission said in aid of its investigation it had been 
making a general examination of the accounts of the Pullman 
Company “in order that both the surcharge and the Pullman 
charge proper might be considered together, but that task has 
proven so onerous that it cannot be completed for months to 
come. The parties have accordingly argued and submitted 
separately the issue as to the surcharge and that issue will be 
considered in this report.” 


At the outset, the Commission said, it should be noted that 
the basic railroad fare of 3.6 cents per mile was not in issue 
and that no complaint was made of it. It said the surcharge, 
computed for convenience at one-half of the current Pullman 
charge for space occupied by the passenger, was established 
on August 26, 1920, pursuant to the decision in Increased Rates, 
1920. In that decision, the Commission continued, it said that 
the evidence indicated that travel on the whole was not 
materially affected by the surcharge in effect for some months 
in the period of federal control. That surcharge, it said, 
amounted to 1634 per cent of the passenger fare, while the 
present surcharge did not exceed 10 per cent of the fare. The 
matter was considered again in Reduced Rates, 1922, the Com- 
mission said, and the Commission declined to reduce the basic 
rail fare or to remove the surcharge at the earnest request of 
the Pullman Company. 


“The record now before us fully substantiates our earlier 
conclusions that the surcharge has not had the effect of reduc- 
ing travel in Pullman cars,” the Commission said. “On the 
contrary during the past few years travel in Pullman cars has 


been increasing to a greater extent relatively than travel in 
coaches.” 


Continuing, the Commission said: 


Taking one test, the passenger revenue of all Class I railroads 
in the United States decreased 6.8 per cent in 1922 as compared 
with 1921, but the revenue from the surcharge increased from $32,- 
605,082 in 1921 to $32,891,124 in 1922. In 1923 the passenger revenue 
of the same railroads was 6.6 per cent than in 1922, but the revenue 
from the surcharge increased over 13 per cent. The passenger 
revenue was $1,154,058,118 in 1921, and $1,143,792,687 in 1923, a 
slight decrease. But revenue from the surcharge was $32,605,082 in 
1921, and $37,609,062 in 1923, an increase of approximately 15 per 
cent. One of the principal witnesses for those opposed to the sur- 
charge testified that the elimination of the 8 per cent war tax on 
Passenger and Pullman fares had been without effect upon the 
volume of travel. The contention that the surcharge tends _ to 


restrict travel in Pullman cars can be dismissed from further 
consideration. 


Respondents seek to justify continuance of the surcharge on two 
general grounds: (1) It costs them more to transport passengers in 

liman cars than in coaches, and (2) the superior accommodations 
and additional service furnished justify a higher fare for transporta- 
tion in Pullman cars than in coaches. 


Chief among the elements of this higher cost, as they present it, 


!s the greater weight transported per passenger. They have made 
Studies to ascertain, among other things, the average weight, occu- 
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pancy, and earnings of Pullman cars as contrasted with coaches, 


Average 

1 car-mile 

Ave. wt. Ave. occup. Ave.wt. earnings 
Plm. Da Pim. Day Pim. day Plm. Day 


cars coaches cars coaches cars coaches cars chs. 
Lbs. Lbs. Pers. Pers. Lbs. Lbs. Cts. Cts. 


‘Eastern district..? 148,915 124,140 913.59 27.44 10,958 4,524443.5 87.8 


Western district .. 144,640 97,647 11.46 14.36 12,621 6,790 36.95 46.27 
Southern district . 148,987 110,068 11.30 19.21 13,185 5,730 36.5 62.1 


United States <..20scsese 12.82 15.86 ..... eoee 42.55 52.69 

1 Excluding surcharge. 

2 Sleeping car; average weight of parlor cars is 140,410 pounds. 

% Sleeping cars; parlor-car occupancy is 18.56 passengers. 

*Sleeping cars; parlor-car earnings are 59.4 cents. 

The figures submitted for the eastern district are based on studies 
of typical runs for one week in May, 1923. Those for the southern 
district were made for another week of that month and embraced 
most of the Pullman traffic. The studies for the western district 
and for the United States as a whole cover all passenger travel, 
except commutation, on Class I roads in 1922. Undoubtedly the 
eastern and southern carriers endeavored to select representative 
runs; but studies based on the heavier passenger-carrying sections 
of respondent’s lines, as these studies apparently were to some extent, 
present a comparison of substantially normal Pullman travel with 
the best of the coach travel. The figures for the western district 
are not subject to this infirmity, and, while open to criticism in certain 
minor respects, the criticism cuts both ways. In our judgment they 
afford a usable comparison of average dead weights carried per pas- 
Senger and of average relative earnings. It is certain that the 
average weight of Puilman cars is considerably greater than that of 
coaches. It is also certain that the maximum number of passengers 
which Pullman cars are designed to carry, and the average number 
which they do carry, are materially less than in the case of coaches. 
So far as the revenue per car-mile is concerned the evidence is uncon- 
tradicted that, even with the existing surcharge, respondents are 
receiving less from the Pullman service than from the coach service. 

Other things mentioned by respondents as resulting in higher 
operating costs in the case of Pullman traffic are extra switching 
ineident to parking sleeping cars at stations for occupancy by pas- 
sengers prior to train departures or subsequent to train arrivals; 
added use of passenger terminals by reason of such parking and the 
necessity of keeping available different classes of Pullman cars to 
meet varying demands; extra switching of Pullman cars at junction 
Points in connection with through travel and also at terminals in 
making up trains; greater deadheading of equipment; furnishing and 
hauling of club cars observation cars, and other special accommoda- 
tions without charge for space therein; and greater use of the tele- 
phone and telegraph service in arranging accommodations. The 
extent to which such factors increase the cost of handling Pullman 
traffic over that for coach traffic is not reduced to figures, and the 
record does net permit a precise balancing of the opposing consid- 
erations. In brief, the evidence submitted by respondents would 
not suffice as a basis for increasing the surcharge, but it is persua- 
sive that the Pullman service, even with the surcharge, is relatively 
less profitable to respondents than is the coach service. 

Against the additional costs gee | enumerated to which respond- 
ents are put in handling Pullman traffic, it is urged that respondents 
are relieved of capital investment in the sleeping and parlor cars 
which are owned by the Pullman Company, and of outlay in main- 
tenance and inside cleaning of those cars. In the case of the Penn- 
Sylvania, New York Central, and New Haven there is a further 
saving of expense, as will be explained. 

Respondents have contracts with the Pullman Company covering 
the operation of the cars owned by that company. These contracts 
usually provide that the railroad shall haul the Pullman cars, provide 
facilities for storage and airing of bedding and linen, make repairs 
necessitated by causes arising outside of the cars or from negligence 
of railroad employees, clean the outside of the cars, furnish lubrica- 
tion, ice, water, heat, and light, and except at large terminals, fur- 
nish agents to sell Pullman tickets. Most of these expenses also 
arise in connection with coach operation. The Pullman Company 
provides the necessary capital investment in cars and other equip- 
ment, bears the expense of running repairs and depreciation due to 
wear and obsolescence, provides necessary car attendants, cleans the 
inside of the cars, and meets laundry expenses and cost of repairs 
necessitated by causes arising inside of the cars or from negligence 
of Pullman employees. 


The contracts vary materially in the matter of participation by re- 
spondents in revenue accruing from the Pullman charges proper, 
In some cases there is no participation by the railroad, but usually 
the contracts provide that the Pullman Company will retain all col- 
lections up to amounts ranging from $7,250 to $9,300 per car per an- 
num in the case of standard sleeping and parlor cars, and from $4,700 
to $8,000 in the case of tourist cars; that the railroad shall receive the 
first $1,500 beyond these earnings; and that any excess beyond 
$1,500 shall be divided equally between the railroad and the Pull- 
man Company. Some of the smaller roads pay the Pullman Com- 
pany mileage charges ranging from 1 cent to 4 cents per car-mile. 

The contracts of the New York Central, Pennsylvania, and New 
Haven system lines are exceptions to the usual form. These railroads, 
instead of participating in earnings in the manner above indicated, 
receive from the Pullman Company a payment of $700 per annum per 
car for the average number of steel Pullman cars used on their lines, 
and in addition the New York Central and Pennsylvania are reim- 
bursed by the Pullman Company for furnishing heat, light, lubrica- 
tion, ice and water. The New Haven is reimbursed for a large part, 
if not all, of these expenses. 


The Commission then set forth a table showing, for 1923, 
the revenue accruing to 43 railroads under their contracts with 
the Pullman Company, and a table showing 23 Class I roads 
which, because of low Pullman earnings, did not participate in 
Pullman revenues accruing on their lines in 1923. Continuing, 
the Commission said: 


As has been shown, the earnings per car derived from the pas- 
senger fares proper, excluding the surcharge, in the western district 
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and in the United States as a whole were in 1922 approximately 10 
cents per mile higher for the coaches than for the Pullman cars. The 
surcharge collections amounted in the same year to 3,33 cents per car- 
mile in the western district and to 3.76 cents per car-mile in the 
United States. 7, 

Respondents show that their contract divisions of the Pullman 
charges, when added to their saving in respect of capital investment 
in the Pullman cars and the cost of maintaining such cars, amounted 
to about 5.6 cents per mile in 1921. For earlier years it was lower. 
For the year 1922 it is not given. The annual saving in respect of 


capital investment can not, of course, be considered as an actual, 


saving, for respondents would be entitled to a fair return on the capital 
investment if made by them. Eliminating it as a saving, it will be 
seen that even when the surcharge collections are added to’ the 
receipts from the Pullman Company and the various savings in over- 
head and Operating charges incident to contracts with that company, 
still the earnings per car-mile received by respondents were less from 
the Pullman travel than from the coach travel. Moreover, the 
Pullman cars which produced these lower earnings weighted on the 
average substantially more per car, and were somewhat more ex- 
pensive to operate in other ways. 

The real question is whether unreasonable charges are exacted 
from the public for the services and facilities which the rail carrier 
is bound tq provide-or undertakes to provide. Respondents in 
effect furnish two kinds of passenger cars, differing very materially 
in comfort, convenience, and safety, and Passengers may take one 
kind or the other as they choose at the different charges provided. 
In like manner they can choose different trains, paying on some an 
excess fare for the extra service rendered. The figures reproduced 
in Reduced Rates, 1922, supra, at page 729, show that during 20 
months in 1920-1922 Pullman passengers numbered from three to 
four out of every hundred passengers. The question before us is 
whether these three or four are required to pay an unreasonably 
high charge for the superior transportation service which they elect 
to take. The further question is whether, if any reduction in 
passenger fares can lawfully be required, it should not inure to the 
benefit of the hundred and not to be confined to the three or four. 

At a time when whatever capacity the railroads may have for 
rate reduction should be utilized for the benefit of other forms of 
traffic we ought to scrutinize with great care any proposal to collect 
less revenue from those who ride in sleeping cars or from those who 
are able to afford the luxury of parlor cars. They ought to meet 
the full cost and value of the service furnished and a reasonable 
return on property value. ‘This record does not show that they 
are paying any more. Moreover the effect upon the revenues of 
certain respondents which would result from loss of the surcharge 
should not pass unnoticed. Of recent years the straits of the New 
England roads have prompted increased divisions to them out of 
joint rates on freight traffic interchanged. One of these roads, the 
New Haven, draws about 40 per cent of its total operating revenue 
from_passenger traffic. In 1923 the New England roads other than 
the Boston & Albany collected as Pullman surcharge $1,836,262, of 
which,the New Haven received $1,333,070. From what other source 


could it recoup that sum if its revenue from the surcharge were 
abolished? 


In this case we have no reliable cost figures. It is true that the 
record contains the results of a study made by a statistical analyst 
in our employ. This study was not intended as an accurate cost 
ascertainment, but as a comparative study of operating expenses. 
Considering the manner in which expenses have been divided, sub- 
divided, and apportioned on the basis of doubtful data and arbitrary 
assumptions in an effort to arrive at the relative car-mile ‘expenses of 
handling Pullman traffic and coach traffic it is clear that the results 
can not be accepted as determinative. We had occasion to comment 
on a sOmewhat similar study in Express Rates, 1922, 83 I. C. C. 606. 
In Reduced Rates, 1922, supra, we found that.a reduction in passenger 
fares was not justified, and the evidence now before us shows clearly, 
as already stated, that respondents earn less per car-mile, on the 
average, from their Pullman business then they earn from their coach 
business, even when the surcharge collections and the various finan- 
cial benefits accruing from the existing Pullman contracts are taken 
into consideration. This showing justifies the conclusion that at 
least there is less warrant for eliminating the surcharge than for 
reducing the basic passenger fare which applies even to travel in 
mixed trains of freight and passenger cars. When the time comes 
for requiring the railroads to accept less passenger revenue than they 
now receive, those experience the relative discomforts of ordinary 
coach travel, many of them because they must count the pennies, 
rather then those who Select the most expensive and luxurious form 
of transportation which modern railroads afford, are clearly entitled 
to prior consideration. 


The surcharge, it should be said, ought not to be regarded as an 
independent third charge upon the passenger. It was devised as a 
simple and convenient method for computing an addition to the 
basic passenger fare for those who ride in Pullman cars, and is thus 
equivalent to an increase in the rate per mile. Where the basic 
fare is 3.6 cents per mile, the surcharge adds 10 per cent and brings 
the fare up to about 3.96 cents per mile. The Pullman passenger 
Pays to the rail carrier, on the average, less than-4 cents per mile as 
against the 3.6 cents paid by the passenger in the coach. The subject 
has been enmeshed in needless complexity. Respondents furnish 
transportation. The Pullman Company furnishes a bed or special 
seat and service akin to that of an innkeeper. The Pullman Com- 
pany should collect charges sufficient to cover the cost of its service 
and a reasonable return on the value of the property devoted by it to 
the public use. Respondents should collect charges sufficient to cover 
the cost of their transportation service and a like reasonable return. 
The value of the service to the recipient should also be given due 
weight. It is said that when a passenger has paid for his railroad 
ticket and also for his Pullman ticket he has paid for everything he 
receives. But if he desires exclusive right to occupancy of a private 
car, a sleeping car, or a parlor car, the usual tariff requirement of 
25 full railroad fares is generally conceded to be proper. If he wants 
a drawing room to himself he must pay two railroad fares, or, if a 
compartment, one and one-half fares, in addition to the Pullman 
Company’s charges. In Railroad Commission of Nevada v. S. P. Co., 
35 I. C. C. 250, we found that defendants had justified rules provid- 
ing for such additional railroad fares. The principle is not different 
when, in fact, one and one-tenth passenger fares are collected from 
the passenger who has the reserved right to exclusive use of a desig- 
nated arm chair in a parlor car or a designated double seat and a 
berth in a sleeping car. The rail carrier undertakes to do and does 
more for him than it does for the passenger in a day coach and the 
difference in the value of the service abundantly justifies the differ- 
ence of one-tenth in fare. Whether this tenth be collected in the 
form of a surcharge, computed on the Pullman charge but accruing 
to the rail carrier, as at present, or whether it take the form of an 
extra ticket, representing the same one-tenth, or of a special ticket 
representing one and one-tenth fares, is immaterial as bearing upon 
the reasonableness of the charge in essence. The rail carriers may 
conclude that on the whole some other form than that now used is 
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preferable. No good reasons exist for permitting the Pullman Com- 
pany to collect through its charges a part of the cost of the trans- 
portation service with the expectation that this part may, through 
contract arrangements, be repaid to the respondents. Whether or not 
the total which is now paid by the passenger, including basic railroad 
fare, surcharge, and Pullman charge, is too great we can not now 
determine. That question must be left for consideration when the 


record covering the remainder of this investigation has been: com- 
pleted. 


Upon this record we find that the present surcharge accruing to 
the rail carriers in addition to the regular passenger fare for the 


transportation of passengers in sleeping and parlor cars is not un- 
reasonable. 


No order is necessary. 


Commissioner Lewis said that, beyond the considerations 
which were presented in the majority report, another impressed 
him, and that was that, if the revenues of the carriers were to 
be reduced some $35,000,000 to $40,000,000 a year, “the cut 
should not be made in behalf of those who patronize that part 
of the transportation service that borders on de luxe unless it 
clearly appears that the present rate is unreasonable.” He said 
there were fundamental readjustments for which the $35,000,000 
to $40,000,000 should be conserved, and that in passenger trans- 
portation, reductions when made should be in the basic 3.6-cent 
fare, which would apply to Pullman and coach travelers alike. 
He believed that to reduce the fare of the traveler who obtained 
more transportation and, as a rule, could pay for more, and 
not to reduce the fare of the traveler who sometimes obtained 
very little and whose ability to pay often made it impossible 
for him to patronize the superservice, “would seem to be a form 
of rank discrimination.” He argued that other adjustments 


demanded more prompt attention than passenger-fare adjust- 
ment, saying: 


Reductions aggregating $35,000,000 to $40,000,000 in rates on basic 
commodities would not be inconsiderable. The removal of the Pull- 
man surcharge would amount to approximately $16,000,000 to $17,000, - 
000 theoretical loss in carrier revenue in the western district. Apply- 
ing such a reduction to one group of commodities, it is interesting to 
observe that this is almost exactly the amount of reductions that 
were considered in the Grain, Grain Products, and Hay case, which 
was before us in 1924. On the basis of 1923 movement, ‘this would 
cover the removal of the remainder of the Ex parte 74 increase from 
coarse grains and mill products other than those of wheat, and a 14 
per cent reduction added to the 1921 reduction of one-half of the 
increases of 1920, on wheat, flour, and meal. 


In the eastern district the removal of the surcharge would result 
in a theoretical loss of $15,000,000 to $17,000,000 per annum. If applied 
to grain and grain products moving in and across the eastern groups, 
this would afford a 15 to 18 per cent reduction. 


: In the southern group the removal of the surcharge would result 
in a theoretical $5,000,000 shrinkage of revenues. From the stand- 
point of public policy, the South stands in greater need of lower 
freight rates on fertilizer and some basic commodities than of a 


reduction of charges paid very largely by nonresidents who travel in 
superservices across her States. 


It is true that there is not before us in this case the matter of 
reducing or adjusting other rates and charges but the digression is 
justified by reason of there being urged on us broad considerations of 
Public policy and justice to patrons of transportation. There is also 
the fact that if there is to be piecemeal cutting of rates, fares, and 
charges of many millions of dollars here and there, there will remain 
less financial margin for the more fundamental adjustments that 
must sooner or later come. It is a time to conserve carrier revenues 
for adequate development of transportation facilities and the reduc- 
tion of rates for vital services, and not to dissipate them in granting 
relief that is not very greatly needed, and where a very small extra 
charge for an extra transportation service is equitable. 


Mr. Lewis, discussing the surcharge, concluded that the 
traveler in the Pullman car should pay more than the traveler 
using other equipment but he favored an adjustment that did 
not carry the label of “surcharge,” because the public mind 


rebelled “at the continuation of what is looked on as a war- 
period imposition.” 


“So long as the public mind is confronted with ‘surcharge’ 
it will not be as reasonably receptive to consideration or 
acknowledgment of justified costs of superservices, as would 
be the case if this psychological handicap were out of the way,” 
said he, adding that the record was such as to require the 
Commission to find that railroad tickets for Pullman travel 
should sell at a higher price than tickets for travel in coaches 
and that 10 per cent did not seem to be an unreasonable amount. 

Commissioner Campbell said the surcharge was wrong in 
principle and should be abolished. He said if the railroads 
were not properly compensated under their contracts with the 
Pullman Company they should be directed to revise the con- 
tracts rather than given permission to continue to exact the 
surcharge from the public. Commissioner McManamy said the 
surcharge, “admittedly a makeshift, unsatisfactory to the public 
and to the Pullman Company, and not justified by any trans- 
portation service which respondents render for the passenger 
who pays it, should be abolished.” 


MINE RATING CASE 


The Commission, in a report written by Commissioner 
Aitchison, on No. 13896, in re rules governing ratings of coal 
mines, other than anthracite, and distribution of cars to such 
mines, opinion No. 10092, 95 I. C. C. 309, 384, found that the 
rules established early in 1923, after conference between the 
carriers and coal mine operators, should be allowed to remain 
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in force a sufficient time for a fair trial. He said the record 
should be held open for further appropriate proceedings. 

A detailed history of the matter was written by Mr. 
Aitchison so that in the event of further proceedings being 
necessary, there will be an adequate printed foundation upon 
which to base them. He pointed out that the case was insti- 
tuted upon the Commission’s own motion, June 17, 1922, into 
and concerning the justness, reasonableness, and lawfulness 
of the rules, regulations and practices of the carriers with 
respect to the distribution of cars to coal mines, other than 
anthracite, for coal loading and the justness, reasonableness 
and lawfulness of the ratings of .ssuch mines as a basis for the 
distribution of cars for coal loading. He said that upon the 
institution of this proceeding the Commission consolidated 
with it No. 12530, which is known among shippers and rail- 
road men as the Assigned Car Case, and decisions on which 
were made in 80 I. C. C. 520 and 93 I. C. C. 701. He said 
that the assigned car part of the case was severed from the 
two proceedings after the hearings were held in July, November 
and December, 1922. He said the report he was writing would 
deal only with the mine-rating phase of the consolidated case 
in which further hearings had been held. 


Mr. Aitchison said the record seemed to show definitely 
that: 


1. Absolute country-wide uniformity was not desirable, nor was 

it required under the statute. 
The system of mine ratings then existing, based upon circular 

CS-31, revised, lent itself to inflation in times of car shortage, 
whereby the unscrupulous operator got an unlawful advantage over 
his honest neighbor; and that the system made it difficult to dis- 
cover such inflation and promptly correct it at a time when such 
change was vital. ‘ 

3. The then existing rules were complicated and obviously should 
be simplified. 

4. The ratings then in existence were far in excess of the normal 
ability of the mines to produce coal and the duty of the carriers with 
respect to the honoring of requisitions for cars 


Mr. Aitchison after discussing various proposals said that 
no one advocated the commercial-factor basis at the initial 
hearings. Subsequent to the report of the United States Coal 
Commission and upon the Commission’s second hearing, he 
said, testimony concerning that factor was presented. Various 
operators, he said, supported the suggested code and from 
others various matters were illicited upon cross-examination 
or by questions from the bench, although the witnesses stated 
their general opposition to the commercial-capacity code, as 
suggested. The arguments for the use of the commercial factor, 
as a controlling consideration, said Mr. Aitchison, was that 
thereby the public interest would be served by encouraging 
a more uniform movement of bituminous coal throughout the 
year and by eliminating the inefficient and high-cost mine 
through the medium of the distribution of cars primarily to the 
efficient and low cost mines. In respect of the commercial-factor 
basis, and in disposing of the case, Mr. Aitchison said: 


It is difficult to see why, if the use of this factor is to result in 
the profound effects claimed for it, full effect should not be given 
to it in the fixation of mine ratings. It is significant that at no 
time has any one suggested to the commission any detailed plan pro- 
viding workable means to give full force to the commercial factor. 
The suggested code, and the rules discussed at the hearing by those 
advocating the commercial factor, propose that the commercial factor 
shall have equal weight with physical capacity. The result would 
increase the ratings of the mines which had favorable past shipping 
records, but not to the extent which the logic of the situation would 
require, if the initial premises were correct. Every proposal tend- 
ered by the proponents of the commercial-factor theory has been a 
makeshift, which has temporized with the evils claimed to attend 
upon consideration of physical capacity, without deriving the full 
benefits asserted for the commercial-factor basis. Without speculat- 
ing as to why this is so, it is readily demonstratable from an attempt 
to apply consistently the commercial-factor theory to the conditions 
of a future serious car shortage as we can see them, that it may well 
be that certain railroads with cars and with miines ready, willing, 
and able to serve near-by customers, but without favorable past- 
performance records, would be unable to furnish cars to such mines 
to anything like their actual capacity. and the cars would remain 
idle or be diverted to distant railroads upon which coal producers 
in the past had been more consistent and steady producers. In any 
event a deviation must be made from the strict logic of the commer- 
clal-factor basis. else the opening of new mines, which might be most 
economical in character, with the highest grades of coal, would be 
effectively prevented. ‘ 

_ But the law recognizes the right of new mines, which have never 
shipped coal, to an equitable share of cars, when they properly make 
switch connection with a railroad. By paragraph (9) of section 
1 of the act the carrier is required “to furnish cars for the move- 
ment of such traffic to the best of its ability without discrimination 
in favor of or against such shipper.’”” By paragraph (1) of sec- 
tion 1, the term ‘transportation’ as used in the act is defined as 
including, among other things, cars and all instrumentalities and 
facilities of shipment or carriage. By paragraph (4) of the same 
section it is made the duty of every common carrier subject to the 
act engaged in the transportation of property to provide and furnish 
such transportation (cars) upon reasonable request therefor. The 
rights of every shipper to be protected against undue preferences of 
others are preserved for him by section 3. Nowhere in the act, or 
in any decision construing the act, is any distinction made between 
old and new shippers, or between economical or efficient producers, 
and the reverse. 

he advocates of the commercial-factor basis have said that the 
bituminous-coal industry during its period of growth has been guilty 
of numerous economic offences, and that we are the only agency that 
fen — it, and that upon us is the responsibility to reform the 
ustry, 


But we have been given no regulatory jurisdiction with respect 
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to the coal industry, and owe no duty to it other than to enforce, as 
to the carriers within our jurisdiction, the provisions of the inter- 
state commerce act, which require adequate service, and prohibit 
unjust discrimination and undue preferences as between shippers. 
Whether the coal industry may need reform was not in issue before 
us; the record is silent upon the question and it is not within our 
province to comment upon or determine it in this proceeding. Many 
considerations urged upon us with great vigor, properly should be 
addressed to Congress, if at all. 

The argument in favor of the use of the commercial basis is that 
thereby the public interest is best subserved by encouraging a more 
uniform movement of coal throughout the year, and by eliminating 
the inefficient and high-cost mines. It is argued that rules which do 
-* have this effect are unjust and unreasonable, and are in violation 
of law. 

The point of departure between this theory and that which we 
can accept is basic. The object of rating rules is to secure a just and 
equitable distribution of equipment among those who desire and are 
prepared to ship, and not to determine who shall or shall not be in 
a position to produce a commodity to be shipped. 

It is said that the tipple mines are of all shades and conditions 
of efficiency and economy in operation, that some enjoy favorable 
conditions and others do not, that some produce superior and others 
inferior coal. These facts are evident. But they are in nowise 
peculiar to the bituminous-coal industry. There are efficient and 
inefficient farmers, grain elevators, lumber mills; in fact, in every 
form of industry there are those so circumstanced that their produc- 
tion costs are more or less favorable than their competitors, and 
their output of varying qualities of excellence. But the law has 
never undertaken to permit, much less require, a common carrier to 
discriminate between such persons when they tender freight for 
carriage, because of the efficiency of the shipper or his lack of it, 
because he is extravagant and needs reforming, or does not, or 
because the product is superior or inferior. With these qualities of 
the shipper and the article carried, the railroad as a common carrier 
may not rightfully concern itself. Whether Congress might do so 
we need not inquire, although the prohibition of personal attainders, 
which may well be considered as —— the right to resort to the 
services of a common carrier possessed alike by all men, is contained 
in the Constitution itself. Congress has not undertaken to authorize 
the interstate common carriers to make the personal qualities of the 
shipper or of his product the test as to whether such a carrier shall 
respond to a demand for cars, otherwise lawful, upon equal terms 
with other shippers of the same product possessing different per- 
sonal of physical characteristics. 

It is said that speaking of the carriers generally, it would be 
against the public interest to have them own more cars than the bare 
quantity which would be needed if the carriers would permit the 
consumers rather than producers to designate the mines which 
would be supplied, to the exclusion of others. But the great, under- 
lying purpose of the act to regulate commerce, amplified and 
strengthened with each successive amendment and supplemental act, 
is to sweep away every form of favoritism based upon the personal- 
ity of the shipper, or upon his relations with the carrier as a cus- 
tomer, and to place all, the large and small, the steady and occa- 
sional, the rich and the poor, upon a plane of equality in the right to 
service; and to condemn and make unlawful every regulation, device, 
or subterfuge which undertakes to give to anyone an advantage 
based upon conditions other than those inhering in the transporta- 
tion itself and alone. If more equipment is needed to permit the 
railroads to serve all their offering patrons with coal cars, im- 
partially, in volume sufficient to meet the country’s needs, then it 
is the declared policy of Congress that requires that such equipment 
shall be procured, and that it be used with impartiality, rather than 
that an indefinably smaller quantity might be turned over to the 
exclusive service of favored members of an industry whose past, we 
are told. has been wayward, reckless, dissipated, and extravagant, 
and which lacks proper sense of responsibility. Monopolies are 
odius. alike by common law and under Federal statute. We can not 
consider with favor a proposition to create of an unregulated 
favored class of already favorably circumstanced producers, a com- 
plete monopoly by compelling the carriers to violate the principle 
< —r of treatment which is the right of every citizen to 

emand. 

This is attempted to be justified on the ground of economy. 
Savings up to a billion dollars a year, $2 a ton, or approximately the 
mine cost of all the coal produced, are predicted. The prosperous and 
efficient section of industry which has been indicted in stinging 
terms will. we are told in effect if permitted to become a complete 
monoply, ipso facto be reformed, will thereafter pass on to the 
consuming public benefits which are in excess of the total present 
production cost. Industrial despotism is contrary to American 
— and forbidden by the law which we are under obligation to 
obey. 

Where would this lead us? If such regulation is to be under- 
taken along the lines so indicated as justified by sound economic 
policy, and required by law, shall we not next be compelled to under- 
take like regulation for the avowed purpose of driving the farmer 
from the poor farm, or the poor farmer from the good land. The 
struggling mill operator must be made to cease competing with his 
more favorably_ circumstanced. or possibly efficient competitor; the . 
weak farmers’ elevator must close and the powerful line operator be 
encouraged: the independent weak oil well will be denied tank cars 
in favor of the old, established, and efficient monoply; the small 
packer will be refused protective equipment which the great packers 
with their perfect organizations can use to advantage; and all this 
through the regulation of common carriers in the discharge of their 
ancient and perennial duty to serve all offering customers with 
vanes No such perversion of the power of regulation could be 
olerated. 

We can weil doubt if it would be in the public interest, if it were 
legally possible under the law which we have to enforce, to give 
to the high-grade, favorably circumstanced, coal fields and mines 
a present monoply of production, even if for the moment lower 
costs to consumers would follow. Opponents of the commercial- 
factor basis argue with force that it is not in the public interest 
that the best portion of any natural resource shall be first com- 
plettly exhausted. Such a course would progressively weaken our 
national position by compelling utilization in ever greater degree 
of the poorer. less economical. raw products, until in the end the 
country would have nothing left but the lowest grade, most costly, 
bituminous coal, with none of the higher grades for any of the 
special purposes which are so dependent upon such fuel. The 
widest possible equable use of coal of all qualities, rather than the 
forced use of the most readilv accessible highest grades, is that 
which is consonant with public good. It is common knowledge 
that the destructive utilization of the accessible and near-by woods 
has exhausted the timber industry in large portions of the United 
States, formerly in a prosperous condition, leaviing desolation be- 
hind, and has transferred the industry across the continent to where 
the remaining forests stand. But forests are capable of regrowth; 
when a coal mine of the highest grade is exhausted, it can never be 
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replenished. The bituminous coal industry is said to have been a 
speend thrift. What would be said should the Nation, for the sake 
of a present immediate saving of dubious possibility, deliberately 
compel its citizens to resort to the exclusive and destructive use of 
its choicest assets? 

It is due to the careful and painstaking consideration given the 
subject by the United States Coal Commission for us to say that 
we have given weight to its conclusions. We observe that the 
system of rating mines suggested by that commission was but a part 
of a comprehensive system of regulation of the coal industry which 
it proposed. It was recognized by the coal commission itself that 
“the change suggested in the system of rating mines may require 
some modification of the transportation act.’’ - 

The general opinion of well-informed railroad and mine opera- 
tors and representatives of mine Iabor who testified was that the 
joint-conference rules promulgated in 1923 are the best yet devised, 
that they are superior to those based upon circular CS-31, revised, 
or any that were ever in force, because they remove the possibility 
of inflation and place the initial responsibility for the proper rating 
rr on the carrier. 

The primary duty of promulgating proper ratings rests upon the 
carriers. The present rules represent the result of an earnest and 
whole-hearted effort on their part, with the full cooperation and 
advice of the operators. Certainly the rules mark a distinct advance 
over what has prevailed in the past. Clearly they better reflect the 
actual ability or capacity of the mines to produce and load coal on 
cars, The rules have not yet had a true test as to their workability, 
reasonableness, anpr propriety during an extended period of car 
shortage, since they have only been in effect during a car surplusage. 
They should remain in force a sufficient length of time to give them 
a fair trial. The ruies, as framed, permit of modification from 
time to time to meet the practical exigencies of particular districts 
and particular mines, and, having been framed after fioint confer- 
ences between carrier and operators, they may yy 4 be expected to 
work out satisfactorily. We are not prepared at the present time, 
without a fair test to say upon this record that the rules suggested 
by the joint conference are unjust and unreasonable, or otherwise in 
violation of law. It is not contemplated that these rules will dis- 
place the round-robin or idle-hour systems where they are now em- 
ployed. In event of an emergency which may arise, under the law 
we will use our best judgment as to such measures and regulations 
as the circumstances seem to require. 

Carriers are again admonished to maintain ratings that will be 
in line with both their duty and ability and the needs of the country. 

We will for the time hold the record open for such further action 
as may seem appropriate, and, if on further consideration the entry 
of an order herein seems warranted, will then give consideration 
thereto in the light of the facts as they then appear, 


Commissioners Potter, Eastman and Cox dissented. Mr. 
Potter wrote dissenting views largely based on a commercial 
factor proposition that took as much space as the opinion of 
the majority. It was an exposition of his idea of what the 
Commission should do to bring about a better condition of 
affairs in the coal business and that part of the railroad busines, 
which is so intimately joined with the coal business as to pro- 
duce the query whether it is a shortage of coal or of cars that 
exists when the public is not able to get its fuel, the coal mine 
operators always contending that there is plenty of coal but 
not enough cars, and the railroads contending that there is 
railroad equipment enough if they were allowed to use it 
economically, to supply the public need. 


Commissioner Eastman said he was not persuaded by the 
dissenting opinion by Commissioner Potter that the rule he 
proposed would prove a panacea for the ills of the bituminous 
coal industry. Mr. Eastman said that with much that Mr. 
Potter said, he disagreed. He added, however, that there could 
be no doubt but that the soft coal industry was suffering from 
serious ills to the injury of the country and that it might be 
that consideration in the distribution of cars of the so-called 
commercial-factor would mitigate those ills. The coal commis- 
sion, he said, reached that conclusion. In his opinion, he said, 
the commercial-factor could be lawfully be taken into considera- 
tion and it seemed to him clearly desirable that the experiment 
should be tried. Commissioner Cox said that for reasons which 
were fully set forth in the dissenting opinion of Commissioner 
Potter, as well as consideration of the recommendation of the 
coal commission he was unable to concur in the finding of the 
majority in this case. 


BUTTER AND POULTRY SCALES 


The scales prescribed by the Commission in its report on 
I. and S. No. 1769, Butter, Eggs, Dairy Products and Poultry 
from the Southwest to Defined Territories and Central and 
Trunk Line Points, mimeographed (See Traffic World, Feb- 
ruary 7), probably speaking, provide a new rate structure from 
the southwest to points on, east and north of the Missouri and 
Mississippi rivers. The decision does not require the carriers 
to observe the mileage scale strictly. It leaves to them the 
option of blanketing rates. 

The decision condemned the readjustment proposed by the 
carriers in the schedules under suspension. They were filed 
after the formal complaints, No. 14592, Dallas Chamber of 
Commerce vs. Abilene & Southern et al. and No. 14695, Patter- 
son Produce Company vs. Same, had been made. The Commis. 
sion said the changes proposed by the suspended schedules 
would effect a complete readjustment from virtually the entire 
southwest to destination territory on, east, and north of the 
Mississippi and Missouri rivers. It said some reductions were 
proposed but that the proposed increases greatly predominated, 
both in importance and degree. It added that the proposed 
rates on butter, eggs and poultry, from Texas, in nearly every 
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instance, were in excess of the rates under attack in the 
formal case. 

Butter, eggs and dressed poultry were first considered. 
They are rated third class, 20,000 pounds minimum in the three 
classifications, except that in the southern, the Commission 
said, dressed poultry is rated fourth. It said that commodity 
rates, on each of the commodities, lower than third class had 
been generally in effect from Texas, Arkansas and Oklahoma, 
particularly to Chicago and St. Louis territories and to the 
Mississippi river crossings on traffic intended for east thereof. 
It said there was little uniformity in the rates from the same 
point of origin to a given destination. In some instances, it 
said, the rates on butter, eggs and poultry were the same; in 
others that butter and eggs took lower rates than dressed 
poultry, while in some instances dressed poultry took the lower 
rate and that in some instances butter and dressed poultry 
took the same rate which was higher than the rate on eggs. 
From Texas common points to the Mississippi crossings, how- 
ever, it said the rates were all different. 


It was proposed, the report said, to make the rates uniform 
from that wide territory to all the destination territory in- 
volved. To do that the carriers proposed taking the present 
rate of 133.5 cents from Texas common points to St. Louis, on 
butter, as the base and make it applicable on the two other 
commodities. That would be 12 cents higher on eggs and 14 
cents lower than on dressed poultry. They next took the pres- 
ent local rate of 99 cents, applicable on the three products, 
from Muskogee to St. Louis. That rate, the Commission said, 
was the present equivalent of the local commodity rate then 
in effect on butter, eggs and poultry which the carriers sought 
to increase to the third class basis in Southwestern Dairy 
Products, 44 I. C. C. 379. The Commission said the effect of the 
proposed basis would be to make larger increases to the large 
consuming territory along the Atlantic seaboard, from Texas 
than on traffic to St. Louis, while from Muskogee the rates 
would be increased to the extent of the present difference be- 
tween the proportional and local rates up to St. Louis. Another 
branch of the basic proposition was to increase the rates from 
Arkansas to St. Louis so that the proposed rates from western 
Arkansas points to St. Louis would be approximately the same 
as from eastern Oklahoma, although the distances from Ar- 
kansas are less. 


The report goes through the intricacies of the existing 
structure and the intricacies of the proposed, on butter, eggs 
and dressed poultry in one group, and live poultry in the 
other, to lead up to the findings, the scales and the rules for 
applying them, which are as follows: 


Upon consideration of all the facts and circumstances of record, 
we are of the opinion and find: 

(1) That the suspended schedules have been justified to the 
extent that the rates therein do not exceed the rates or basis of rates 
set forth below, and that otherwise the suspended schedules have 
not been justified. Said schedules should be canceled. 

(2) That practically all of the present rates involved, by reason 
of the inconsistent adjustment now prevailing, are in need of revision 
upon a comprehensive and substantially uniform basis. mm 

That most of the existing rates on all of the commodities 
involved are unduly prejudicial to some of the interested shippers 
and unduly preferential of others, and that many of them are unjust 
and unreasonable. i 

(4) That the rates in the following scales, applied as indicated 
in the succeeding paragraphs, will be for the future maximum reason- 
able rates for application from and to the points involved in this 
proceeding, as indicated, and that the establishment of such rates 
from and to all of the points involved will remove the unjust dis- 
crimination and undue prejudice found to exist with respect to the 
present rates.1 While rates on live poultry from Texas to points 





1In the event that there are distances greater than those covered 
by the scales, said scale should be extended at the same rate of pro- 
gression as used for distances between 1800 and 2000 miles, and 
applied as indicated herein. 


other than New York and certain contiguous points are not involved, 
the records in these proceedings considered together clearly indicate 
that in order to complete a proper readjustment of the rates from 
southwestern territory, rates in accordance with the bases herein 
set forth should be established from Texas to the remainder of the 
territory involved in I. & S. 1769. 


(5) Maximum scales of rates prescribed for application as pro- 
vided herein. 
Commodities, Carloads. 


Butter Table A 
Eggs Table A 
Poultry, dressed Table A 
Poultry, live Table B 
Distance my Tables 
Single Joint Single Joint 
Line Line Line Line 
Rates Rates Rates Rates 
5 miles and under __............... 20 25 24 29 
10 miles and over . re 20 25 24 29 
15 miles and over 10........ 22 27 26 31 
20 miles and over. 165........ 24 29 28 33 
25 miles and over 20........ 25 30 30 35 
30 miles and over 25........ 27 32 31 36 
35 miles and over 30........ 28 33 32 37 
40 miles and over 35........ 29 34 34 39 
45 miles and over 40........ 30 35 36 41 
50 miles and over 45........ 32 37 37 42 


55 miles and over 50........ 33 38 38 43 


owes to bo bobo het 
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60 miles and over 39 40 45 ner as to produce substantially the same revenue as would result 
65 miles and over 41 42 47 from a strict application of the scale. 
70 miles and over 42 43 48 (d) Defendants will be authorized to establish and maintain via 
75 miles and over 43 45 50 all routes from and to the points involved, the lowest rates pre- 
80 miles and over 45 47 52 scribed herein as maximum rates over any route between said points, 
85 miles and over 46 48 53 and to maintain higher rates from, to, or between intermediate 
90 miles and over 47 49 54 points, provided that the rates from, to, or between the said inter- 
95 miles and over 48 51 56 mediate points shall not exceed the rates prescribed herein as maxi- 
100 miles and over 50 52 57 mum rates and shall in no case exceed the lowest combination, and 
105 miles and over 51 54 59 provided further that this relief shall not apply to carriers whose 
110 miles and over 52 55 60 lines or routes are more than 70 per cent circuitous than the short 
115 miles and over 53 57 62 line or route between the same points. 
120 miles and over 55 58 63 (e) It is recognized that there are practical difficulties in the 
125 miles and over 56 60 65 publication of specific rates, particularly joint rates, based on a 
130 miles and over 57 61 66 strict distance scale. For the present, therefore, specific rates need 
135 miles and over 59 63 68 be published only from points of origin from which carload shipments 
140 miles and over 60 65 70 of commodities involved have been made within the past two years, 
145 miles and over 61 66 71 or as to which there is reasonable ground to expect carload shipments 
150 miles and over 145........ 58 63 68 73 in the near future. Other specific rates should be published as move- 
160 miles and over 150........ 60 65 70 75 ment develops. ° 
170 miles and over 67 72 77 (f) Appropriate carload mixtures and carload minimum weights 
180 miles and over 68 74 79 substantially in accordance with the present practices in southwest- 
190 miles and over 70 76 81 ern territory, except that in future such arrangements should be 
200 miles and over 72 78 83 uniform from and to all points of origin, should be provided in con- 
210 miles and over 73 80 85 nection with the rates prescribed. 
220 miles and over 2 75 82 87 (g) Such portions of Fourth Section Application No. 469 filed 
230 miles and over 220........ 72 17 84 89 by F. A. Leland, agent, assigned for hearing in this proceeding by 
240 miles and over 230........ 74 79 86 91 which carriers parties thereto ask for authority to continue to charge 
250 miles and over. 240........ 76 81 88 93 for the transportation of butter, eggs and dressed poultry, in straight 
260 miles and over 250........ 78 82 90 95 Or mixed carloads, from Houston and other contiguous points in 
280 miles and over 260........ 81 85 94 98 Texas to Cleveland, Ohio, Pittsburgh, Pa., and destinations east 
300 miles and over 280........ 83 87 97 101 thereof rates which are lower than the rates contemporaneously 
320 miles and over 300........ 86 90 101 105 maintained on like traffic from Dallas, Fort Worth and other points 
340 miles and over 320........ 88 92 103 107 in Texas to the same destination, will be denied. 
360 miles and over 340........ 91 95 107 111 (h) Reparation is sought in No. 14695 but not in No. 14592. We 
380 miles and over 360........ 94 97 110 113 have consistently denied reparation in cases where general read- 
400 miles and over 380........ 96 99 113 116 justments have been made in extensive territories, involving increases 
425 miles and over 400........ 99 102 116 119 and reductions, and the instant case comes within that class. 
450 miles and over 425........ 101 104 119 122 See EP So ain 2g 
475 — = over yo Lnaievonvouves rl oJ os os 
500 miles and over 475........ 
525 miles and over 500........ 109 i it = ROAD NOT A COMMON CARRIER 
oo = = iran etait rt ‘i bo The Commission has dismissed No. 15058, M. K. Piper and 
600 miles and over S76 Scale orbrolete oi 17 137 137 Walter L. Piper vs. James S. Blair and David Blair (mimeo- 
625 miles and over 600........ i graphed), finding that the railroad, in Pennsylvania, operated by 
Soro were = ta fe} the Blairs, was not nor is a common carrier subject to the inter- 
700 miles and over 675........ 124 124 145 145 state commerce act. But the Commission warned the Baltimore 
725 miles and over 700........ 126 126 yd 147 & Ohio that the first section of the interstate commerce act put 
eee oe oe eee i. ios — upon it the duty to make a just and reasonable distribution of 
800 miles and over 1775........ 131 131 154 154 cars for the transportation of coal among the mines served by it, 
825 miles and over 800........ 133 133 156 156 whether “located upon its line or lines, or customarily dependent 
850 miles oe over = a ececvieie-ere rd Be = = upon it for car supply.” 
Rone 139 162 162 Commissioner McManamy, in a concurring view, said he 
os miles ond over $00 ee 140 146 ise 164 desired to direct attention to certain matters upon which he said 
50 miles and over 925........ emphasis might well be laid. Thereupon he emphasized the duty 
ae nan pe | pitied gaa 3 bee fa oo laid upon the Baltimore & Ohio in the matter of coal car dis- 
1025 miles and over 1000........ 148 148 173 173 tribution. He added that the record indicated that the com- 
1050 miles and over 108s Soseewes 1% bn ei ps plaining Pipers had been unfairly treated in the distribution of 
aoe aoe ee cee eee sore +e xf ‘75 coal cars furnished by the Baltimore & Ohio to the Blairs for 
1125 miles and over 1100........ 155 155 181 181 distribution to mines on their road. He said the injustice should 
1150 miles and over 1125........ 156 156 183 183 be corrected. He said the Baltimore & Ohio was not a party 
SS oe ee bate <3 4 be = to this proceeding but it was not relieved by deliverin gears to 
1225 miles and over 1200........ 162 162 189 189 the Blair Railroad, or by the Commission’s finding, from any 
1250 miles and over 1225........ 164 164 191 191 duty resting upon it as towards complainants in the matter of 
ae ee ee ee eee aor eos om ae the distribution of coal cars. Under the finding, he pointed out, 
1325 io pee | pod 1300........169 169 198 198 the Blairs did not participate in transportation subject to the 
1350 miles and over 1325........ 171 171 200 200 transportation act, but that as shippers they were amendable to 
1375 miles 173 202 202 the Elkins act if they knowingly received any concession or 
1400 miles 174 204 204 discrimination. 
tae — ae po aos The Blairs operate a little railroad, with about 3.7 miles “ 
1475 miles 180 210 210 main track and an almost equal amount of sidetracks, near 
— miles and over 1475........ 182 on ory 212 Kregar, Pa., in connection with lumbering and coal — 
ieee cee ee ee eae is me = carried on by them. Their road connects with the Indian Creel 
1575 miles and over 1550........ 187 187 219 219 Valley, which in turn connects with the Baltimore & Ohio, near: 
1600 miles and over 1575........ 189 189 221 221 Connellsville. The Commission said the Blair road was con 
ee ce ee ee eee = a Fond structed in 1916, primarily to serve a Blair lumber mill at 
1675 miles and over 1650........ 494 194 227 227 Kregar. After the road was built the Blairs opened a coal mine, 
1700 miles and over 1675........ 196 196 229 229 carrying on operations as the Blair Lumber Company and the 
a ee ee ee ee a a poe = Blair Coal Company. The Piers operate a mine on the Blair 
We ae oe oe 201 236 236 railroad. The case grew out of the dispute between the Blairs 
1800 miles and over 1775........ 203 203 238 238 and Pipers over the distribution of the coal cars furnished by 
be — and over 1800........ ro = po Fae the Baltimore & Ohio. 
ise — — panne ——* arene = rel 244 = The Commission said the Pipers, in their complaint, alleged 
1900 miles and over 1875........ 210 210 246 246 the Blairs were operating a common carrier in interstate com- 
a = a = = = merce; that they had failed and refused to make just and rea- 
1906 aulee aah over ouea °° °° °° "Eee 216 259 rit sonable distribution of coal cars; that the distribution had been 
2000 miles and over 1975........ 217 217 254 254 and was unduly prejudicial to the complainants and unduly 


In applying the rates in the above table, the following should 
be observed: 


_ (a) In computing distances, the shortest possible routes by ex- 
isting connections for interchange of carload traffic should be used, 
but such routes need not embrace more than the lines or parts of 
lines of three carriers, except where through routes for the trans- 
portation of the commodities in question are now in use by the re- 
spondents which embrace the lines of more than three carriers, and 
over which the distances are less. Lines under common ownership or 
control should be considered as a single line, except that where the 
same line is used twice, it may be counted each time. 


(b) Rates to Memphis should be made in accordance with the 
basis outlined in (a) except that distance should be computed to 
the west bank of the Mississippi River and to the rates so con- 
structed there may be added 3 cents per 100 pounds in each case. 

(ec) Destination points on and east of the Mississippi River may 
be grouped in lieu of publishing rates based strictly upon the scale, 
provided rates are published to such destination groups in such man- 


preferential of defendants; that the defendants had failed and 
neglected to render adequate service to the complainants; and 
that the complainants had been damaged in the sum of $50,000. 
The Commission said it was asked to find that the defendants 
were operating a railroad as a common carrier engaged in inter- 
state commerce; to prescribe just and reasonable practices for 
the future; and to award reparation. 

Prior to and while the construction of the Blair road was 
going on, the Commission said there were negotiations looking 
toward the joint construction of the railroad by the Blairs and 
the Pipers, to haul logs and lumber to and from the Blair mill 
and coal from the Piper mine. The complainants withdrew from 
those negotiations, the Commission said, but entered into a con- 
tract for the transportation of coal, or materials, sand and rock, 
at twenty cents per ton. Ten dollars per car was to be paid 
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for hauling minerals, railroad tiesfi lumber and _ other 
freight. Less than carloads were to be hauled for the complain- 
ants, to and from sidings, “at reasonable freight rates.” The 
complainants, the report said, began shipping coal in 1917 and 
that since that time about 1,300 cars have been shipped. In addi- 
tion the Blair road handled freight to and from sidings put in 
for farmers who furnished land for rights of way, more as an 
accommodation, said the defendants, than with a view to profit., 
The Commission said that in only one instance was carload 
freight refused. That was in 1923, shortly after the complaint 
was filed, the defendants admitting, the report said, that the 
refusal was based upon a desire to avoid the appearance of 
being a common carrier. Bills for freight were rendered and 
collected by the Blair Lumber Company. 

The Blair road, the Commission said, was not incorporated, 
had no charter from Pennsylvania to operate as a common Car- 
rier and was without the power of eminent domain, its right of 
way having been acquired by purchase or gift. The men who 
furnished land for rights of way and had sidings put in testified 
that they understood the sidings were for the use of the public 
and that they had been so used. 

The defendants, the Commission said, did not comply with 
any state or federal laws applying to common carriers, except 
that they paid amounts under the workmen’s compensation act 
of the state at the rates provided for employes on railroads. 
They are not taxed as common carriers and the railroad pop- 
erty is considered a part of the lumber mill property for pur- 
poses of taxation. They have no joint rates or participate in 
any of the work done by one railroad for another in the way of 
collecting charges or demurrage or pay per diem. 

In disposing of the*contention that the Blair road was a 
common carrier the Commission applied the test laid down by 
the Supreme Court of the United States in the Tap Line Cases, 
234 U. S. 1. In that case the court said “It is the right of the 
public to use the road’s facilities and to demand service of it 
rather than the extent of its business which is the real criterion 
determinative of its character.” In this case, the Commission 
said that none of the additional conditions mentioned by the 
court as present in the Tap Line Cases was present to indicate 
that the Blair road was a common carrier, hence its finding. 


SLAG ORDER AMENDED 


The Commission, in a report written by Commissioner 
Hall, on further consideration, in No. 14204, John M. Buckland, 
trading as National Slag Company vs. Atlantic City R. R. et al., 
mimeographed, has modified its order in the original report in 
this case, 92 I. C. C., 554, so as to exclude New York as a 
point of destination on all shipments of crushed slag except 
those originating at Lebanon, Pa. In the original report the 
Commission found, among other things, that the rates on 
crushed slag from the complainant’s plant at Lebanon, Bethle- 
hem, Emeus and Hokendauqua, Pa., to destinations on the 
lines of the Pennsylvania and its subsidiaries in New Jersey, 
Maryland, and Delaware, and to New York City and the Dis- 
trict of Columbia, were and for the future would be unreason- 
able to the extent they exceeded the basis of rates therein 
prescribed. 

The defendants, in a petition for reconsideration, pointed 
to specific parts of the complaint, which, in their opinion indi- 
cated that rates to New York were not brought in issue, except 
as to shipments originating at Lebanon. The complainant, ac- 
cording to the Commission, in his answer conceded that the 
position of the defendants, although technical, was of possible 
merit. He agreed to a modification of the order as requested 
by the defendants, provided such agreement would be without 
prejudice to his rights under his companion complaint, No. 
15216, or, in a new and separate complaint if filed. 


CHARGES ON CANNED GOODS 


In a mimeographed report on No. 15652, Oakes & Company 
vs. Oregon Short Line et al., the Commission has found un- 
reasonable charges applicable on a shipment of canned goods 
from Fairport, N. Y., to Boise, Idaho, moving in December, 
1920, and has authorized waiver of collection of undercharges. 
The Commission said the shipment weighed 61,600 pounds and 
consisted of various kinds of canned goods, including 9,880 
pounds of chili sauce; that a rate of $1,835 was applicable on 
ali the commodities included in the shipment, in straight or 
mixed carloads, except the chili sauce; that a less-than-carload 
rate of $4.155 applied on the chili sauce and that defendants 
subsequently demanded payment of additional charges. The 
complainant refused to pay the undercharge and suit was in- 
stituted on December 7, 1923. The report said recovery had 
not as yet been had. Continuing, the Commission said: 


For many years two sets of transcontinental rates, based on 
different minima, have been maintained on canned goods in straight 
or mixed carloads. At time of movement the rates from and to the 
points in question were $2.42, minimum 40,000 pounds, and $1.835, 
minimum 60,000 pounds. Chili sauce was included in the list of 
commodities taking the $2.42 rate, but was not added to the list 
taking the $1.835 rate until June 30, 1921. Among the commodities 
which might be shipped under the $1.835-rate were catsup, kraut, 
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mince meat, clam chowder and condensed milk. It is further shown 
that from Pacific coast points to Boise, Utah, common points and 
eastern destinations, and between the Missouri River and Boise, 
chili sauce takes canned goods rates. 

Defendants deny the allegations of the complaint but have sub- 
mitted no evidence to rebut the showing made by complainant. 

We find that the charges applicable were unreasonable to the 
extent that they exceeded those which would have accrued at a 
rate of $1.835, and defendants are hereby authorized to waive collec- 
tion of charges in excess of that rate. 








COAL OVERCHARGE REPARATION 


The Commission, in a report on No. 15864, Burkhart & 
Company et al vs. Director-General, mimeographed found that 
overcharges were collected on eleven carloads of coal shipped 
from points in West Virginia, Kentucky and Indiana to Tipton 
and Hartford City, Ind., in the federal control period. The 
complainant alleged the overcharges arose from the failure of 
the defendant to comply with tariff provisions governing the 
weighing of coal. The cars were reweighed at destinations by 
the delivering line, the Lake Erie & Western, under a tarifi 
which provided, in substance, that destination weights would 
govern subject to a tolerance of one per cent of the lading 
weight, minimum 500 pounds. 

The Commission found that the applicable charges were 
collected on two shipments that originated on the Hocking 
Valley at Pomeroy and Nelson Yards, O., on the shipment that 
originated on the Norfolk & Western at Chattaroy, W. Va., and 
on three shipments on which charges were assessed on weights 
ascertained on the scales of the delivering line. It further 
found that to the extent the charges collected exceeded charges 
based on weights ascertained on the scales of the delivering 
line, the remaining eleven shipments were overcharged and 
awarded reparation on that basis. 


TANK MATERIAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14619, Parkersburg Rig & Reel Co. vs. 
Chicago, Rock Island & Pacific et al., mimeographed, as to 
rates on seven carloads of fabricated steel tank materia), 
knocked down, shipped between January and August, 1921, 
from Shreveport, La., to ElDorado, Ark. The Commission found 
them unreasonable to the extent the rate on shipments via 
Winnfield, La, exceeded 34.5 cents and to the extent the rates 
on shipments via Alexandria, La., exceeded 41 cents and awarded 
reparation to that basis. 

Commissioners Hall, Esch, Lewis, Cox and McManamy 
dissented. Mr. Hall pointed out that the rates assessed were 
joint-line fifth class rates, the same as those prescribed by the 
Commission in Memphis-Southwestern case, 55 I. C. C. 515; that 
the shipments were occasional ones and hardly of a nature 
to put the defendants on notice of a need for some commodity 
basis. He also made the point that there was no record that 
the complainant had asked for a commodity basis at any time 
in the period covered by the shipments. Messrs. Esch, Lewis 
and Cox joined in that dissent. Mr. McManamy merely noted 
his dissent without saying why he disagreed with his colleagues. 





LUMBER DEMURRAGE LEGAL 


The Commission has dismissed No. 15196, J. J. Laumer 
and J. M. Griffith, doing business as Laumer Lumber Company 
vs. Atlantic Coast Line et al., mimeographed, on a finding that 
the demurrage and penalty charges collected on a car of lumber 
shipped from Elba, Ala., to Cincinnati, held at Latonia, Ky., 
and reconsigned to Detroit, in March, 1920, were not unreason- 
able or illegal. The Commission said, it appeared the charges 
accrued by reason of the failure of the complainant to furnish 
a permit authorizing the car to move to an embargoed point. 


WOODSTOCK MAIL PAY 


In a mimeographed report on No. 9200, the Railway Mail 
Pay case, Commissioner McChord, reporting on the application 
of the Woodstock Railway Company and the White River Rail- 
road Company, said the Commission had found the rates had 
been not fair and reasonable. The findings are as follows: 


We are of opinion and find that the rates of pay received for 
the transportation of mail by the Woodstock Railway Company on 
and after March 27, 1924, and by the White River Railroad Company 
on and after April 2, 1924, were not fair and reasonable and that 
the fair and reasonable rates of pay to have applied for such serv- 
ice from said dates, respectively, were the rates herein established as 
the fair and reasonable rates of pay for the future. Request of the 
applicants for findings as of December 13, 1923, prior to the date their 
applications were filed herein, is denied. 

We are of the opinion and find that the fair and reasonable 
rate of compensation to be received for the transportation of mail 
matter upon the lines of the applicant carriers and the services 
connected therewith will be for the future 7.5 cents for each mile 
of service by a three-foot closed-pouch unit of space. The minimum 
payment on any mail route upon said lines, over any part of which 


mail is transported not less than six days a week, shall be $84 per 
mile per annum. 





RATES ON FUEL OIL 
On a finding that an applicable commodity rate of 47 cents 
charged on three tank-carloads of fuel oil from Kansas City, 
Mo., to Kearney, Neb., in May and June, 1923, was unreason- 
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able to the extent that it exceeded 34.5 cents, the Commission, 
in a mimeographed report on No. 15811, E. D. Tyner Construc- 
tion Company vs. Union Pacific, has awarded reparation in the 
sum of $222.20, with interest. Effective July 1, 1923, the 47- 
cent rate was reduced to 34.5 cents, the Commission said. 


RATES ON WROUGHT-IRON PIPE 


An award of reparation has been made by the Commission 
in a mimeographed report on No. 15954, Tidal Osage Oil Com- 
pany vs. Director-General, as agent, on a finding that charges 
collected on two carloads of wrought-iron pipe shipped Novem- 
per 4 and December 16, 1919, from Chester and Pittsburgh, 
Duquesne Station, Pa., to Tulsa, Okla., diverted to Wynona, 
Okla., were inapplicable. The report embraces a sub-number, 
Same vs. Same. The Commission found that the charges as- 
sessed were inapplicable to the extent they exceeded those 
which would have accrued at a rate of 87 cents and a weight 
of 74,220 pounds, plus $4 for diversion; and that the charges 
assessed on one car shipped in December, 1919, from Pittsburgh 
to Tulsa, diverted to Wynona, Okla., were inapplicable to the 
extent they exceeded those which would have accrued at a 
rate of 74 cents, plus $2 for diversion. 


REPARATION ON COAL 


An award of reparation has been made by the Commission 
in a mimeographed report on No. 15820, Detweiler Coal Com- 
pany et al. vs. Denver & Rio Grande Western et al., on a find- 
ing that shipments of lump coal from Mutual, Utah, to points 
in Idaho, moving in the period between July 2, 1921, and March 
31, 1922, both inclusive, were overcharged. The rates charged 
were those applicable on lump coal. The coal shipped, the re- 
port said, was so-called domestic lump, which was coal as it 
came from the mine after passing over either a one and one- 
fourth inch wire mesh screen or one and five-eighths inch 
round perforated plate, and that, in other words, the coal con- 
sisted of run of mine except that all slack and screenings that 
would pass through either of the screens above described were 
removed. The Commission found that the rates applicable on 
the shipments were the rates on mine run coal. 


REPARATION ON CABBAGE 


An award of reparation has been made by the Commission 
in a mimeographed report on No. 15794, Sugar Brothers Com- 
pany, Ltd., vs. Yazoo & Mississippi Valley et al., on a finding 
that rates charged on four carloads of cabbage, shipped in 
December, 1922, and January, 1923, from St. Francisville, La., 
to Monroe, La., over an interstate route, were unreasonable to 
the extent that they exceedd 50 cents per 100 pounds. Charges 
were collected on three of the shipments at the applicable rate 
of 65 cents, composed of 38.5 cents for the movement from 
St. Francisville to Vicksburg and 26.5 cents beyond. The re- 
maining shipment was undercharged, a rate of 64.5 cents hav- 
ing been assessed. 

Effective February 8, 1924, the report said, a joint rate of 
38.5 cents was established on cabbage over the route of move- 
ment, to which basis complainant sought reparation. The report 
also embraces a sub-complaint, F. Strauss & Son vs. Same. 





NO DAMAGE FROM MISROUTING 


In a mimeographed report on No. 15535, Wegdahl Elevator 
Company vs. C. M. & St. P. et al., the Commission has dis- 
missed the complaint on a finding that misrouting of a carload 
shipment of rye from Wegdahl, Minn., to Duluth, Minn., re- 


consigned to Superior, Wis., did not result in damage to com- 
plainant. 


PREPARED ROOFING RATES 


A readjustment of rates on prepared roofing, asphalt shin- 
gles, building and roofing paper, roofing cement, and related 
articles, from East St. Louis and Kansas City, to Oklahoma, 
Texas and eastern New Mexico has been ordered in No. 14313, 
Certain-teed Products Corporation vs. Arkansas & Louisiana 
Missouri et al., opinion No. 10085, 95 I. C. C. 273-83. In a 
report written by Commissioner Meyer the Commission found 
the existing rates unreasonable and pointed out how they 
should be brought into harmony with the revision with the 
rates put into effect by reason of the Commission’s decision in 
Memphis-Southwestern Investigation, 77 I. C. C. 478. The report 
also covers two sub-numbers, American Asphalt Roofing Cor- 
poration vs. Same, and Speer Hardware Co. vs. Fort Smith & 
Western et al.” 

The complaint alleged the rates from East St. Louis, and 
Kansas City to destinations in southern Missouri, Arkansas, 
Oklahoma, Texas and eastern New Mexico, east of the line 
of the Santa Fe from the Colorado line to El Paso were un- 
reasonable, unjustly discriminatory, unduly prejudicial and, in 
some instances in violation of the long and short haul part of 
the fourth section. By an amended complaint the relation- 
ship between the interstate rates from East St. Louis and the 
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intrastate rates in Louisiana and Texas were brought in issue, 
competing manufacturers being located at New Orleans and 
Port Neches, able to ship on intrastate rates. 


Owing to changes in rates brought about by the observ- 
ance of the order in the Memphis-Southwestern, Commissioner 
Meyer said, the issues might be deemed as restricted to tne 
rates to Oklahoma, Texas and eastern New Mexico. He said 
the rates established were in accordance with a scale published 
as Appendix A to this report. The rates prescribed are to be 
in accordance with that scale, in lieu of the existing ones. The 
scale known as exhibit A in this report heretofore established 
which had the effect of limiting the issues in this case is the 
Memphis'Southwestern scale. The Commission’s concluding 
argument and findings were as follows: 


Since the hearing in these cases, the defendants have established 
rates from Port Neches to points in Louisiana, Arkansas and Mis- 
souri, based upon the scale prescribed in Memphis-Southwestern 
Investigation. They have also established a rate of 50 cents per 
100 pounds from Port Neches to St. Louis. The present rate in 
the reverse direction from St. Louis to Texas Gulf ports is 53.5 
cents, but this rate is exceeded at intermediate Texas common points. 


The. record in this case discloses no difference in transportation 
conditions which would warrant any different level or basis of rates 


for the future than that prescribed in Memphis-Southwestern In- 
vestigation, supra. 


We find that the carload rates on articles listed in Appendix B 
hereto, which is the description now applicable in connection with 
rates made effective under the requirement of the Memphis-South- - 
western Investigation, from East St. Louis and Kansas City to 
points in Oklahoma are, and for the future will be, unreasonable to 
the extent that they exceed or may exceed rates based on the scale 


shown in Appendix A hereto, rates from East St. Louis to be based 
on the distance from St. Louis. 


We further. find that in applying the above scale the distances 
to be used be the distances over the direct routes embracing as a 
maximum the lines or parts of lines of no more than three car- 
riers, not under common ownership and control, via existing connec- 
tions for the interchange of carload traffic. 


We have heretofore found that the average distance from St. 
Louis to Texas common-point territory is between 800 and 825 miles. 
The present basis of rates from Kansas City to Texas common 
points, excluding the Dallas-Fort Worth group, is the same as 
from St. Louis. We further find that the rates on said commodities 
from East St. Louis and Kansas City to points in Texas common- 
point territory, except from Kansas City to points in the Dallas- 
Fort Worth group and Amarillo, Tex.. are and for the future will 
be unreasonable to the extent that they exceed or may exceed 52 
cents; and that the rates from Kansas City to points in the Dallas- 
Fort Worth group and Amarillo, Tex., are and for the future will 


be Unreasonable to the extent that they exceed or may exceed 45 


We further find that the rates from East St. Louis and Kansas 
City to points in Texas other than Texas common points are, and 
for the future will be, unreasonable to the extent that they exceed or 
may exceed rates constructed by adding to the rates prescribed here- 
in to Texas common points amounts equal to the amounts by which 


the class C rates to such points exceed the class C rates to Texas com- 
mon points. 


Under the basis herein prescribed the rate from St. Louis to El 
Paso will be 70 cents, and from Kansas City 60 cents. Many of the 
points in New Mexico to which rates are assailed are intermediate to 
Fl Paso and the present rates do not exceed the present rates to El 
Paso. We further find that the rates assailed to points in New Mexico 
east of the line of the Atchison, Topeka & Santa Fe Railway from 
the Colorado state line to El Paso are and for the future will be un- 
reasonable to the extent that they exceed 70 cents from East St. Louis 
and 60 cents from Kansas City. 

Representatives of the New Orleans Joint Traffic Bureau and of 
producers at or near Cincinnati, Ohio, — that a readjustment of 
rates from St. Louis and Kansas City, without a corresponding read- 
justment from New Orleans and from points in defined territories 
will result in undue prejudice to such points. The record indicates 
that this would probably be true. The issues in these proceedings, 
however, do not enable us to make any order respecting these rates. 
It is expected, however, that the defendants will make such realign- 
ments as will prevent such result. If this is not voluntarily done, 
formal complaint may be filed. 

The carriers generally seek permission to deviate from the long- 
and-short-haul rule of the fourth section in connection with rates 
from East St. Louis and Kansas City to Texas Gulf ports, urging 
that competition by water from the East has forced them to main- 
tain rates that are less than normal to those ports. The rate which 
it appears the carriers have found necessary to meet this competition 
is 53.5 cents, and, as the rate herein found reasonable to Texas ports 
is lower than that, no further consideration need be given to this 
Phase of the case. 

In connection with the application of the rates herein prescribed 
to points in Oklahoma and Texas, fourth-section relief will be granted 
to the same extent that such relief was granted in connection with 
the commodity rate scales prescribed in Memphis-Southwestern In- 
vestigation, supra, and subject to the same conditions. It should 
be understood, however, that this relief is not to be construed as 
applying to unduly circuitous routes where the application of the 
rates in effect over the rate-making routes would not be reasonably 
compensatory or over which the routing of traffic between com- 
petitive points would result in wasteful transportation. 


The Commission said that No. 13535, Oklahoma Corporation 
Commission vs. Aberdeen & Rockfish and No. 14880, Dallas 
Chamber of Commerce vs. Same brought into issue rates in the 
territory covered by the report in this case. It reserved the 
right to modify the rates prescribed in this case, if necessary, 
by reason of conclusions reached in them. 


Reparation was awarded the Speer Hardware Co. in sub- 
number 2 on three shipments from East St. Louis to Fort 
Smith, Ark. The Commission found the rates charged, unreason- 
able to the extent they exceeded 59.5 cents from March 25, 
1921, to July 1, 1922, and 53.5 cents thereafter. 

Relief from the provisions of the fourth section was given 
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in fourth section order No. 9077 to the basis indicated in the 
findings. 


DIVISIONS FOR SOUTHERN CARRIERS 


The Commission, in No. 13972, Alabama & Mississippi et al. 
vs. Santa Fe et al., opinion No. 10093 (95 I. C. C. 385-404), 
written by Commissioner Lewis, hag found unreasonable and 
inequitable divisions accorded to southern carriers out of joint, 
transcontinental class and commodity rates from Pacific coast 
points to southern territory and prescribed higher divisions 
to be paid from April 6 forward. Divisions are now stated in 
percentages of the whole rate. The South is divided into nine 
groups of destination for stating rates and divisions. After 
April 6, the divisions to group No. 1, east of East St. Louis, 
are to be 14.5 per cent of the rate, east of Memphis 17 per 
cent, and east of New Orleans 21 per cent. To group _No. 
9 the new percentages are to be 29 and 27 and 25. These 
percentages are to take the place of those established by the 
Director-General in 1919, when he, against the long continued 
opposition of the southern roads, established joint class and 
commodity rates and divisions thereof in place of combinations 
which divided as made. Locals are to be held as maxima in 
calculating divisions. 


GREEN VEGETABLE RATES 


The Commission, in a mimeographed report on No. 14092, 
South Carolina Produce Association vs. Aberdeen & Rockfish 
et al., and two sub-numbers thereunder, Beaufort Truck Grow- 
ers’ Association vs. Same and South Carolina Asparagus 
Growers’ Association vs. Southern et al., found unreasonable 
the present rates on fresh and green vegetables, in specified 
packages, in carloads and ordered new rates established not 
later than March 21. It also found refrigeration charges un- 
reasonable and prescribed a new basis for them. The destina- 
tions involved are in eastern and central territories, chiefly 


‘the former. The points of origin, of the fresh or green veg- 


etables, are in the general vicinity of Charleston; of asparagus 
Ridge Spring, Trenton and Williston. The complainants, the 
Commission said, sought material reductions in rates on all 
fresh and green vegetables, except potatoes, a change in the 
method of stating rates, from a per package to a 100 pound 
basis, a reduction in refrigeration charges and reparation. 


According to the report, the Commission thought there were 
conditions not necessary to detail, but which in its judgment, 
rendered it desirable and appropriate to defer, temporarily, 
consideration of a number of important issues presented. There 
were certain features, however, which might and should be 
disposed of without further delay in order that the complain- 


ants might have the benefit of its findings in the coming ship- 
ping season. 


Among other relief sought was the making of rates on the 
1 and 1% bushel packages on the basis of one-third and one- 
half the present rates on the 3 bushel package, with a carload 
minimum of 600 bushels. On that basis the Commission said 
the revenue per car would be the same on a minimum carload, 
regardless of the size of the package used, or $184 per car. 
The carriers insisted, the Commission said, that such a conclu- 
sion would produce an unwarranted reduction in their revenues 
on such traffic as moved in the smaller packages and that the 
relatively higher rates on such shipments were justified by the 
service required in handling the greater number of smaller 
packages necessary for a given quantity of vegetables. 


The Commission said the refrigeration charges assailed 
were the same as, or somewhat greater than, from Florida. It 
said the complainants contended that, in view of their shorter 
distance to the northern markets the amount of refrigeration 
service received was, in all its elements, materially less than 
that from Florida, and that therefore their charges should be 
less. The Commission said that the soundness of that contention 
seemed so obvious as not to require discussion. It said the 
carriers undertook to defend the refrigeration charges from 
South Carolina as not unreasonable by resort to substantially 
the same methods and processes and, indeed, many of the same 
figures, as were used by them in Railroad Commissioners of 
Florida vs. Director-General, 61 I. C. C. 438, and 74 I. C. C. 157, 
and Refrigeration Charges from Florida, 85 I. C. C. 247, not- 
withstanding the findings in the second report in the first men- 
tioned case. In disposing of the refrigeration phase of the 
case the Commission said: 


Under these circumstances the conclusion is unescapable that the 
South Carolina charges are too high. In the absence of evidence of 
record which would enable us properly to determine what would be 
reasonable refrigeration charges from South Carolina by considering 
all the various elements which go to make up those charges, and 
faced with a situation which obviously is in need of correction, the 
only solution seems to be to prescribe charges from South Carolina 
with relation to the rates from Florida, which will in our best judg- 


ment properly refiect the difference in the service from the two 
sections. 


We accordingly find that the refrigeration charges assailed are 
and for the future will be unreasonable to the extent they exceed 85 
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per cent of the present refrigeration charges on the same character of 
traffic from Florida producing points to the same destinations. 
The above findings are without prejudice to conclusions which 


may be reached when this case is taken up for final and complete 
disposition. 


On the rates part of the case the Commission made the 
following findings: 


We are of opinion and find that the rates assailed on vegetables 
not otherwise specified in 1 and 1%-bushel packages are and for the 
future will be unreasonable to the extent that they exceed 1/3 and %, 
respectively, of the present rates on similar traffic in 3-bushel pack- 


ages, in connection with a carload minimum of 600 bushels in each 
case. 


The rates on cabbage in 1% and 3-bushel packages are stated 
in amounts per 100 pounds but this basis of rates has not been ex- 
tended to cabbage in 1-bushel packages, which must pay the rates 
on vegetables not otherwise specified. Complainants seek the appli- 
cation of the present per 100 pounds rate on cabbage in 1-bushel 
packages and the record contains no substantial justification for the 


present differentiation in rates depending upon the size of the pack- 
age used. 


We accordingly find that the rates assailed on cabbage in 1-bushel 
packages are and for the future will be unreasonable to the extent 
they exceed the present rates per 100 pounds on cabbage in 1% and 
3-bushel packages from and to the same points. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 15594, Hutchinson Paper Company 
vs. T. & N. O. R. R. et al., has asked the Commission to grant 
reargument. 

The Chicago, Milwaukee & St. Paul Railway has petitioned 
the Commission for an extension of time within which to com- 
ply with the requirements of the reports and orders in No. 13413, 
in the matter of automatic train-control devices. 

The complainant in No. 14684, Louisville Cooperage Company 
vs. L. & N. R. R. et al., has asked the Commission to grant 
a rehearing and reconsideration of its case. 

The Director-General of Railroads has asked the Commis- 
sion to grant a further hearing in No. 13721, International 
Harvester Company vs. Director-General et al. 

The complainant in No. 15726, American Licorice Company 
vs. C. M. & St. P. Ry. et al., has petitioned the Commission 
for reopening, for leace to amend its complaint, and for re- 
hearing. 

The Shreveport Chamber of Commerce has asked the Com- 
mission to grant further hearing in Finance No. 3229, in re 


acquisition of line by Bonhomie & Hattiesburg Southern R. R. 
Company. 


CHANGES IN DOCKET 


Hearing in No. 15635, the Wichita Chamber of Commerce 
et al. vs. the A. & V. Ry. et al., assigned for February 13, at 
Washington, D. C., was canceled. 

Hearing in I. and S. No. 2330, lumber from Mississippi 
Valley to Virginia and West Virginia, assigned for February 
14, at New Orleans, La., before Examiner Smith, was canceled. 

Hearing in No. 16220, the Was-Cott Corporation vs. K. G. 
J. & E. R. R. et al., and in fourth section application No. 928, 
filed by Virginian Railway, assigned for February 10, at Ro- 
anoke, Va., before Examiner Carter, was postponed to a date 
to be hereafter fixed. 

Hearing in No. 16372, Consolidated Products Company et al. 
vs. A. C. & Y. Ry. et al., assigned for February 12, at Phila- 
delphia, Pa., before Examiner Fuller, was postponed to a date 
to be hereafter fixed. 

Hearing in No. 16042, Sylva Tanning Company vs. Southern 
Ry., assigned for February 12, at Washington, D. C., before 


Examiner Wagner, was postponed to a date to be hereafter 
fixed. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that No. 16570, Joint Council of 
the International Apple Shippers’ Association et al. vs. New 
York, New Haven & Hartford et al., be placed on the modified 
procedure docket. 

It has been decided to withdraw No. 16280, Alabama Feed 
& Grocery Company et al. vs. Alabama Great Southern et al. 
from the modified procedure docket. 


FRISCO PROTESTS VALUATION 

The St. Louis-San Francisco and affiliated lines have filed a 
formal protest with the Commission against the tentative valu- 
ation of those properties as of June 30, 1918. The Frisco claims 
a final value of $589,438,422, on the basis of unit prices as of 
June 30, 1918, for the total used property, as against the Com- 
mission’s tentative final value of $186,337,063. On the basis 
of price as of 1910-1914, the carrier claims a final value of 
$338,074,860 for total used property. 


AUTOMATIC TRAIN CONTROL 


The Commission has extended the time for compliance with 
its order of June 13, 1922, respecting the installation of auto- 
matic train control devices from January 1 to July 1, in the 
cases of the Pittsburgh, Cincinnati, Chicago & St. Louis, the 


Richmond, Fredericksburg & Potomac, and the Atlantic 
Coast Line. 
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INDIANA STATE RATES 


Attorney-Examiner Arthur R. Mackley, in a proposed report 
on further hearing in No. 11894, in the matter of rates, fares 
and charges applicable between points in the state of Indiana, 
has recommended modification of the Commission’s findings in 
the original report, 60 I. C. C. 337, so as to except from its 
provisions certain intrastate rates in Indiana. 

Mr. Mackley said the Commission should find that the rates 
on coal from Booneville, Chandler, Francisco, Oakland City and 
Winslow, Ind., to Tell City and Cannelton, Ind., in effect Janu- 
ary 28, 1921, did not cause any undue or unreasonable advan- 
tage, preference, or prejudice as between persons or localities 
in intrastate commerce, on the one hand, and interstate or 
foreign commerce, on the other hand, or any undue, unreason- 
able or unjust discrimination against interstate or foreign com- 
merce. 

Various petitioners asked the Commission to except from 
its order of January 28, 1921 (60 I. C. C. 337), the rates on coal 
from and to the points named above in order that the Public 
Service Commission of Indiana might be permitted to pass on 
the reasonableness of those rates, in their application to ship- 
ments moving betwen March 15, 1921, and April 7, 1922, in- 
clusive. The examiner said they asked the Commission to find, 
in other words, that the rates between the points in question, 
on January 28, 1921, immediately prior to the effective date 
of the Commission’s order requiring their increase to the inter- 
state basis, were not such as to unduly prejudice interstate 
commerce or unduly prefer intrastate commerce. 

The rates in issue were brought before the Commission 
because, as the result of the litigation following Ex Parte 74 
and the raising of Indiana intrastate rates by the Commission, 
the Indiana commission could not pass upon the reasonableness 
of any intrastate rate or charge in Indiana during the period 
the Commission’s order was in effect, January 28, 1921, to April 
7, 1922, the state commission having vacated its order affecting 
intrastate rates on the latter date, only in the event that the 


Commission made a finding such as that recommended by Mr. 
Mackley. 


FAILURE TO STOP CARS CASE 


Examiner F. W. McM. Woodrow, in a report on No. 16086, 
Eagle-Ottawa Leather Company vs. Baltimore & Ohio, et al., 
said the Commission should find the failure to intercept, at 
Norfolk, two carloads of leather shipped from White Hall, Mich., 
to Haverhill, Mass., and to have them returned to White Hall, 
was due to the Chesapeake & Ohio Railroad’s negligence and 


resulted in damage to the complainant for which reparation 
should be made. 


The complaint alleged the failure of the defendants to inter- 
cept the two cars in question, shipped in February, 1923, re- 
sulted in the assessment of unreasonable charges and its dam- 
age in amount of $252.56. The shipments were made February 
12 and 21, 1923. On April 10, the report of the examiner said, 
the complainant instructed the Pere Marquette agent at White- 
Hall, by telephone, confirmed by a letter which reached the 
agent the next day, to have both cars returned to White Hall. 


The cars were not intercepted but were shipped to Boston 
and stored and later re-shipped to White Hall. Of the amounts 
of $902 collected on one car and $660.24 on the other, $103.35 
and $85.83 respectively, were assessed for storage. Woodrow 
said the rates assessed for the number of days shipments were 
stored were not shown. Complainant contended, he said, that 
both cars should have been returned from Norfolk, and that it 
should be charged freight only from White Hall to Norfolk, and 
return. He said the cars reached Norfolk, April 2; that they 
were delivered by the Norfolk & Western to the steamship com- 
pany on April 16 and that their contents were transferred by 
that company to its boat on April 17. Woodrow said that the 
Pere Marquette agent wired, on April 10, although not legally 
required to do so until the next day, to have the shipments re- 
turned to White Hall, sending his wire to the Pere Marquette 
Office in Chicago. April 12 the Pere Marquette wired White Hall 
for additional information concerning the shipments and received 
immediate reply. The Chicago office then wired the various 
junction points of the Pere Marquette. and was informed by its 
agent at La Crosse, April 13, that the cars had been delivered 
to the Chesapeake & Ohio at La Crosse on February 1 and 24. 
April 14, the Chicago office wired an assistant general freight 
agent of the Chesapeake & Ohio requesting him to intercept the 
cars and have them returned. The Chesapeake & Ohio Chicago 
office wired its office in Richmond, April 14, and received a reply 
thereto, April 16, to the effect that the cars were delivered to 


THE TRAFFIC WORLD 


Tentative Reports of the Commission 


417 


the Baltimore & Ohio at Cincinnati on February 21 and March 
1 for interchange to the Norfolk & Western. 

Woodrow continued his recital of the wiring back and forth 
between the various offices, until April 18, when the Pere Mar- 
quette was advised that the cars were at Norfolk. By that time,, 
he said, it was too late to intercept them at that point. 

The examiner said that the Chesapeake & Ohio did not com- 
ply with its tariff provisions, that when diversion or reconsign- 
ment was requested after shipment had passed out of possession 
of that company, the request would be transmitted to the direct 
connecting carrier to which the shipment was delivered when 
the responsibility of the Chesapeake & Ohio would end and the 
shipments would be subject to the rules of the carrier on whose 
rails the diversion or reconsignment was to be accomplished. 
Woodrow said the failure of the Chesapeake & Ohio to request 
the Norfolk & Western to intercept the shipments was neg- 
ligence and in non-compliance with its duty under the tariffs. 

Woodrow said that the Commission should find the Chesa- 
peake & Ohio’s failure to use due diligence in the premises 
resulted in complainant’s damage to the extent that the freight 
and storage charges collected exceeded those that would have 
accrued under rates from White Hall to Norfolk and return. He 
said the Commission should award reparation amounting to 
$252.56 with interest. 


EXPRESS MONEY RATES 


Dismissal of No. 15449, Federal Reserve Bank of New York 
vs. American Railway Express Company et al., has been rec- 
ommended by Examiner D. T. Copenhafer on a finding that 
express rates on gold coin, silver coin, and paper currency of 
the United States, gold bullion, silver bullion, and securities 
from, to, and between interstate points are not unreasonable, 
unjustly discriminatory, unduly prejudicial or in violation of 
section 20 (11) of the interstate commerce act. 


Copenhafer said the Commission should find it would not 
be just and reasonable to require the establishment and main- 
tenance of rates thereon dependent upon, and varying with, 
declared or agreed values. He said it should also find that 
the publication of rates on the articles mentioned, in one sum, 
which included the charges for both transportation and insur- 
ance, was not unreasonable. 


The complaint alleged the rates, rules, regulations and 
practices in respect of the transportation of money, coin, bullion, 
currency, banknotes, bills of exchange and securities, from, to 
and between interstate points were unreasonable, unjustly dis- 
criminatory, unduly prejudicial and in violation of paragraph 
11 of section 20, the Cummins amendment. It asked the Com- 
mission to prescribe rules, regulation, rates and practices that 
would be reasonable, non-discriminatory and non-prejudicial; 
to require that rates based upon the value declared or agreed 
upon by the shipper be published in accordance with para- 
graph 11 of section 20 and that rates in terms of transportation 
and insurance be stated separately; and that reparation be 
awarded on shipments within the statutory period. 


Federal reserve banks in other parts of the country inter- 
vened in support of the complaint and asked for similar relief. 
Broadly speaking, the complaint was regarded as an effort on 
the part of the banks to bring about the publication of rates 
that would enable them to pay the express company for trans- 
portation and to obtain insurance either from the express com- 
pany, or any other source, as they desired. They alleged that 
the rules requiring the shipper to declare the value of the ship- 
ments were in violation of .the Cummins amendment. That 
contention on the part of the banks caused Copenhafer to dis- 
cuss the Cummings amendment at considerable length to bear 
up his conclusion that the rates did not constitute a limitation 
upon the liability of the express company. He told how the 
rates were stated and then said: 


Charges are provided for the transportation of paper cur- 
rency, and gold and silver coin according to the sum contained 
in a package tendered for shipment. To require that the ship- 
per state the value of shipments of gold and silver coin is tanta- 
— 4 requiring that he state the amount or quantity of the 
shipment. 

The value is definite and fixed and can be ascertained by 
count. It does not fluctuate. The shipper must state the actual 
amount. The statement of any lesser amount would be a mis- 
description of the shipment under section 10 of the act. The 
same is true of paper currency. Charges on gold bullion are 
predicated on actual value. Gold bullion perfectly refined is 
worth an equivalent weight of gold in a gold coin. The actual 
value of a shipment of this commodity therefore is determined 
by its weight. The value of any given weight of gold bullion 
will always be the same. Therefore, the statement of the value 
of a shipment of gold bullion is the equivalent of stating the 
weight, amount or quantity. In no instance do defendants un- 
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Sestake to limit their liability to any amount less than the full 
value. 

Defendants contend that the statement of rates on silver 
bullion in terms of value is also merely the equivalent of stating 
the amount or quantity. Silver, not being freely coined, fluctu- 
ates in value the same as any other commodity. The amount of 
silver bullion that can be purchased by a given amount of money 
varies from time to time. <A declaration of the value of a ship- 
ment of silver bullion in terms of money is not, therefore, the 
statement of any definite amount or quantity. Rates on secur- 
ities are based gn market value. The market value of a ship- 
ment of securities of course does not represent any definite 
amount or quantity, nor does it have any relation thereto. 

The question therefore is whether the rates on silver bul- 
lion and securities, which are based on actual or market value, 
are published in violation of section 20(11). Defendants take the 
position that no authorization of the Commission is necessary 
for publishing rates in this manner. Section 20(11) first makes 
the carrier liable for the full actual loss, damage or injury 
caused by it to property received for transportation. It further 
provides that where the carrier is authorized or required by or- 
der of the Commission to maintain rates dependent upon the de- 
clared or agreed value of property, the liability of the carrier is 
restricted to an amount not exceeding such declared or agreed 
value. The second proviso of section 20(11) contemplates the 
establishment of rates under authority or requirement of the 
Commission predicated upon a declared value which is less than 
the full or actual value. It permits the shipper, without violat- 
ing section 10, to fix a value lower than the actual value in 
order that he may secure a rate that is lower than the rate pre- 
dicated upon the full value. Section 20 says nothing about actual 
value, or rates graded to accord therewith. Gold Hunter Mining 
Company vs. Director-General, 63 I. C. C., 234, Arlington Silver 
Mining Company vs. G. N. Ry. Company, 83 I. C. C., 255. 

The rules of the express classification here considered re- 
quire that the shipper indicate the actual or market value. They 
do not provide for a declaration or agreement of value limiting 
liability. The shipper does not have the privilege of declaring a 
lesser value in consideration of a lower rate. Under these cir- 
cumstances there is no limitation of liability on the part of the 
carrier. It is urged that where, as here, rates are based on 
actual value stated by the shipper, there is the possibility that 
he may state a lesser value for the purpose of securing a lower 
rate thereby subjecting himself to prosecution for misbilling; 
that the shipper, because of that fact, would not be inclined, in 
the event of loss, to claim more than the value stated at the 
time the shipment was made, thus indirectly relieving the car- 
rier of its obligation under the law for full liability for loss or 
damage caused by it. While the shipper through fear of prose- 
cution might permit the carrier to escape the obligation imposed 
by law, it does not alter the fact that the shipper could hold the 
carrier liable for the full actual loss caused by it. The carrier 
is not relieved from this obligation imposed by the law 
any more than it is_ relieved of the obligation of col- 
lecting its lawfully published rates, although a shipper may, as 
concerns the same shipment lay himself open to prosecution for 
violation of another provision of the law. The Commission has 
in various cases stated that it was the plain and unmistakable 
purpose of the Cummins amendment (section 20), except under 
the conditions mentioned therein, to make unlawful and void all 
attempted limitations of liability for loss, damage, or injury to 
property transported. In the instant proceeding there is no at- 
tempt to limit liability. 


Copenhafer said that in 1923, fully six billion dollars were 
sent by registered mail. The bankers compared mail and ex- 
press rates. The express company said they were not com- 
parable because the Post Office Department was not compelled 
to make a return on the capital investment and that besides 
the Post Office Department was operating at a deficit. On the 
point of the desirability of the traffic, the examiner said: 


The express companies do not regard money, bullion and 
securities as desirable traffic and they prefer that these articles 
be handled by other agencies. In November, 1921, positive in- 
structions were issued by the president of the American Railway 
Express Company against soliciting traffic of this character. 
However, such traffic as is offered defendants wish to handle 
according to the present methods. They are strongly opposed to 
the establishment of released rates on these articles. They urge 
that if such rates were established it would still be necessary 
to render the same service for the protection of this traffic that 
is now provided because some shipments would be made on the 
basis of full valuation; that taking into account the shipments 
that would be made at released rates the revenue would be far 
less than the cost of maintaining the service, and that the han- 
dling of money in this manner would tend to lessen the care 


now given by employes to prevent loss of the packages through 
negligence or robbery. 


CHARGES ON LUMBER 


Attorney-Examiner William B. Hunter has recommended 
dismissal of the complaint in No. 15770, Federal Match Cor- 
poration vs. Great Northeren et al., on a proposed finding that 
assessment of certain switching charges in addition to the 
road-haul rate on lumber originating at local points and milled 
in transit at Spokane, Wash., were not unreasonable, unjustly 
discriminatory or unduly prejudicial. The complainant alleged 
that it owned and operated a plant for milling lumber into 
match blocks at Spokane, on the joint tracks of the Oregon- 
Washington and C. M. & St. P.; that on lumber originating on 
those roads and shipped to said plant milled in transit, and 
shipped to complainant’s match factories in the east, no switch 
ing charge to or from said plant was applicable; that on lumber 
originating at competitive points on the N. P., G. N. and 
Spokane International, milled in transit at said plant, and 
shipped east over the originating carrier, said carrier absorbed 
the applicable switching charges of $3.60 a car inbound and 
$3.60 outbound; but that on like shipments originating at local 
points on those three carriers said switching charges were 
not absorbed, and that such failure to absorb was in violation 
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of sections 2 and 3 and that the charges were in violation of 
section 1. In disposing of the case, Mr. Hunter said: 


There is no evidence that $3.60 is an unreasonable charge for the 
switch movement, nor that the amount of the through charges is 
unreasonable. The case is based on the view that under the circum- 
— _— refusal to absorb the switching charges is a violation 
of the act. 

Complainant contends that the refusal to absorb the switching 
charges establishes a penalty against a movement outbound from 
the transit point over a carrier other than the originating carrier, 
and that this is unreasonable, citing Hossafous v. P. C. C. & St. L. 
Ry. Co., 37 I. C. C. 575. The switching charge has no such effect. 
The inbound switching charge is the same no matter how the 
traffic moves outbound, and an outbound switching charge can 
be avoided only by an independent shipment over the O.-W. R. & 
N. or the C. M. & St. P. The outbound movement is secured to 
the inbound carrier by the tariffs, establishing the through rates 
and transit rights. The rates do not apply over the N. P., G. N. 
or §. I. inbound to Spokane and outbound over the C. M, & St. P. 
or 0.-W. R. & N. 

Complainant contends that the absorption of the switching charges 
on traffic originating at competitive points and the refusal to absorb 
on traffic originating at local points is in violation of section 2, citing 
Seaboard Air Line Ry. Co. vs. United States, 254 U. S. 57. But the 
situation in that case with respect to section 2, has been carefully 
distinguished from the present one in Richmond Chamber of Com- 
merce v. S. A. L. Ry., 44 I. C. C. 455, 464; and Detroit Board of Trade 
v. W. Ry. Co., 88 I. C. C. 413, 415. The facts stated do not constitute 
a violation of section 3. Richmond Chamber of Commerce v. S. A. 
L. Ry., supra, page 463; Barber Asphalt Co. v. L. & N. R. R. Co., 88 
I, C. C. 307, 309; Conf. Ruling 304, paragraph (d). 

It may be that these switching charges are absorbed on lumber 
from some local points not subject to cross-country competition. The 
record is not clear on this point. But even so, a violation of section 
3 does not follow because there is no showing of competition between 
said traffic and that of complainant or intervener. 

The Commission should find that the rates and switching charges 
assailed are not unreasonable, unjustly discriminatory, nor unduly 
prejudicial. The complaint should be dismissed. 





POTATO RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner David T. Copenhafer in 
No. 16037, Chamberlin & Barclay vs. Clyde Steamship Company 
et al., as to rates upon potatoes, in carloads, from Hightstown, 
Cranbury, Jamesburg, Plainsboro, Prospect Plains and Windsor, 
N. J., to Jacksonville, Fla. The shipments in question moved 
between September 9 and December 2, 1920. Complaint was 
that they were unreasonable and in violation of the aggregate 
of the intermediates part of the fourth section. The Commis- 
sion should find, the examiner said, the rates were unreasonable 
to the extent they exceeded 46.5 cents, from Jamesburg, 47.5 
cents from Hightstown, Cranbury, Plainsboro and Prospect 


Plains, and 50 cents from Windsor. He recommended repara- 
tion amounting to $725.64. 


RATES ON LIQUID ASPHALT 


Examiner P. F. Gault, in a proposed report on No. 16054, 
Texas Company vs. Kansas City Southern et al., has recom- 
mended an award of reparation based on a finding that rates 
charged on carload shipments of liquid asphalt, in tank-carloads, 
from Port Neches, Tex., to Morrillton, Conway and Galla, 
Ark., moving betwen September 1 and December 1, 1921, were 
unreasonable to the extent that they exceeded 38 cents per 
100 pounds. Charges were assessed at the joint commodity 
rate of 44 cents. The examiner said the present joint rate was 
25.5 cents, established February 15, 1923. 





LUMBER RATES PREJUDICIAL 

Attorney Examiner William B. Hunter, in No. 15842, South 
River Lumber Company vs. Norfolk & Western et al., said the 
Commission should find rates on lumber shipped from Cornwall, 
Va., to Boston, Mass., and Glenrock, Pa., between various dates, 
were unduly prejudicial to the extent they exceeded rates from 
Hotchkiss, Va. He said the Commission should find that rates 
from other points were not unreasonable or otherwise unlawful. 





SCRAP IRON RATES 


Examiner P. F. Gault has recommended the dismissal of 
No. 15671, E. Kaner, doing business as the Wisconsin Iron & 
Metal Company vs. Chicago, St. Paul, Minneapolis & Omaha 
et al., on 2 finding that shipments of scrap iron from Superior, 
Wis., to Steelton, Minn., between July 1, 1922, and January 1, 
1923, were not misrouted. He said the Commission should find 
the charges collected on 19 carloads applicable and not un- 
reasonable or otherwise unlawful. 


RATE ON BALSAM WOOL 


An award of reparation has been recommended by Ex- 
aminer Warren H. Wagner in a proposed report on No. 16083, 
John Dower Lumber Company vs. Northern Pacific, on a finding 
that the rate charged on balsam wool, in carloads, shipped 
from Minnesota Transfer, Minn., to Tacoma, Wash., in October, 
1922, was unreasonable to the extent that it exceeded $1.39, 
minimum 24,000 pounds. A third-class rate of $3.30 was-charged. 
The examiner said the complainant showed that, at the time of 
movement, the value of balsam wool was $33 per thousand 
square feet as compared with values ranging from $37.50 to $45 
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on builders’ insulating materials, such as flaxlinum, fibrofelt, 
linofelt and hair felt. He said those four articles enjoyed a 
carload commodity rate of $1.39, minimum 24,000 pounds. Com- 
plainant alleged the rate charged was unreasonable to the 
extent that it exceeded a subsequently established commodity 
rate of $1.22, minimum 24,000 pounds. 


RATE ON RAPE SEED 


Dismissal of the complaint in No. 15460, Sioux City Seed 
Company vs. Chicago & North Western et al., has been recom- 
mended by Examiner Paul O. Carter on a proposed finding 
that the applicable import rate of $1.50, minimum 30,000 pounds, 
charged on one car of rape seed shipped December 5, 1922, 
from San Francisco, Calif., to Sioux City, Ia., was not unreason- 
able. Reparation was sought to the basis of a rate of $1, mini- 
mum 60,000 pounds, which was voluntarily established by the 
defendants, effective December 19, 1922, the examiner said. 


COMMISSION ORDERS 


The Railroad Commissioners of Florida have been permitted 
to intervene in No. 15614, Alberta Crate Company vs. A. C. L. 
R. R. et al., and Sub. No. 7, Georgia Veneer & Package Com- 
pany vs. A. B. & A. Ry. Company et al. 

The Montana Coal & Iron Company has been permitted to 
intervene in No. 16458, Sheridan-Wyoming Coal Company vs. 
Cc. M. & St. P. Ry. Company et al. 

The Atlantic Cotton Association has been permitted to in- 
tervene in No. 16527, Augusta Cotton Exchange et al. vs. Ga. & 
Fla. Ry. et al. 

The Chicago Live Stock Exchange and Traders’ Live Stock 
Exchange have been permitted to intervene in No. 16285, White 
Provision Company vs. A. B. & A. Ry. et al. 

The Iola Cement Mills Traffic Association, The Great West- 
ern Portland Cement Company, The Monarch Cement Company, 
Ash Grove Lime & Portland Cement Company, Dewey Portland 
Cement Company, and the Fredonia Portland Cement Company 
have been permitted to intervene in No. 16536, Lehigh Portland 


Cement Company et al. vs. Big Fork & International Falls Ry. 
Company et al. 


The Central States Millers’ Association has been permitted 


to intervene in No. 16393, Birkett Mills et al. vs. D. L. & W. 
R. R. et al. 


The Scrap Steel Consumers’ & Shippers’ Conference has 
been permitted to intervene in No. 13535, Corporation Commis- 
sion of Oklahoma vs. A. & R. R. R., et al.; No. 14880, Dallas 
Chamber of Commerce et al. vs. A. & R. R. R. et al.; No. 15217, 
West Texas Chamber of Commerce vs. A. T. & S. F. Ry. Com- 
pany et al. and No. 15463, St. Louis Chamber of Commerce et 
al. vs. A. @& HB. RK. KR. ot al. 


The complaint in No. 16665, The Southwestern Lumbermen’s 
Association et al. vs. The Arkansas Valley Interurban Ry. Com- 
pany et al. has been amended, by making the Freeport Lumber 
Company, Jewell Lumber Company, The McdAllister-Fitzgerald 
Lumber Company, The A. L. Scott Lumber Company, Ward- 
Jones Lumber Company, Willis-Lucas Lumber Company and 
Wright Co-operative Exchange, additional parties complainant. 

The Commission has denied petitions for re-hearing filed 
by the Jefferson Island Salt Mining Company et al., and by the 
Illinois Central R. R. Company et al; petition for reargument 
filed by Ruggles & Rademaker; and petition for reargument or 
rehearing filed by the Morton Salt Company in No. 14106, Ster- 
ling Salt Company vs. A. A. R. R. et al.; No. 14025. Crystal 
Salt Company vs. D. L. & W. R. R. et al.; No. 14157, The Colo- 
nial Salt Company et al. vs. C. & E. R. R. et al.; No. 14250, 
Diamond Crystal Salt Company et al. vs. A. & R. R. R. et al.; 


and No. 13181, Burlington Shippers’ Association et al. vs. A. C. 
& Y.-Ry. et al. 


The Commission has denied petition of the Central Freight 
Association Lines and Eastern Trunk Lines for reargument and 
reconsideration; petition of New England Freight Association 
Lines for reargument and reconsideration; petition on behalf 
of the Wabash Ry. Company et al. for reargument; and petition 
of New York Evaporated Salt Producers for postponement of 
effective date of order requiring publication of base rate of 33.5 
cents from Chicago to New York, in No. 14106, Sterling Salt 
Company vs. A. A. R. R. et al.; No. 14025, Crystal Salt Com- 
pany vs. D. L. & W. R. R. et al.; No. 14157, The Colonial Salt 
Company et al. vs. C. & E. R. R. et al.; No. 14250, Diamond 
Crystal Salt Company et al. vs. A. & R. R. R. et al.; and No. 
ae Burlington Shippers’ Association et al. vs. A. C. & Y. Ry. 
et al. 

The Felt & Tarrant Manufacturing Company has been per- 
mitted to intervene in No. 13583, Burroughs Adding Machine 
Company et al. vs. Michigan Central R. R. et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 16257, Dixie Peanut Mills et al. vs. A. G. S. 
R. R. et al. 

The East St. Louis Cotton Oil Company has been author- 


ized to intervene in No. 16415, Cairo Cotton Oil Mill, Inc., vs. 
Mobile & Ohio R. R. et al. 
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The Fifth and Ninth Districts Coal Traffic Bureau has been 
permitted to intervene in No. 16505, Alabama Mining Institute 
vs. Illinois Central R. R. et al. 

The Commission has permitted the Troy Motor Sales Com- 
pany to withdraw as a party complainant in No. 16154, C. S. 
Howard et al. vs. Santa Fe et al. 

The Pittsburgh & Ashland Coal & Dock Company has been 
dismissed as a party complainant in No. 16580, Carnegie Dock 
& Fuel Company et al. vs. M. St. P. & S. S. M. Ry. 

The Commission has denied the petition of the Morgan- 
town & Wheeling Railroad for an extension of the effective 
date of the order entered in Finance No. 3332, In re control of 
Scotts Run Ry. and Monongahela & Ohio R. R. 

The proceeding in I. and S. No. 2219, iron and steel between 
New Jersey and New England points, hag been reopened for 
the purpose of filing briefs, and for further consideration. 

The Commission has modified its order in No. 14159, Helena 
Traffic Bureau et al. vs. Missouri Pacific R. R. et al., so as to 
permit defendants to establish the rates prescribed upon one 
day’s filing and posting. 

The Commission has reopened No. 14960, Freehold Lumber 
Company vs. C. & O. Ry. et al., for further hearing. 

The proceeding in No. 15610, Farrel Foundry & Machine 
Company vs. A. B. & A. Ry. et al., has been reopened for fur- 
ther hearing. 

The Commission has reopened No. 12400 (Sub-No. 1), J. 
Hungerford Smith Grape Juice Company vs. Director-General 
et al., for further hearing, for the sole purpose of affording the 
complainant therein the opportunity to establish its right to 
reparation on the shipments covered by its complaint; how- 
ever, the complainant’s petition for rehearing in No. 12400 (and 
consolidated cases, viz., Nos. 12483 and 12600), Armour and 
Company vs. Director-General, A. G. S. R. R. et al., has been 
denied by the Commission. 

The complainant’s request for rehearing in No. 15203, 
Fletcher-Wilson Coffee Company vs. L. & N. R. R., hag been 
denied by the Commission. 

The Texas Cotton Seed Crushers’ Association has been per- 
mitted to intervene in No. 16510, American Feed Manufacturers’ 
Association et al. vs. Abilene & Southern Ry. et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 400, St. Louis-San Francisco Ry. 
Co. et al. 

The Commission has reopened its proceeding in No. 11703, 
in the matter of intrastate rates within the state of Illinois, 
for further hearing upon the sole question, whether the intra- 
state rates on bituminous coal, C. L., from Farmington, Norris, 
Brereton, Simmons Mine, St. Davis, Dunfermline and Brant, to 
Canton, Ill., in effect on January 11, 1921, weer so related to 
contemporaneous interstate rates on the same commodity from, 
into or through the state of Illinois as to have been unduly 
preferential or prejudicial or to have resulted in unjust dis- 
crimination against interstate commerce. 

The Board of Trade of the City of Chicago, the Chamber 
of Commerce of the City of Milwaukee, and the Minneapolis 
Traffic Association have each been permitted to intervene in 
No. 16501, Sioux City Grain Exchange vs. A. & W. Ry. et al. 

The Commission has denied the complainant’s petition for 
modification of the report in No. 15754, Jos. Gentile Company 
vs. Amer. Ry. Express Co. 

The Chamber of Commerce, Hastings, Neb., has been per- 
mitted to intervene in No. 16341, Nebraska State Railway Com- 
mission vs. A. & W. Ry. et al., and in Sub-No. 1 thereto, Superior 
Traffic Association et al. vs. A. G. S. R. R. et al. 

The United States Gypsum Company has been permitted to 
intervene in No. 16491, Pacific Tank & Pipe Company et al. vs. 
Southern Pacific et al. 

The Manufactures’ Association of Chicago Heights, Ill., has 
been authorized to intervene in No. 16563, National Fire Proof- 
ing Company vs. P. R. R. et al. 

The St. John’s Normal College, Danvers, Mass., has been 
permitted to intervene in the proceeding in Finance No. 4591, 
in the matter of application of Boston & Maine Railroad for 
certificate permitting the abandonment of a portion of its so- 
called Lawrence branch. 


SUSPENDED TARIFFS 


In I. and S. No. 2335, the Commission has suspended from 
February 10 until June 10 schedules ag published in supple- 
ments Nos. 15 and 16 to Fonda’s I. C. C. No. 158. The sus- 
pended schedules propose to reduce the rates on crude petro- 
leum from San Angelo, Santa Anna, Bangs, Crusher and Brown- 
wood, Tex., to Texas City, Tex., via the Gulf, Colorado & Santa 
Fe for export or coastwise movement. The following is illus- 
trative of the change proposed: 


From San Angelo, Tex., 


to Texas City, 
2414; proposed export, 12. 


Tex., present export, 


In I. and S. No. 2336, the Commission has suspended from 
February 10 until June 10 schedules as published in Consolidated 
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Freight Classification No. 4, Smith’s I. C. C. O. C. No. 48, Fyfe’s 
I. C. C. No. 17 and Dulaney’s I. C. C. No. 19. The suspended 
schedules propose the establishment of specific ratings and 
carload minima on radio receiving sets, combined talking ma- 
chines and radio sets, and radio amplifying horns, whch results 
generally in increases. The following is illustrative: 


Ratins on radio receiving sets, in boxes, L. C. L., official, present, 
1; proposed, 144; southern, present, pS proposed, Di; ‘western, present, 
1; proposed 1%; in boxes, *C. Ti. official, present, 3; proposed, 2; 
southern, present, 3; proposed, 2; western, present, 3; proposed, "2. 





* Present minimum weight 30,000 pounds; proposed 20,000 pounds. 


In I. and S. No. 2337, the Commission has suspended from 
February 10 until June 10 schedules as published in Consoli- 
dated Freight Classification No. 4, Smith’s I. C. C. O. C. No. 48, 
Fyfe’s I. C. C. No. 17 and Dulaney’s I. C. C. No. 19. The sus- 
pended schedules propose to establish classification ratings on 
jute packing of second class, less-carload and fourth class, car- 
loads, in lieu of the present less-carload rating of third class 
and fourth class carload applicable by analogy to vegetable 
fiber packing ratings. 

In I. and S. No. 2338, the Commission has suspended from 
February 10 until June 10 schedules as published in Consoli- 
dated Classification No. 4, Smith’s I. C. C. O. C. No. 48, Fyfe’s 
I. C. C. No. 17 and Dulaney’s I. C. C. No. 19. The suspended 
schedules propose to cancel present carload ratings on military 
paper or cloth targets and substitute higher ratings in lieu 
thereof. The present rating is fifth class in Official and West- 
ern and sixth class in Southern Classification territories. The 
proposed rating is third class in each of these three territores. 

In I. and S. No. 2339, the Commission has suspended from 
February 10, until June 10, schedules as published in con- 
solidated classification No. 4, Smith’s I. C. C. No. 48, Fyfe’s 
I. C. C. No. 17 and Dulaney’s I. C. C. No. 19. The suspended 
schedules propose to establish ratings on rags, in less than 
carload lots, in the official, southern and western classifications, 
which have value for purposes other than conversion into fibre 
and would result in increasing the ratings on this particular 
kind of rags from fifth to fourth class in the official classifica- 
tion territory. 

In I. and S. No. 2340, the Commission has suspended from 
February 10 until June 10, schedules as published in sup- 
plement No. 32 to Cincinnati, Indianapolis & Western I. C. C. 
No. 3070 (C. & E. I. series) and in its I. C. C. No. 244. The 
suspended schedules propose to cancel through rates on bitu- 
minous coal, carloads, from Brazil, Burnett, Coal Bluff, Cox- 
ville, Ecker, Mecca and Rosedale, Ind., mines on the Cin- 
cinnati, Indianapolis & Western R. R., to various points reached 


via the Chicago, Attica & Southern Railroad. The following is 
illustrative: 


From Brazil, Ind., to New Buffalo, Mich., present, 198; *proposed, 
261; from Mecca, Ind., to Benton Harbor, Mich., present, 217; *pro- 
posed, 273; to Grand Rapids, Mich., present, 242; "*proposed, 299, 


* Combination rates. 


In I. and S. No. 2334, the Commission has suspended from 
February 10 until June 10 schedules as published in supple- 
ment No. 2 to Michigan Central I. C. C. No. 5645. The sus- 
pended schedules propose to assess an intra-terminal switch- 
ing charge of $3.15 per car, at Detroit, Mich., on shipments of 
live stock consigned or ordered to an industrial track or spe- 
cific location on such track, when it is necessary to hold such 
shipments on tracks adjacent to the industry because of insuffi- 
cient industrial track facilities or because of any other con- 
dition attributable to the consignee. 


LUMBER SHIPMENTS 


As indicated by reports from 366 large commercial lumber 
mills distributed over the principal softwood regions of the 
United States the week ending February 7, says the National 
Lumber. Manufacturers’ Association, was somewhat subnormal 
in the lumber industry. Production, shipments and orders were 
less than the week before and still less than for the correspond- 
ing week of 1924, although the apparent differences in the latter 
case are reduced by the fact that 15 fewer mills reported in 
1925 than in 1924. 

The unfilled orders of 246 Southern Pine and West Coast 
mills at the end of last week amounted to 663,418,861 feet, as 
against 666,725,589 feet for 246 mills the previous week. The 
128 identical Southern Pine mills in this group showed unfilled 
orders of 263,861,750 feet at the end of last week, and 267,- 
966,500 feet for the same number of mills the preceding week. 
For 118 West Coast mills the unfilled orders were 399,557,111 
feet, as against 398,759,089 feet for 118 mills a week earlier. 

Altogether the 366 comparably reporting mills had ship- 
ments 97 and orders 93 per cent of actual production. For the 
Southern Pine mills these percentages were, respectively, 95 
and 89; and for the West Coast mills 91 and 91. 

Of the comparably reporting mills, 340 (having a normal 
production for the week of 213,246,195 feet) reported produc- 
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tion 97 per cent of normal, shipments 94 per cent, and orders 
89 per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 
Past ion Week, = . 





1925 (Revised) 
SNE cmdcccuh Cale anee anes 8 360 
Production 219,109,873 232,300,282 222,096,411 
Shipments 211,614,065 244 1382, 871 229,044,826 
Orders (New Bus.)..... 203,802,470 235, 508, 679 213,434,279 


The following revised figures compare the lumber move- 


ment for the first six weeks of 1925 with the same period of 
1924: 


Production Shipment Orders 
DEED -Givaee sews covseres awn 1,242,975, 208 1,275,580,151 1,212,665,737 
OE hciiniccar eeneN tacuueten 1,249,796,763 1,362,705,290 1,476,132,764 
1925 DECTEARE.5.cscdicsccces 6,821,555 87,125,139 263,467,027 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Eleven of these mills reported a cut of 5,160,- 
000 feet last week, shipments 8,646,000 feet, and orders 11,- 
913,000 feet. The reported cut represents 34 per cent of the 
total of the California Pine region. 


FRUIT AND VEGETABLE SHIPMENTS 


Sharp gains in shipments of potatoes, citrus fruit, cabbage 
and mixed vegetables caused a net increase of 2,200 cars in 
and movement of eighteen important fruit and vegetablés the 
week ended February 7, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. The total num- 
ber of cars was 12,732, as compared with 10,505 the preceding 
week. The totals from the weekly summary of carlot ghip- 
ments follow: 

Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 


terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Feb. This Sea- Last Sea- Total 
1-7, 25-31 3-9, son to son to Last 
1925 1925 1924 Feb. 7 Feb. 7 Season 
Summary for Ap- 





Feb. Jan. 

















ples: 
Western States 345 374 1,379 37,365 54,858 63,014 
Eastern States 699 527 875 52,361 65,298 75,100 
y |) ere 1,045 *901 2,254 *89,726 120,156 138,114 
—— 
OME. isaenesns 278 255 *2,832 2,617 4,242 
Ca D b age (Old 
a op): 
ON. esnaseees 609 420 450 *39,561 35,540 37,012 
Ca b is age (N ew 
ror : 
state a bioane 307 176 435 *1,013 71,727 7*39,561 
celery (oud Crop): 
a 86 95 106 *17,123 16,399 17,106 
Coens , = Crop): 
ee + oan 304 539 1,269 71,993 $*17,123 
Grapefruit: 
ore 663 410 599 *9,782 10,021 *20,041 
Lemons: 
2 err 130 163 179 3,184 3,267 12,615 
——, 
ib pietoraroiain 698 674 829 *9,926 9,621 *29,469 
Mixed Citris Bruits: 
, ree 86 76 s¢ *1,818 se 4,792 
Mixed Vegetables: 
- | ea 654 520 519 3,164 2,673 28,600 
Onions: 
VEEL dievcvocus 543 *460 512 *26,833 24,898 29,480 
Oranges: 
EOROL Sscewenes 1,370 1,116 2,219 *26,878 30,853 *78,350 
Peppers: 
2 Pee 4 10 16 #239 #445 #2,423 
Spinach: 
er 271 *171 238 *2,758 2,932 7,618 
Strawberries: 
ME, wiaisioveoes 50 51 49 271 262 18,767 
String Beans: : 
re 26 67 17 *656 541 *4,979 
Sweet Potatoes: 
i, eee 241 *207 213 12,915 13,145 14,533 
Tomatoes: 
ere 152 137 246 *400 961 *26,103 


Summary Potatoes: 
Leading Sec- 
oo Late 


Cro 5,202 4,234 4,043 113,732 124,864 193,550 
Other ‘Pesiiona 











Late Crop. 37 31 86 17,765 18,928 15,124 
Early Crop.... 14 4 3 495483 33/361 «33,390 
Total ..... 5,253 *4,269 4,132 *180,980 172,153 242,064 

Grand Total 


All 
Commodities..12,732 *10,505 13,807 431,328 446,484 716,308 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for De- 
cember, 1924, shows 19,701 cars held overtime—a percentage 


of 09.74—as against 23,0838—a percentage of 10.61—for De- 
cember, 1923. 
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GOODING BILL REJECTED 


The Trafic World Washington Bureau 


The Gooding long-and-short-haul bill was definitely rejected 
by the House committee on interstate and foreign commerce 
February 11. The action of the committee killed the bill so 
far as the committee was concerned. Proponents of the bill 
may attempt to get action on it before the end of the present 
session by offering it as an amendment to some other piece of 
legislation. It was understood that an attempt would be made 
in the Senate to attach the bill as a rider to the bill author- 
izing purchase of the Cape Cod Canal. If the Senate accepted 
the Gooding bill as an amendment, the Cape Cod bill would 
be sent to conference. If the Senate and House conferees ac- 
cepted the amendment it would then be up to the House to 
approve or disapprove the measure. In a number of instances 
the House has refused to accept riders put on bills in the 
Senate. 

Rejection of the Gooding bill by the House committee came 
on a motion to table the bill. The vote was eleven to six. One 
member of the committee voted present. Ten of the members 
known to have voted for tabling the bill were Winslow, Parker, 
Cooper, Sanders, Merritt, Newton, Wyant, Hawes, Corning and 
Nelson. It was understood that Denison was the eleventh 
member who voted to table the Dill. 

Representatives Barkley, Parks and Crosser were absent. 

The other members of the committee present were Mapes, 
Hoch, Burtness, Rayburn, Huddleston, Lea and Shallenberger. 
One of these voted present and, assuming that Denison voted 
to table the bill, the rest voted against the motion to table. 

Before the motion to table was voted on, several attempts 
were made to amend the bill so that it would have made the 
long-and-short-haul clause absolute only as to water competi- 
tion and to provide that the intermountain country should pay 
no higher rates than the coast country. These amendments 
were rejected. 

With twenty of the twenty-one members of the committee 
present, Representative Mapes, of Michigan, being absent on ac- 
count of illness, the committee rejected a motion to report 
the bill in its present form, by a vote of sixteen to four. It 
was understood that Representatives Crosser, Huddleston, Parks 
and Shallenberger were the members of the committe who 
votd in favor of the bill as it stood. 

A motion to postpone action on the bill indefinitely, how- 
ever, was lost by a vote of ten to ten, it was understood. The 
members who favored the motion, it was understood, were 
Winslow, Parker, Cooper, Sanders, Merritt, Newton, Nelson, 
Wyant, Hawes and Corning, while the members opposed were 
understood to have been Denison, Hoch, Burtness, Barkley, 
Rayburn, Parks, Huddleston, Lea, Crosser and Shallenberger. 


There are twenty-one members on the committee as fol- 
lows: Winslow of Massachusetts; Parker of New York; 
Cooper of Ohio; Denison of Illinois; Sanders of Indiana; 
Merritt of Connecticut; Mapes of Michigan; Newton of Min- 
nesota; Hoch of Kansas; Wyant of Pennsylvania; Burtness 
of North Dakota; Bartley of Kentucky; Rayburn of Texas; 
Huddleston of Alabama; Lea of California; Hawes of Missouri; 
Parks of Arkansas; Crosser of Ohio; Shallenberger of Ne- 
braska; Corning of New York, and Nelson of Maine. 


Commissioner Campbell, who appeared in person before 
the Senate interstate commerce committee last spring in sup- 
port of the bill, did not appear before the House committee. 
His statement in support of the bill was read by Commissioner 
Esch, February 6, when the hearing was concluded. When 
he had finished reading the Campbell statement, Representative 
Newton developed that, before Mr. Campbell became a com- 
missioner, he resided in Spokane, Wash., and was secretary 
and attorney for the Spokane Merchants’ Association. 

Representative Newton said the suggestion had come to 
him from proponents of the bill that Mr. Campbell be called for 
examination by the committee with respect to his statement. 
Chairman Winslow indicated that if the proponents wished to 
string out the hearing, they could do so but he called atten- 
tion to the fact that “kicks” were being made because the 
committee had not reported the bill. Representative French, of 
Idaho, said the proponents did not desire to string out the hear- 
ings—that they wanted them to end as speedily as possible. 

“Do you want Commissioner Campbell called?” asked Rep- 
resentative Rayburn. 

“I don’t think we have a right to call him as a witness,” 
replied Mr. French. 

Representative Rayburn then asked if the desire was that 
the committee should call Mr. Campbell. Mr. French said unless 
some member of the committee wished to examine Mr. Campbell 
he would not ask that he be called. No member expressed a 
desire to examine Mr. Campbell. Mr. Rayburn then moved to 
close the hearings with the conclusion of the examination of 
Mr. Esch and the motion was carried. 

Mr. Campbell said in his statement, which was read by Mr. 
Esch at the request of the committee, some members having de- 
sired that it be read instead of simply being filed, that his views 
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with regard to the administration of the fourth section differed 
from the views entertained by the majority of the Commission, 
as had been disclosed by his various dissenting opinions, and 
also as appeared from his statement before the Senate commit- 
tee on February 18, 1924, on the Gooding bill. 

“I am firmly of the opinion that the enactment of bill 
S-2327 would result beneficially not only to the general public 
but to the rail carriers as well, and I wish now to reaffirm my 
— made before the Senate committee,” Mr. Campbell 
said. 

The dissenting commissioner said in his statement the bill 
was not an absolute prohibition. He said there were many advo- 
cates of an absolute fourth section prohibition, and “frankly I 
would say that the effect of an absolute prohibition would result 
in enormous savings to the rail carriers through the elimination 
of wasteful hauls over circuitous routes.” He said he did not 
wish to be understood, however, as urging the enactment of an 
absolute fourth section prohibition. He devoted considerable 
space to the question of development of water transportation. 

“The driving of the boats from our navigable streams and 
waterways under a rate structure which is permissible under the 
act, and which is being accomplished, in part, at least, under 
the construction which the Commission in the past has placed 
on the long-and-short-haul provision of section 4, is not in the 
interest of national progress and is a deterrent factor against 
the building up of an adequate merchant marine,’ said Mr. 
Campbell. 

In response to questions by Representative Hawes, Mr. Esch 
said he did not think the Commission would authorize rail rates 
that would enable the railroads to drive the boats off the Mis- 
sissippi River. Mr. Esch said the Commission was endeavoring 
to give effect to the policy declared by Congress of preserving 
both rail and water transportation in full vigor, but he added 
that that did not mean that one was to get all the business 
and the other nothing. 


CONSOLIDATION INVESTIGATION 


The Trafic World Washington Bureau 


A resolution providing for investigation by the Senate in- 
terstate commerce committee of the proposed Van Sweringen 
Nickel Plate merger and of the acquisition of control of the 
Gulf Coast Lines by the Missouri Pacific was offered February 
12 by Senator Howell, of Nebraska, a member of the committee. 
The resolution, authorizing the committee to sit anywhere, 
subpcena witnesses, and employ experts, was referred to the 
committee on audit and control of contingent expenses. 

Senator Howell, in a statement issued when he introduced 
the resolution, said he wanted the facts before it was too late. 
He said that, in accordance with the policy strongly supported 
by President Coolidge and President Harding, the railroads were 
now embarking on a series of huge consolidations and mergers 
without precedent in the nation’s history. He said a new policy 
was being established in direct opposition to the Sherman anti- 
trust law and that it was the intent of Congress, as expressed 
in the transportation act, that consolidations should be per- 
mitted only under the strict control of the Commission. He 
charged, however, that consolidations were being permitted 
“without any real knowledge of what is involved,” and that the 
Commission’s decisions in the original Nickel Plate merger 
case and in the Missouri Pacific case left no doubt that the 
Commission, without further reinforcement from Congress, was 
unable or unwilling to control the consolidations so that the 
public interest would be fully protected. 

Senator Howell charged that J. P. Morgan and Company 
and the First National Bank of New York City, as the fiscal 
agents and the financial promoters of the proposed Nickel Plate 
consolidation, would, if the merger went through, obtain control 
of transportation in the eastern states. He charged that these 
interests already owned or controlled a large part of the rail- 
road properties in the East. 


The Van Sweringen plan for merger of the Nickel Plate, 
Chesapeake & Ohio, Erie, Hocking Valley, and Pere Marquette 
has been brought to the Commission’s official attention for the 
first time without, apparently, requiring that body to pass on 
the merits of the plan. The plan was submitted in an exhibit 
included in an application of the New York, Chicago & St.. 
Louis for authority to complete a line of railroad in Ohio origi- 
nally begun by the Chesapeake & Ohio Northern, a subsidiary 
of the Chesapeake & Ohio, and included in the budget of the 
latter company for 1925. 

The Nickel Plate said in the application that the Chesa- 
peake & Ohio had acquired by grant the properties of the 
Chesapeake & Ohio Northern, which was incorporated with 
power to construct and operate a line of railroad from Lime- 
ville, Ky., to Valley Crossing, O. The line has been built to 
Waverly, O. The applicant said the Chesapeake & Ohio had 
intended to complete the line by building from Waverly to Val- 
ley Crossing. It said it was now deemed best to effect the 
construction through the instrumentality of the applicant. The 
line to be built will embrace about 63 miles of track. 
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The applicant said that, upon effectuation of the Van Swer- 
ingen merger plan, a substantial amount of funds would be 
available to it. 

The construction of the proposed line, the Nickel Plate said, 
would provide a new and direct connection between the Chesa- 
peake & Ohio and the Hocking Valley “adequate to handle 
present and future traffic, and will effect a large saving in 
rental and operating expenses, and result in more efficient and 
dependable service to the public.” The applicant further saitl 
the proposed line would be an important link in the proposed 
unified system, and that “the creation and operation of that 
system will substantially increase the volume of traffic which 
will move over the proposed new line of railroad.” 

The Nickel Plate said in its application that the Van Swer- 
ingen plan, submitted as an exhibit, showed that the merged 
companies would have an investment of $1,081,593,223 and that 
that investment would exceed the capitalization by $128 ,337,871; 
that the proposed merger would have current assets of $107,630,- 
038. and that those current assets would exceed current lia- 
bilities by $26,883,450. The corporate surplus of the merged 
company would be $231,003,390, the plan disclosed. 

Inclusion of the Van Sweringen merger plan in the appli- 
cation for authority to build a 63-mile line that would be a 
part of the proposed Nickel Plate system, caused speculation 


as to whether that action meant any more than appeared on 
the surface. 


AGREE ON ARBITRATION 


The Trafic World New York Bureau 


Arbitration as a means of settling disputes arising from 
transportation by rail and water was endorsed at a luncheon 
conference held at the Lawyers Club, under the auspices of 
the Arbitration Society of America. More than 60 representa- 
tives of railways, steamship lines, express companies, and ship- 
pers attended the meeting. 

A resolution was adopted authorizing William C. Redfield, 
former Secretary of Commerce, who presided, to appoint a com- 
mittee of nine “to formulate and carry into effect plans for 
nation-wide use of arbitration in shipping contracts.” The 
central commitee will be composed of groups of three, repre- 
senting the railroads, ship lines, and shippers. Among its other 
duties will be the promotion of arbitration principles and knowl- 
edge of both state and federal laws, and an understanding of 
the operations of the court maintained by the arbitration society. 

“The Arbitration Society of America hag recognized that 
thousands of claims arise annually out of contracts of affreight- 
ment, charter parties and transportation agreements in general,” 
the resolution said, “which claims, if arbitrated instead of liti- 
gated would result more favorably to the interests of all 
concerned.” 

Declaring that arbitration is a “tried and real thing, Chair- 
man Redfield said he knew of no greater example of its use- 
fulness than evinced in the motion picture industry, that out 
of 250,000 cases of differences between distributors and ex- 
hibitors of photoplay films only eight were litigated. In this 
connection, Moses G. Grossman, known as the “father of the 
arbitration society,” read a statement from Will Hayes declar- 
ing that $1,500,000 was saved to the industry the first year 
arbitration was in effect, aside from fostering a better spirit 
of understanding. 

Mr. Grossman referred to the federal arbitration bill passed 
by the Senate last Saturday as “the most salutory bill ever 
passed in the history of the country. Arbitration, like elec- 
tricity, is a power that must be harnessed, he said, and if 
members of the bar, merchants and bankers will join in its 
use they will do much to relieve thee rowded court calendars 
of litigated matters. 

D. Roger Englar, of Bingham, Englar & Jones, said he 
thought shippers could use arbitration to advantage just as 
cotton interests have used it. Howard Elliott, chairman of the 
Northern Pacific Railroad, in the course of discussion commend- 
ing arbitration for shippers and carriers, asked Mr. Grossman 
the functions of the state and federal laws. The latter replied 
that the federal law would deal with interstate problems and 
the state law would cover cases within its jurisdiction. 

Others who have talked in favor of the project were Judge 
Edwin L. Garvin of the U. S. Federal Court, and A. J. Wolfe, 


chief of the division of commercial law, U. S. Department of 
Commerce. 


PULLMAN SURCHARGE BILL 
(Continued from page 408) 


fore, as pointed out by Mr. Commissioner Campbell, a totally 
unreliable standard by which to judge the effect of the surcharge 
on travel in Pullman cars. 

he natural consequence of the unpopularity of the surcharge 
is to deter those who can do so without great inconvenience from 
availing themselves of Pullman accommodations. 

In view of this position by the Commission, it becomes the 
more important that the Congress shall deal with the surcharge 
legislatively. The Senate during the last session passed a bill 
presented by myself forbidding the collection of the Pullman sur- 
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charge. If an opportunity to vote upon the measure were granted 


the body at the other end of the Capitol, it would pass without 
substantial opposition. 


Senator Smith, chairman of the Senate interstate com- 
merce committee, addressing the Senate on the decision of the 


Commission in the surcharge case, said he wished to call atten- 


tion to “a most remarkable opinion handed down by the Inter- 
state Commerce Commission in the matter of the surcharge on 
Pullman fares.” He said senators would remember that “this 
extraordinary and unique method of trying to obtain revenue 
for the railroads was inaugurated during the time of war.” He 
referred to the numerous bills that had been introduced pro- 
viding for elimination of the surcharge. 

“It was universally held that nothing but an extraordinary 
condition could justify any such unusual, not to say, unlawful, 
tax as that known as the Pullman surcharge,” he continued. 

The senator referred to the tentative report in the case 
recommending abolition of the surcharge. He declared the re- 
port of the majority of the Commission in the case was not 
“fair and just to the layman.” He said the majority tried to 
make it appear “that the handling of a Pullman car is more 
expensive to the railroads than the handling of an ordinary 
passenger coach and therefore there should be a higher charge, 
when the facts are that the Pullman Company furnishes the 
entire rolling stock, is responsible for its upkeep and its officer- 
ing, and therefore relieves the railroads from the expense of 
the investment in the rolling stock and its insurance and up- 
keep.” 

Senator Smith then submitted a list of railroads, hereto- 
fore published in The Traffic World, which, he said, preliminary 
estimates indicated, had earned income in excess of 6 per cent 
to the extent of $8,000,000, based on investment. He said the 
roads that had earned this were the roads that were getting 


$20,000,000 of the $37,000,000 produced by the surcharge. Con- 
tinuing, he said: 


There is not a man on this floor but that knows that the 
Pullman sleeping car is now a necessity and should be made as 
available for the poor who have to travel by night as the rich. 
Why should we make it a luxury, and say that a poor family 
that has to travel in the night must be forced, by virtue of our 
determining it to be a luxury, to sit in a day coach in order to 
pay the expenses incident to its travel, rather than reduce its 
cost to a point where it becomes available for those whose 
unfortunate circumstances compel them to travel? This sur- 
charge now, in view of the fact that ave are collecting $80,000,000 
in excess of the 6 per cent, is not indicated any longer; and the 
public is justified in demanding relief from this unusual, and in 
by opinion unlawful, charge. 

I thing the Senate ought to set aside this recommendation of 
this body to which we have delegated certain powers and attach 
this legislation to one of the bills that are now pending, and 
let it pass this body again in that form, and go to conference, 
and insist that the traveling public shall be relieved from the 
unnecessary and unjust imposition of this tax. 

Senator Robinson read his prepared statement on the sur- 


charge decision to the Senate after Senator Smith concluded 
his remarks. 


The drive in Congress against the surcharge was carried 
forward by Senators Robinson and Smith, in the Senate, and 
Representative McLaughlin of Nebraska, in the House, the 
latter appealing for signataures to his petition to take the sur- 
charge bill away from the House interstate commerce com- 
mittee. 

Senator Robinson gave formal notice that his bill making 
illegal the collection of a surcharge, which was passed by the 
Senate May 22, 1924, would be offered as an amendment to the 
independent offices appropriation bill. If that move should 
prove successful, the bill then would be in position to be placed 
before the House in the conference report on the appropriation 
bill. 

In the debate in the Senate in connection with Senator 
Robinson’s plan, Senator Robinson said: 

“The bill (surcharge bill) having passed the Senate unani- 
mously and that, too, at a time when practically the full mem- 
bership of the Senate was present, I apprehend that no point 
of order will be raised. Certainly no senator who is friendly 
to the proposal would raise it.” 

The Robinson bill was passed by the Senate on the night 
of May 22, 1924, when more than ninety bills were passed by 
the Senate by unanimous consent. There was no explanation 
of the measure. It was simply read and declared passed. 

Referring to previous remarks made in the Senate by him 


on the Commission’s decision in the surcharge case, Senator 
Smith said: 


I should like to have the attention of senators to a matter to 
which I referred on yesterday. At that time I called attention to 
the report handed down by the Interstate Commerce Commission in 
the surcharge matter. I made a mistake in my remarks. I said that 
three commissioners had dissented. This morning my attention was 
called by a member of the Commission to the fact that four dis- 
sented. The fact is, a majority of the Commission dissented from 
the imposition of this surcharge, : ; 

I desire to call the attention of the Senate to the fact that this 
s a part of the rate-making program, and that when any rate is found 
unreasonable the Commission is required by law so to state. 

In this report as to the 50 per cent surcharge, Mr. Aitchison, the 
chairman, says—and I shall not read all that he says, but simply 
enough to make the point I am attempeing to make— . 

Upon the record, however, I would willingly join in a finding 
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that the existing surcharge is more than enough to compensate the 
railroads for the added costs, and exceeds the value of the service to 
the traveler, and should, therefore, be reduced one-half. I am au- 
thorized to state that Commissioner Esch concurs in this expression.” 
-ession.”’ 

ssi Just before that Commissioner Hall, I presume, or whoever wrote 
the opinion ostensibly for a majority of the Commission, said in the 
closing sentence: 


“Upon this record we find that the present surcharge accruing 
to the rail carriers in addition to the regular passenger fare for the 
transportation of passengers in sleeping and parlor cars is not un- 
reasonable.” 


That would appear to be the opinion of a majority of the Com- 
mission. Messrs. Aitchison and Esch dissent from the reasonable- 
ness of a 50 per cent surcharge, and say they are willing to join and 
would join in a reduction of 50 per cent. Commissioners Cox, Mc- 
Manamy, McChord and Campbell agree that the surcharge ought to 
be taken off entirely; and yet a formal opinion is handed down to 
this body, and it has gone out to the public at large that the Inter- 
state Commerce Commission upholds the surcharge, when a majority 
of the Commission is against it! 


The Senate ought to take cognizance of this fact, and register its 


opinion not only of this procedure but of the unnecessary burden 
which this surcharge imposes upon the public. 


Senator Robinson then remarked that he had intended that 
his bill, to be offered as an amendment, should provide for 
elimination of the surcharge on and after July 1, but that he 
had no objection to making it take effect immediately. Senator 
Smith declared in favor of having the bill take effect immedi- 
ately. Referring again to excess earnings of carriers, Senator 
Smith declared: 

“When, in the name of Heaven, are we going to stop giving 
certain commissions the power to fleece the people at their will 
and send in reports that are entirely misleading?” 

Senator Smith referred repeatedly to the railroads collect- 
ing $80,000,000 in excess of 6 per cent, basing his remarks on a 
report from the Commission showing indicated excess earnings. 
The Commission has made no determination of the amount 
of excess income and cannot do so until it has fixed the value 
on which the excess is to be computed and it has not done 
that. Continuing, Senator Smith said: 


I ealled the attention of the Senate yesterday to the fact that 
one of the commissioners, by a process of specious reasoning, had 
tried to create the impression that if we took off this surcharge $37,- 
000,000 would have to be collected from other sources of revenue, 
either through an addition to freight rates or through a raising of 
the common day-coach passenger fares, when the facts are, as shown 
by their own report, that the roads that are collecting this surcharge 
are already collecting $80,000,000 in excess of 6 per cent. 

It seems to me that the Senate ought to take cognizance of this 
fact. I read an editorial in the New York Times this morning re- 
viewing the action of this body in reference to the passage of the 
amendment offered by the senator from Arkansas, in which it said 
that if this body was going to attempt to legislate and dictate spe- 
cific fares and charges the power of the Interstate Commerce Com- 
mission to adjust them reasonably was gone. This looks reasonable 
—that they put before us a report to the effect that they can not 
find any facts to show the unreasonableness of his surcharge, and 
therefore no order to remove it is necessary, when, by their own 
report, they show that there is an excess profit almost four times as 
great as that which the railroads are collecting from the surcharge. 
It is the duty of this body, when such outrages as that are perpe- 
trated upon the public, to ascertain the facts and not only correct 
the blunder but rebuke the Commission. That is our duty. 


Senator Robinson said if all the commissioners who in 
their opinion opposed the surcharge as it was now collected 
should combine, there would be six commissioners opposed to 
it and only five who supported it. 

Senator Watson, of Indiana, said he concurred with the 
ee pe expressed by Senator Smith with regard to the sur- 
charge. 

Senator Walsh, of Massachusetts, wanted to know whai 
was the occasion for an opinion from the Commission on the 
surcharge at this time. 

“TI do not know,” replied Senator Smith. 

“Is it customary for commissions to give opinions of this 
kind with legislation pending in Congress?” asked Mr. Walsh. 

“I do not know,” replied Senator Smith. “I am rather of 
opinion that that may have had some influence on it. I am in 
no position to state authoritatively.” 

“Was any request made by Congress for an opinion?” 
asked Mr. Walsh. 

“None, but in justice to the Commission,” replied Senator 
Smith, “allow me to say that early last spring a subcommis- 
sion was appointed by the Commission to investigate the sur- 
charge, and report to them as to what, in their judgment, 
should be done with it.” 

. “Then the idea originated with themselves?” asked Mr. 
Walsh. : 

“Yes,” replied Senator Smith. “They reported unequivoc- 
ally that the surcharge should be taken off.” 

Senator Smith evidently was referring to the tentative 
report written by Examiner Keeler recommending abolition of 
the surcharge which was made after hearings held in the inves- 
tigation instituted by the Commission as set forth in detail in 
the Commission’s decision in the surcharge case and about 
which the senator was talking. The procedure followed by the 
Commission was fully explained in the decision. 

Senator Smith said he had been waiting for a report from 
the Commission on the surcharge since last June. He said he 
thought since the Commission had the power to initiate the 
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surcharge, “it would be well for them and for the public that 
they be given a chance to take some action indicating whether 
they proposed to keep the surcharge in force, or remove it.” 
“They have waited until just before the adjournment of 
Congress and have handed down this opinion,” Senator Smith 
continued. “I honestly believed that the Interstate Commerce 
Commission was going to remove this surcharge on their own 
motion, and this was certainly a surprise to me when it came. 
The railroads do not need it. Every member of the interstate 
commerce committee knows that this particular revenue, col- 
lected as it is, by the roads by whom it is collected, does not 
benefit the railroads in their general revenue, and especially 


does it do no good to the small, poor roads, which need some 
help.” 


STATE COMMISSIONS’ SURPRISE 


The Trafic World Washington Bureau 


An unlooked for and, to state commissions, an irritating 
situation has developed in respect of the express rates ordered 
by the Commission to be made effective March 1. The express 
company has filed the new rates for interstate application and 
also for intrastate application in the states where the basis 
prescribed by the federal body would cause increases. It 
has, however, not filed tariffs in the states where the basis 
prescribed by the federal body would make reductions. Oregon 
and Washington are exceptions. The commissions in those 
states, some time ago, ordered the company to make effective 
in them the rates figured on the federal basis. The other 
states, however, did not take that precaution. Therefore, unless 
the express company changes its mind and files the tariffs on 
short notice, reductions will not take place on intrastate traffic 
in those states in the west where the rates are higher than they 
would be had the new interstate basis been used in figuring 
new ones for them. 

Increases were ordered by the Commission in zone No. 1 
and reductions in the others. The zone No. 1 states, under 
the tariffs filed by the express company, will be required to pay 
higher rates, but states in the other zones will not obtain 
reductions on March 1, except under the contingency herein- 
before mentioned. 

John E. Benton, general solicitor for the National Associa- 
tion of Railroad and Utilities Commissioners, discovered the 
situation because the Montana commission wired him asking 
about the state rates, which it understood were to be made 
effective on the same date changes in zone No. 1 and in Wash- 
ington and Oregon took place. Mr. Benton took up the matter 
with Commissioner McChord because the federal and state 
commissions dealt with the case cooperatively and the states 
understood, he said, that whatever the federal commission 
prescribed interstate that would also be made the rule in the 
states, so as to preserve uniformity. Mr. Benton took up the 
subject with H. S. Marx, attorney for the American Railway 
Express Company. In his letter to Mr. Marx he said: 


The Montana Commission makes inquiry of me concerning con- 
templated action your company has to intrastate express rates. It 
has been my understanding throughout Interstate Commerce Com- 
mission proceeding that whenever it should file new interstate rates 
it would coincidentally file like rates in such manner as laws of re- 
spective states might require for intrastate application. From _in- 
quiry received assume intrastate schedules have not yet been filed. 
State commission proceedings in various states have been delayed 
till now solely by reason cooperative hearing interstate and in reliance 
upon information from Examiner Barclay and others that your com- 
pany had given assurances intrastate changes would be made con- 
currently with interstate. I desire to inform state commissions at 
once if there is any question concerning the immediate filing of state 
tariffs which would effectuate understanding. I request you wire me 
immediately what your company has done or intends to do respect- 
ing intrastate changes corresponding to those interstate and if it 
is yet to take action when such action will be taken in each state. 
I assume it is well known to your officials that several states have 
laws requiring same length filing as Interstate Commission. 


Commissioner McChord, who had charge of the case, also 
addressed an inquiry to F. S. Holbrook, vice-president of the 
American Railway Express Company. Mr. Marx answered Mr. 
Benton by sending a copy of Mr. Holbrook’s letter to Mr. Mc- 
Chord. Mr. Holbrook’s letter was int#nded ag an answer to 
inquiries from other states if any came. The explanatory part 
of Mr. Holbrook’s letter follows: 


The western and ————- ey as you a a — ben 
an injunction against the interstate express rates an ed their bil 
of complaint for that purpose about December 1 é have been, ever 

mee the receipt of the Commission’s order in the Express Case, 

exercising our utmost diligence to comply with that order. At the 

time the injunction was asked for no cessation occurred in that work, 

but the compilation of the tariffs, which involved an immense amount 

of work and printing, went along without regard to the application 

for the injunction. It became necessary the latter part of December 

to decide whether a great deal of this work should be sent to the 

printers for the job constituted a very large one for the printers, 

and the distribution of the tariffs after they were printed meant con- , 
siderable time before January 30, which was the 


_to_—file_the new tariffs with your Commission. e injunction was 
argued in St. Louis on the 19th and 20th of January, at which time 


practically all the tariffs had been printed. When they were being 
printed it became necessary to decide to what extent they should 
be made applicable in the various states. No one knew whether the 
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injunction would be granted or denied. The only thing we could do 
under the circumstances was to show upon the tariffs that they 
would apply only in such states not affected by the injunction, with 
this exception—that the states of Washington and Oregon had served 
orders upon us some months previously to the effect that whatever 
rates were made effective upon interstate traffic in those states should 
also be made effective upon intrastate traffic. We therefore were in 
a position to honor these orders and make the tariffs applicable to in- 
trastate traffic in those states. As soon as we were advised that 
a temporary injunction had been denied by order entered on January 
24, we filed the tariffs with your commission, and with all of the states 
indicated below. me 

Connecticut, Delaware, District of Columbia, Illinois, Indiana, 
Maine, Maryland, Massachusetts, Michigan, New Hampshire, New 
Jersey, New York, Ohio, Oregon, Pennsylvania, Rhode Island, Vermont, 
Washington, West Virginia. 

We understand that the western and southern carriers are to 
hold a meeting within the next few days to consider what further 
action, if any, they will take in their injunction proceedings, and 
we have been requested to not take any steps towards filing the re- 
vised rates in the remaining states pending their determination. 

They have not been able to reach a decision by an earlier date 
because of the engagements of some of their counsel in Washington in 
connection with the Gooding Long and Short Haul bill. 

We expect to have definite advice the latter part of this week 
or the first of next week, and as soon as it is received I shall advise 
you promptly. 


Commenting on the matter, Mr. Benton, in a letter to the 
state commissions, said: 


Certainly a very interesting situation is developed. With alacrity 
the express company has filed the new schedules in states where 
they will make advances and give additional revenue to it and to the 
railroads. In those states, as always heretofore, the company will 
urge that the advances ought to be promptly granted so as to keep 
rates, both interstate and intrastate, upon a uniform basis. The in- 
juries resulting to commerce from discriminatory differences will be 
stressed, and doubtless the tremendous inconveniences of operating 
under different block rate’ schedules. At the same time, in other 
states, where uniformity means some reduction in intrastate revenue, 
to the express company and to the railroads, it will by its action be 
making it very plain that injuries to commerce, and inconveniences 
in operation, resulting from different rate schedules, are not, in its 
opinion, of sufficient moment to be considered by it or by the rail- 
roads while the latter are disposed to continue fighting an order made 
by_ the Interstate Commerce Commission and confirmed by a three- 
judge federal court. 

Furthermore, in several states, where the express company, in 
cases brought by it before the Interstate Commerce Commission, has 
been asking that commission to prescribe intrastate rates on a level 
with those in effect interstate to avoid discriminations, it will be 
keeping in effect greater inequalities by its own action. And it will 
be doing this at the direct request of the railroads, which themselves 
are most persistent champions of uniformity whenever they are in- 
voking federal power to advance intrastate rates. 

The state commissions can with equanimity let the carriers, both 
the express company and the railroads, set their own estimate upon 
the real importance of uniformity between state and interstate rates. 
In the meantime, however, if they are of the opinion that existing 
intrastate rates are probably unreasonably high, they can take appro- 


priate proceedings in the same manner as the Oregon and Washing- 
ton commissions have taken them. 





RAILWAY REVENUE FOR 1924 


Class I railroads representing a total mileage of 236,190 
miles had a net operating income in 1924 of $987,133,650, or a 
return of 4.35 per cent on their property investment, according 
to reports filed by the carriers with the Commission and tab- 
ulated by the Bureau of Railway Economics. In 1923 their rate 
of return was 4.49 per cent. In its review the Bureau said: 


Although the railroads were operated in 1924 with the greatest 
efficiency in their history, they failed to earn a return of 5% per 
cent, which has been set up by statute as a full return for them. 

Gross operating revenues of the Class I carriers in 1924 amounted 
to $5,986,492,100, a decrease of $373,931,100 or 5.9 per cent compared 
with the preceding year. Operating expenses amounted to $4,558,- 
307,800, a decrease of $386,827,600 or 7.8 per cent. 

The freight revenue for the year 1924 amounted to $4,347,916,000 
—— with $4,625,786,000 in 1923: This was a reduction of six 
per cent. 

The passenger revenue amounted to $1,076,615,000 compared with 
$1,147,578,000 for 1923, a reduction also of six per cent. These totals 
include the amounts received by the railways in the form of a sur- 
charge on sleeping and parlor car tickets which aggregated $37,489,000 
in 1923 and approximately the same amount in 1924. 

Revenues received for the carriage of mail increased about five 
percent; express revenue showed a smaller relative decline than 
freight or passenger revenue; “all other’ revenue declined about 
six per cent. 

Earnings by districts for the year with the percentage of re- 
turn based on property investment follows: 








Net Railway Rate 

Region Operating Income Earned 
ee $ 35,727,730 3.74% 
Nee 183,333,460 4.84% 
Cénmeret :‘Mastern Remion. ......ccccccccceccccss 194,911,371 4.26% 
Pocahontas Region ........ aw cinta ola cole w Oktdat 52,525,674 6.03% 
Tetel—Mastern District... ..ccccccevccssces $466,498, 235 4.58% 
Total—Southern District ............-..0+5 $142,554,438 5.20% 
PUUONNRINET: TROGION o..0.0.6s.cins Kctectieccdecene $104,873,704 3.12% 
COMEPRL WOENCOGEN TRGBIOR . occcc cccccccccevesoss 181,262,509 4.21% 
ee TT - 91,944,778 4.34% 
Total—Western District......... Nae were eokiele $378,080,991 3.87% 
Grand Total........ ied be eeb estes occ eee e$981,193,664 4.35% 


Twenty Class I roads had operating deficits in 1924 of which ten 
were in the Eastern and ten in the Western Districts. In 1923 six- 
teen had operated deficits of which eight were in the Eastern, one 
in the Southern and seven in the Western Districts, 
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Maintenance expenditures during the year amounted to $2,072,442, - 
480, a reduction of $223,035,260 or nearly ten per cent under 1923. 
Maintenance of way expenses in 1924 showed a reduction of $19,- 
590,091 or 2.4 per cent, while expenditures for maintenance of equip- 
ment were reduced $303,445,171 or 13.8 per cent. 

Class I railroads in 1924 paid out alone in taxes, $344,073,780, an 
increase of $6,739,360 over the amount paid in 1923. This means that 
the average paid daily by the railroads for taxes in 1924 was $940,092 
compared with $924,204 in 1923. q : 

Net operating income showed a slight increase, from $983,736,200 
in 1923 to $987,133,650 in 1924. This increase of approximately $3,397,- 
000 in net operating income was brought about despite a decrease of 
nearly six per cent in gross operating revenues resulting from the 
fact that freight traffic in 1924, measured in net ton miles, was ap- 
proximately six per cent less than the preceding year. The rail- 
roads, however, were able, due mainly to increased efficiency in 
operation, to reduce their operating expenses in 1924 by nearly eight 
per cent compared with those in 1923. 

The fact their net operating income was greater in 1924 than 
the previous year while the rate of return was less, resulted from 
additional expenditures for improvements and betterments to enable 
the railways to continue to handle successfully the enormous traffic 
offered them by the shippers. 

Compared with 1920, operating expenses in 1924 showed a re- 
duction of $1,272,000,000 of which $670,000,000 were passed along to 
the public during the year just passed in the shape of reduced freight 
and passenger rates. That is to say, had freight and passenger 
rates in 1924 been at the level of those fixed by the general rate 
increase of 1920, the total charges made for transportation by the 
railroads in 1924 on the traffic actually handled in that year would 
have been $670,000,000 greater than they were. ; 

Carriers in the Eastern District had a net operating income for 
the year 1924 of $466,498,200 compared with $479,415,300 in 1923 or a 
decrease of $12,917,100. Freight traffic in the Eastern District in 1924, 
according to incomplete returns, was about ten per cent under the 
preceding year. Operating revenues of the Eastern carriers totaled 
$2,945,972,300, a decrease of 8.5 per cent under the previous year. 
Operating expenses totaled $2,276,646,350, a decrease of 10.3 per cent 
under the year before. 7 ’ 

Class I carriers in the Southern District in 1924 had a net op- 
erating income of $142,554,400 compared with $129,764,450 in 1923. 
Freight traffic on the Southern roads in 1924 was about four per 
cent below the year before. Operating revenues of the Southern 
carriers during the year just passed totaled $788,343,600, a decrease of 
2.5 per cent under those for 1923, while operating expenses totaled 
$595,090,990, a decrease of 5.2 per cent compared with 1923. 

Carriers in the Western District had a net operating income in 
1924 of $378,080,990 compared with $374,556,760 for the preceding year. 
Freight traffic in the Western District showed a decrease of nearly 
two per cent under 1923. Operating revenues of the Western car- 
riers totaled $2,252,176,160, a decrease of 3.4 per cent under the year 
before, while operating expenses totaled $1,686,570,400, a decrease of 
5.2 per cent. 

For the month of December alone the net operating income of 
the Class I roads amounted to $86,988,470 compared with $70,030,890 
in December 1923. Gross operating révenues for the month totaled 
$505,522,950, an increase of $10,864,705 or 2.2 per cent over December 
last year. Operating expenses for December amounted to $381,415,250, 
a decrease of $6,758,560 or 1.7 per cent. 


WESTERN CLASS RATES 


The latest step in the effort to settle informally the dif- 
ferences between shippers and carriers ag to what shall be the 
proper scale involved in the Western Trunk Line class rate 
adjustment, tariffs for which have been suspended by the Com- 
mission in I. and S. 2319, was taken February 12. The continu- 
ation of attempts to settle the case by co-operation was the 
result of the action taken by the presidents of the western 


roads after considering resolutions addressed to them by ship- 
pers in western territory. 


On February 12, the steering committee of the shippers in 
Western Trunk Line territory met with the traffic representa- 
tives of the western lines to present their opinion and what- 
ever action they desired taken on the proposal submitted to 
the shippers by Mr. Boyd’s committee, January 29. The car- 
riers at that time had offered to amend the proposed increases 
to the point of placing the new scale on the basis of $1 for 
first class. The shippers indicated that they would like time 
to consider the amended proposal and it was agreed that they 
would withdraw from the conference to return, February 12. 

At the meeting on that date the shippers presented a coun- 
ter proposal, which was the result of an examination of the 
amended scale proposed by the carriers and was recommended 
in the majority report of the steering committee, headed by 
J. P. Haynes, director of the traffic department, Chicago Asso- 
ciation of Commerce. Because of the indefinite state of the 
carriers’ action on the shippers’ proposal, neither the details 
nor basis of the latest proposal were made public. The car- 
riers’ representatives, headed by Mr. Boyd, withdrew for a 
brief consideration of the shippers’ new proposals at the meet- 
ing February 12 and returned to inform the shippers that the 
traffic representatives of the roads desired time in which to 
give further careful consideration to the counter proposal. This 


was agreed to by the shippers and the conference was adjourned 
until next week. 








WOODLOCK APPOINTMENT 


/ The Senate interstate commerce committee did not act this 


ek on the nomination of Thomas F. Woodlock to succeed 
Commissioner Potter. The indications are that action may be 
deferred until the end of the session. If no action should be 


taken by the Senate, the President could give Woodlock a re- 
cess appointment. 
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EASTERN CLASS RATE CASE 


The Traffic World Washington Bureau 

Some definiteness and some speed were shown in the 
hearings on the eastern class rate investigation proposals of 
the carriers at the afternoon session of February 5. R. N. 
Collyer, the first witness, finished the presentation of his forty 
or fifty exhibits a short time ahead of the hour for the com- 
pletion of that work, set upon the schedule prepared by the 
railroads for their own guidance. Mr. Collyer’s testimony did 
not depart from the line indicated in his own declaration and 
that of Mr. Barrett that the object of the exhibits was to show 
facts and not to indicate conclusions to be drawn therefrom. 

J. P. Dervin followed Mr. Collyer with an explanation of 
how the mileages used in the exhibits were calculated so that 
if shippers had any fault to find with the figures showing dis- 
tances between given points they would know how the rail- 
roads had arrived at them, and be able to point out errors, if 
they thought errors had been made. Mr. Dervin also finished 
his work a little ahead of schedule. 

The definiteness to which reference was made was shown 
by O. S. Lewis, freight traffic manager for the Baltimore & 
Ohio, who discussed the relative measure of the basic scale. 
As shown by Mr. Collyer’s testimony, that scale is higher than 
the Central Freight Association scale and lower than the New 
England scale. It is one cent higher for the first five miles 
than the C. F. A. scale and two cents lower than the New 
England scale. Mr. Lewis said the basic scale was higher 
than the one used in the territory immediately to the west 
because the carriers believed there were good and sufficient 
reasons for a difference in the levels. Among the reasons, he 
said, was the fact that operating conditions in trunk line were 
not as favorable as in C. F. A. territory, although, he 
said, that that was not the controlling reason. The difference 
in topography, he said, was a fact of which he assumed the 
Commission could take judicial notice, and therefore he did 
not think it necessary to prepare any exhibits on that point. 
He did, however, put in an exhibit showing that the sum of 
the grades up which freight had to be carried, eastbound, in 
Central Freight Association territory, on roads having a mile- 
age of 12,385, was 121,881 feet and westbound 103,267 feet, 
making an average of 6.87 feet per mile. In trunk line ter- 
ritory, on roads having a mileage of 20,250, he said, the sum 
of the grades was 143,391 feet eastbound and 159,575 feet west- 
bound. That made an average of 7.475 feet per ‘mile. 

Mr. Lewis, just to show some of the operating conditions 
encountered in the mountainous regions of trunk line territory, 
read telegrams about rock falls and earth slides in West Vir- 
ginia on the line of the Baltimore & Ohio in a twenty-four hour 
period. Among the facts shown was that one passenger train 
was delayed more than six hours and that a large rock could 
not be blasted from the track because of the illness of a man 
living near the point where the rock had fallen on the track. 

“May that be taken as typical of the service on the Balti- 
more & Ohio,” jokingly asked Commissioner Eastman. 

“I think so, especially that part where the trackmen re- 


frained from blasting on account of the illness of a man,” 
answered Mr. Lewis. 


After Mr. Lewis had finished his description of transporta- 
tion conditions, for purposes of contrast, in Trunk Line and 
Central Freight Association territories, Mr. Collyer, who had 
finished his general testimony, was recalled to describe a pro- 
posed grouping of New York City and points in what is gen- 
erally called the metropolitan area, as to certain aspects of it. 
Other aspects were to be treated by F. J. Fell, R. D. Tilt and 
two other witnesses whose names were to be announced later. 

Apparently what the carriers proposed was about as com- 
plicated a thing as could be imagined. The central idea, how- 
ever, seems to be that recognition should be given to the fact 
that service in the metropolitan area is expensive. Therefore it 
was proposed to group it and to provide a scheme for making 
rates that would take cognizance of the expensive service. The 
fundamental proposition was that, in making rates to and from 
the group, which extended into Jersey as far as Newark, the 
actual distances to and from Jersey City should be inflated by 
the addition ef. ten miles, to and from all points in trunk line 
territory, but that in calculating distances from beyond trunk 
line territories the inflation could be absorbed gradually until 
it did not appear in the rates at all. 


Another proposition was that on “short-haul traffic’ there 
should be inflations by as much as fifty miles, to and from 
points on Long Island, observing the rates for 110 miles as 
maxima. That maximum would make 110 miles the limit of the 
short-haul territory and bring it to the edge of another group 
around Philadelphia. Mr. Wilson, representing Philadelphia in- 
terests, asked why Philadelphia was not included in the exhibits 
showing the effect of the proposal. Mr. Collyer said that Phil- 
adelphia was not intended to be included in the short-haul terri- 
tory and would be treated by a witness to whom had been as- 
signed the duty of explaining the proposed Philadelphia group- 
ing, the schedule showing that H. C. Stauffer had been ap- 
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pointed to make the Philadelphia grouping proposal, on February 
10. Mr. Collyer objected to having Philadelphia shown in his 
exhibits pertaining to the New York grouping and Mr. Wilson 
did not press his point that it should be as shown when Mr. 
Eastman did not appear to approve the suggestion. Mr. Wilson, 
however, pointed out that the New York exhibits included points 
more than 110 miles from New York. 

While Mr. Collyer said there was no promise that traffic, 
in such a trucking area as the metropolitan district, would move 
on the rates that would result from the use of the proposals, he 
submitted exhibits to show that on sixth class there would be 
less difference in the rates than now existed between points in 
the group. 

Mr, Eastman wanted to know why the carriers did not 
propose to add an arbitrary in cents per 100 pounds rather than 
by inflation of the distances, adding that New York did not 
appear to be in need of coddling. Mr. Collyer said the question 
whether the rates resulting from the use of the proposals would 
move traffic also raised the question whether there should be 
a grouping. 

A. H. Elder of the Central of New Jersey was put in charge 
of the presentation of the testimony relating to the New York 
grouping and the short haul rails. He made suggestions which 
resulted in the addition of explanations on points that seemed 
to make shipper traffic men and their counsel gasp when they 
were first made; that is to say, he suggested additions, which 
when made, tended to show that the railroads were not putting 
forth the proposals as final conclusions upon which they desired 
to rest if interpreted by shippers as proposing the radical 
changes that apparently the shippers thought would follow a re- 
arrangement of the rate structure on a basis of inflation of 
mileages in the metropolitan area, and in short haul territory. 

Such speed was made in the hearings on the first four 
days that February 7 was a holiday for participants in the case. 
The thought then was that the hearings would never be more 
than one day ahead of the schedule. It was thought that it 
would not be fair to those who made plans for attending for 
particular purposes to call witnesses on given phases more than 
twenty-four hours ahead of the time set for them. It was as- 
sumed that most of the plans were elastic enough to permit 
of such running ahead of the schedule. 


The Long Island Railroad and the Staten Island Rapid 
Transit Railway phases of the New York City grouping propo- 
sition were disposed of on February 6 by Donald Wilson, general 
freight agent of the Long Island, and Samuel House, assistant 
freight traffic manager for the Baltimore & Ohio, the latter 
speaking for the Staten Island Rapid Transit. When Mr. Wil- 
son was asked whether the Pennsylvania controlled the Long 
Island he said he was not an officer and not in a position to 
answer of his own knowledge. Mr. House said the Baltimore 
& Ohio controlled the Staten Island Rapid Transit. Mr. Wilson 


said truck competition was taking traffic from the Long Islaid 
road. 


Rates to and from points on those insular branches of the 
two trunk lines are included in the scheme for the inflation 
of mileages in the metropolitan area. The two witnesses out- 
lined the suggestion in more detail than was given in the 
testimony of Mr. Collyer. The latter merely referred to the 


proposals as to added ae to take care of rates to and from 
island points. 


A move on the part of shippers to force the railroads into 
making definite proposals for a revision of eastern class rates 
was made by Wilbur La Roe, Jr., acting as attorney for the 
Associated Industries of the State of New York, the Buffalo 
Chamber of Commerce, Jamestown Chamber of Commerce, Syra- 
cuse Chamber of Commerce, Eastern New York Shippers’ Con- 
ference, Northeastern Shippers’ Conference, Poughkeepsie Cham- 
ber of Commerce, Mathieson Alkali Works, Roessler & Hasslacher 
Chemical Company, Donner Steel Company, Inc., Wickwire-Spen- 
cer Steel Corporation, Seneca Iron and Steel Company of Buffalo, 
Buffalo Bolt Company and the International Paper Company, 
at the beginning of the hearing on February 9. He submitted a 
motion requesting the Commission to remand the entire matter 
to the carriers with instructions to submit, on or before a day 
specified, definite proposals which they would defend and which 
would bring their rates into conformity with the law, and that 
the testimony of shippers be deferred until after such definite 
proposals had been submitted by the carriers and cross-examina- 
tion thereon completed. 

In his recital, Mr. La Roe said there was no proposition 
before the Commission for shippers to answer, the trunk line 
carriers having failed to submit any proposals. In support of 
that declaration, he said, the principal witness for the trunk 
lines said the trunk lines “are not advocating that the rates 
shall be changed and they are not advocating that the rates 
shall remain as they are”; and that counsel for the carriers said 
the trunk lines would not be prepared to submit their “conclu- 
sions” until “after we have heard what the shippers have had 
to say and when all the testimony has been presented.” 

“The product of seven years of labor by the traffic experts,” 
said Mr. La Roe, “is a vague, indefinite and incomplete proposal, 
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which they are not prepared to defend and which their counsel 
describes on the record as ‘an adventure into the new and 
untried.’ ” 

Continuing, Mr. La Roe said the law had never contemplated 
that the Commission would take upon itself the burden of initiat- 
ing rates throughout a wide territory. On the contrary, he said, 
it specifically contemplated that the carriers should initiate and 
propose rates and that shippers should have a fair opportunity 
to show the propriety or impropriety of rates so initiated and 
proposed by the carriers. In the present proceeding, he said, no 
such opportunity was afforded because nothing had been sub- 
mitted as the proposal of the carriers. 


Considerable apprehension, he said, was now felt by shippers 
because of the vagueness and indefiniteness of the suggestion 
submitted by the carriers. The principal witness, he said, had 
made it clear that the carriers, as a whole, would take no posi- 
tion with respect to commodities moving on class rates or on 
rates definitely related to the class rates. He said the witness 
(Mr. Collyer) had definitely refused to state whether commodity 
rates lower than the class rates would be retained or whether 
commodity rates higher than the class rates would govern. He 
said it was clear, both from the opening statement of counsel 
for the carriers and from the testimony of their witnesses, that 
it was the full intent and purpose of the carriers to evade the 
responsibility and burden which, he said, the law contemplated 
they should assume, and shift the entire burden and responsi- 
bility to the Commission. That, he said, was at variance with 
the plain intent and purpose of the law. 

Mr. La Roe said the denial of the fourth section application 
made it the duty of the trunk lines to eliminate the fourth sec- 
tion departures and to submit definite proposals, supported and 


justified by them, bringing their rates into conformity with the 
law. 


“This they have completely failed to do,” said Mr. La Roe, 
“and have in practical effect taken the position that the Inter- 
state Commerce Commission or the shippers should tell them 
how to avoid the fourth section departures. The law contem- 
plates no such thing. * * * We respectfully submit that the 
ends of justice will be best served and the spirit of the law 
best complied with, if the carriers are required in the first 
instance to submit and defend definite proposals that will elimi- 
nate their fourth section violations, with opportunity for shippers 
to cross-examine the carriers’ witnesses upon such definite 
proposals before the evidence of shippers is received.” 


R. W. Barrett, general solicitor for the Lehigh Valley and 
chairman of the committee of counsel in charge of the case for 
the carriers, commenting upon Mr. La Roe’s motion, said that 
as he recalled the matter, the case was initiated upon petition 
of the railroads and the shippers, and not merely upon the 
petition of the carriers. That suggested to him that the shippers 
as well as the carriers had the duty of making proposals in a 
case which had been originated by their joint action. 


“™ Harry C. Stauffer, freight traffic manager for the Reading 
Company, was the witness put on the stand in support of the 
grouping suggested by the carriers for treatment of the rate 
situation in and around Philadelphia. The suggestion was that 
10 miles be added to all distances to and from Philadelphia in 
the calculation of rates and that allowance be made wherever 
necessary for the crossing of the Delaware River. 

After the flurry caused by Wilbur LaRoe’s effort to com- 
pel the carriers to propose something definite and get behind 
it had subsided, the trunk lines resumed an explanation of the 
groupings proposed for the cities on the eastern edge of trunk 
line territory. T. H. Fee explained the Baltimore grouping and 
A. P. Gilbert the Virginia grouping, the mileages and scales to 
be applied. Then Mr. Collyer was recalled, practically for cross- 
examination, but he declined to undertake the answering of 
questions not bearing directly on the testimony he had given. 
W. H. Chandler, of the Merchants’ Association, suggested that 
Mr, Collyer might be taken as an adept at periphrasis, the art 
of saying nothing in many words, Mr. Chandler being one of a 
dozen traffic men and attorneys who had asked questions which 
Mr.- Collyer said should not have been addressed to him be- 
cause they related to subjects covered by other witnesses. 

“One witness cannot know everything,” said Mr. Barrett 
just after Mr. Collyer said that fourth section departure ques- 
tions should be addressed to Samuel House, the Baltimore & 
Ohio man who testified about Staten Island rates and mileages. 

A rearrangement of the schedule, on account of the speed 
that had been made, was announced just before the end of the 
hearing on February 9. Broadly speaking, everything on the 
schedule from that day forward was moved up, so as to come 
up about a day ahead of the schedule, as first arranged. A 
new No. 17 was inserted pertaining to groupings in Virginia, as 
proposed by Virginia lines, to be observed in the making of 
rates between Virginia and Central Freight Association terri- 


tory. The rearranged schedule, from February 10 and forward, 
was as follows: 


10. Defense of scales 2, 3 and 4, New York state, Tuesday after- ~ 


noon, February 10. 
11. Defense of scale 2, Baltimore & Ohio Railroad, O. S. Lewis, 
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Tuesday afternoon, February 10, and probably Wednesday morning, 
February 11 


12. Fourth section situation, Mr. House, Wednesday, February 11. 

13. Proposal of Central Freight Association Lines in respect of 
rates within that territory, Thursday morning, February 12. 

14. General statement concerning rates to and from Central 
Freight Association Territory (principally in reference to westbound 
rates), R. N. Collyer, Thursday, Febraury 12. 


General statement in reference to same subject (principally east- 
bound rates), E. Morris, Friday, February 13. 


15. Groupings in Trunk Line Territory (eastbound and westbound), 
+E. P. Bates, Friday, February 13. 


16. Grouping in Central Freight Association Territory, James 
wee Saturday, February 14. 


Groupings in Virginia (between Virginia and C. F. A.), Vir- 
ginia Lines, February 16. 


18. Fourth section situation in Central Freight Association, V. C. 
Williams, Monday, February 16. 


19. Short-haul rates in the vicinity of western termini, witnesses 
to be announced, will probably be February 16 and 17. 


Although cross examination, in a technical sense, has not 
been provided for in the case, representatives of shippers, in 
the course of the testimony ask questions presumed to be for 
no purpose other than that of developing the thought the wit- 
ness may be trying to convey. In one of the series of ques- 
tions put to Mr. Collyer by Mr. LaRoe the fact was brought 
out that the Hoboken Shore road was not included within the 
plan for short-haul rates in the New York group. Mr. Collyer 
said it was not included because it seemed to be desirable to 
treat it in some other phase of the subject, as it seemed to be 
a part of the lighterage situation. Shippers suggested, by their 
questions, that as the matter now stood, that railroad was be- 
ing treated as it were on the Manhattan side instead of on the 
Jersey shore. 

Before Mr. Gilbert resumed his testimony Examiner Hos- 
mer told those in attendance that if they desired to say any- 
thing about the motion to remand the proposals to the carriers 
with instructions to bring forward something they desired to 
defend, the Commission would receive it, in writing, if filed by 
the morning of February 11. 

Mr. Gilbert, at the morning session of February 10, con- 
tinued his explanation of the Virginia groupings, mileages and 
scales, particularly scale No. 2 which provided rates ten per 
cent higher than the scale intended for use in the main part of 
trunk line territory, if the Commission found it suitable for 
that purpose. 

G. F. Butler, speaking for the Norfolk & Western in re- 
spect of the scales intended for use in Virginia and West Vir- 
ginia, Nos. 2 and 3, said the Norfolk & Western was opposed 
to the use of trunk line rates in its territory and used them 
only because the Chesapeake & Ohio introduced them, that is, 
for competitive reasons. It considered them too low for use 
in Virginia and West Virginia. He said the carrier was also 
opposed to the revision now under discussion because it seemed 
to it that the basis was too low. Answering a question by 
Commissioner Eastman, Mr. Butler admitted that the money 
consideration involved would be low but he said the Norfolk & 
Western, on principle, was opposed to the use of scales which 
would have the effect of reducing its local rates. 

Assuming, however, that the scales would have to be used, 
he said the Norfolk & Western proposed to use scale No. 2 be- 
tween main-line points on the part of the line between Kenova 
and Norfolk, with graduated differentials or arbitraries to 
branch line points, and on some branches the No. 3 scale rates. 
The Winston-Salem and Durham branches, he said, were ex- 
cluded from the proposed application of the scales to which the 
carrier was opposed, because it was felt they would have to 
take whatever scales applied to the roads in southern territory 
with which they competed. The listeners were not sure as to 
the application to be made of the two scales under discussion 
and asked questions about the applications, which may make 
the proposed application clear, when the questions and an- 
swers have been studied but which were not clear at the time. 
Mr. Butler was at pains, however, to make it clear that the 
Norfolk & Western did not:subscribe tq the proposition that 
revision should be made because, as he said, the effect would 
be to make material reductions in the local rates of the Nor- 


folk & Western, the operating conditions on which, he said, 
were severe. 


The Virginian, speaking through W. S. Saunders, its wit- 
ness, put forward under that phase of the general subject called 
Virginia grouping, mileage and scales, was as outspoken in 
opposition to revision of the class rates applicable on its lines, 
as the Norfolk & Western. He indicated that the carrier for 
which he was speaking was forced into the case and that it 
could not view the proposals, suggestions, or whatever they 
might be called, with anything other than hostility because 
they meant reduction in revenue. Answering questions by D. 
Lynch Younger, he said no revenue test had been made, but 
that “we” knew the scales would make a reduction in rates 
and revenue of considerable size. He said the Virginian would 
like to apply the Official Classification locally, instead of the 
Virginia classification, and use the interstate rates as to the 
standard under that Official Classification. He said the Vir- 
ginian had adopted the Norfolk & Western rates when it opened 
its line for business and had changed its rates on account of 
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competitive conditions when such changes were made. He said 
the Virginian would undertake to defend its fourth section 
departures. 

Defense of scales Nos. 2, 3 and 4 was begun late on the 
afternoon of February 10. Archibald F. Kuntz, a civil engineer 
on the staff of the New York Central, put into the record data 
concerning grades and other facts which cause adverse oper- 
ating conditions. 

Support for the LaRoe motion to remand the matter that 
had been put into the record by the eastern carriers with in- 
structions to them to present something they would support, 
was given at the beginning of the session on February 11 by 
Thomas M. Woodward, representing shippers in Philadelphia, 
in northern New York and some in New England, and Mason 
Manghum, the latter representing New England, trunk line and 
Virginia shippers. Mr. Manghum’s support was given with a 
proviso that the Commission rule unequivocally at this time 
that in the event the carriers concluded not to submit any 
definite proposals before the shippers were heard that they 
be barred from hereafter submitting any such definite pro- 
posals and be confined and restricted to rebuttal evidence. 
In addition, his formal adhesion said: 


It will be recalled that in the Commission’s notice of Novem- 
ber 28, 1924, the Commission stated ‘At the first hearings carriers 
should either defend their present proposals * * * or substi- 
tute other proposals which they are prepared to defend.” Up to 
the present time it is manifest to all that the carriers have 
neither defended any so-called proposal nor offered any substi- 
tute proposal, and it is imperative and vital to all concerned 
that the carriers comply with the Commission’s notice in one 
or the other respect, failing in which the Commission should 
remand the case as in said motion provided, or make a ruling 
restricting the carriers to the adducing of strictly rebuttal 
evidence only after the shippers shall have been heard, as 
herein set forth. : 


Commissioner Easiman ruled that he did not desire to have 
the matter discussed at that time, some of the representatives 
of shippers being ready to discuss the subject. 

Frederick Williamson, a general superintendent of the New 
York Central, testified as to operating conditions in that part 
of New York in which it was suggested that scales 2, 3 and 4 
should apply, to build up the contention that the operating 
conditions there were not as favorable as in the territory where 
scale No. 1 had been suggested as the basis for rates. 

J. P. Dervin presented a comparison of past and present 
class rates on the New York Central, goinng back as far as 1891 
to bring into contrast the rates applicable on the main lines 
where No. 1 scale would apply if adopted and those on the 
branch line and between the branch lines and the main lines, 
the tendency of his exhibits being to show that the spread 
between main line and branch line rates is now and under 
the new scales would be less than in the earlier days. 

In the course of his testimony, Mr. Dervin said that rates 
on the New York Central were on a mileage basis now both as 
to main and branch line points, having been made in accordance 
with memorandum mileage scales used in the traffic offices 
which issued rates. That reference to mileage scales brought 
C. E. Bell, Fayette B. Dow and Wilbur LaRoe to their feet with 
suggestions that the carriers be required to file in the record 
the mileage scales upon which existing rates were made so that 
shippers might might know the basis used in arriving at the 
figures. Mr. LaRoe thought it fundamental to have the data 
to be used in determining whether branch lines should take 
arbitraries over main line points and he was vigorously backed 
up by the other men who showed an immediate interest in the 
matter, partticularly Mr. Bell who used to make rates for 
southern ‘ carriers. 

Commissioner Eastman thought it would be well to have 
that material in the file so that those interested could find 
out how the present rates were made. He said the record was 
full of the rates themselves but that there was practically no 
testimony as to why any rate was what it was or upon what 
theory it was built. 

Parker McCollester, attorney in charge of the examination 
of the witness said he did not know about the memoranda to 
which Mr. Dervin had referred so he would not give a definite 
answer as to whether they would or would not be produced. 
Mr. Dervin said-he was just about to explain how the rates had 
been made and he thought he could satisfy the ones showing 
anxiety on that point. His explanation went to the reasons for 
setting down certain figures, one of which was to meet the 
competition of other carriers. 

O. S. Lewis of the Baltimore & Ohio resumed the stand to 
defend scale No. 2 and its application to the branch lines 
of the Baltimore & Ohio, locally, in West Virginia, south of 
the main line except the Ohio river division. The West Vir- 
ginia commission he said, after hearing, allowed the company 
to put in the rates made in accordance with that scale. He 
said the company proposed the use of the scale in that terri- 
tory and made a showing that satisfied the West Virginia 
commission. 

Mr. Fee, for the Western Maryland, was recalled to supple- 
ment his testimony about grades and operating conditions in 
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West Virginia where that carrier, like the Baltimore & Ohio, 
had made rates based on scale No. 2. He said the Western 
Maryland did not use penalty scales for making rates on 
branch lines; that is if a branch line, geographically, was 
within No. 2 scale territory, that scale was used. 

Samuel House came back to the stand to explain the 
effect of the fourth section of the federal law and the state laws 
in trunk line territory upon the circuitous lines under the 
proposed rates, if relief were not given. He said he had made 
no preparation to discuss existing situations although he said 
he would give such information about them as he could, if any 
were desired. 

Discussing suggestions put forth in one of Commissioner 
Eastman’s letters on the subject he said that limiting relief 
to circuitous lines by means of percentage of circuity would 
be to close routes, remove theoretical ills and replace them 
real ones. Placing a rate limitation, stated in terms of per- 
centage of the rate of the short line, would not be so unsound 
as the mileage limitation but would be bad enough. He was 
opposed to limitations, as tending to close routes and decrease 
the service now afforded shippers by circuitous lines. He 
pointed out that if relief were forbidden to a line having more 


than a certain percentage of circuity the limitation would enable __ 


a line 100 miles long to meet the rates of one 54 miles long but 
not that of another 51 or 52 miles long. He did not think 
much more of a limitation forbidding relief to the long line 
unless the amount collected by it was as much as 80 per cent 
of the amount collected by the short line. The question, he 
said, was not of reasonableness of compensation but of 
how much the long line would lose by reason of being forbidden 
to compete with the short line in certain lines of traffic simply 
because, for instance, the amount it could collect would not be 
the equal of 80 per cent of the amount collected by the short 
line. 

The schedule of hearings, which, earlier in the week, was 
advanced, was slowed up on February 12, so that testimony on 
the Central Freight Association territory phase of the matter 
was put off until the next day, and only half of that day was 
used. It was planned to have Mr. House complete his fourth 
section testimony on Wednesday and have Mr. Collyer make a 
statement concerning rates to and from Central Freight Asso- 
ciation territory the first thing Thursday morning. On account 
of some misunderstandings on the point, the schedule was 
changed so that Mr. Collyer would not come on until Friday 
morning when, under the second amendment of the schedule, 
he was due to make his general statement, principally in regard 
to the westbound rates, to be followed by Eugene Morris on 
eastbound rates, and E. P. Bates on groupings in Trunk Line 
territory both for eastbound and westbound traffic. They were 
to be followed on February 14 by James Webster, in respect 
of grouping in Central Freight Association territory, Mr. Web- 


ster to talk, as nearly as possible, on the schedule as first - 


amended. 


Apparently the shiatadian cent addition to the first class rate 
betwéen New York and Chicago which would be caused by the 
adoption of the proposal of the carriers was the most interest- 
ing phase of the whole matter. Although the schedule was 
slowed up as hereinbefore set forth there was a notable increase 
in attendance of representatives of big shippers on February 
12. They were prepared to fight the proposal, at least to the 
point of forcing the railroads to show, if possible, strong reasons 
for. such a big increase in the yard stick rate that is probably 
the best known in the country. 

Questions asked Mr. House, to have him develop his 
thoughts more fully in respect of the amount and kind of 
relief the carriers thought the Commission should give them 
from the provisions of the fourth section, brought from him the 
admission that, in proposing the scales, the trunk lines defin- 
itely proposed to disregard the competition of water lines and 
make their class rates without regard to what the water lines 
might do; that they proposed to disregard the rates which now 
reflect some concession to water competition. By implication 
he admitted that there might be more fourth section departures 
under the proposed than under the present rates but he thought 
such as might exist would be of a better quality, that is, more 
in line with the decisions of the Commission on fourth section 
departures in other parts of the country. 


Answers to questions also brought out Mr. House’s idea, { 


more definitely, that the Commission should not undertake to 
deal with fourth section departures by laying down mileage or 
money limitations to apply generally but to consider each situa- 


tion and deal with it in such a way that no routes nor service _ 
would be curtailed or eliminated, to the injury of both shipper 


and carrier. He said the carriers sought blanket relief as to 
the emergency routing rule in their tariffs; that is, to have the 
Commission grant relief to disregard of the fourth section in 
instances where the carrier, by reason of emergency conditions, 
had to disregard the tariff route and send it over some other, 
but protect the rate. 

Mr. House said there would have to be fourth section relief 
if there was to be an effort to maintain rail-and-water routes 
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in competition with all-rail routes on the present relationship, 
or anything like it. He pointed out why, if rail-and-water 
routes along the Atlantic coast into Central Freight Associa- 
tion territory were to be maintained, there must be relief. He 
dealt, in that phase of the matter, particularly with the situa- 
tion created by the desire of eastern points to get to and from 
Chicago via routes through Norfolk, Baltimore and other ports, 
to and from Central Freight Association territory. He said the 
carriers wished to be understood, in this case, as applying te 
both the federal and state commissions for relief in situations 
such as he had described. 

In answer to questions by Mr. LaRoe, Mr. House said the 
carriers last spring had decided it inadvisable to undertake 
justification of the existing fourth section departures for the 
same reason that he would deem it inadvisable for him to pit 
himself against Jack Dempsey. He pointed out that last April 
the carriers. were prepared to undertake their justification but 
that there were suggestions that the rates in question might 
not square with the other sections. of the act, particularly 
sections 1, 3 and 15a. 

“The. orthopedic specialist suggested,” said Mr. House, lik- 
ening the-class rate structure to a little girl, “that the child 
was not wearing ‘the proper kind of shoes. Some of the neigh- 
bors said they did not like her stockings, her dress or other 
parts of her outfit. We listened to the neighbors and we are 
here suggesting that perhaps the things we have exhibited 
will ‘be more :pleasing.” 

The intimation throughout was that the carriers had not 
initiated the case but that it came from the Commission and 
that he used the illustration about himself and Jack Dempsey 
because of the greater power of the Commission. 

In one of the clashes between himself and Mr. LaRoe he 
said the “reasonably compensatory” part of the fourth section 
was intended to keep the long lines from committing hari kari 
and that section 15a was intended to prevent murder of the 
direct lines. He said the equi-distant rule would destroy the 
grouping method of making rates, whether the group grew out 
of the basing-point system or out of a desire to give competitors 
the same rates. 

Mr. LaRoe made an ineffectual effort to get the witness to 
tell ‘about the disagreements among the trunk lines by asking 
him if it was not agreed, at one.of their meetings, that some- 
thing should be minimized.’ He also wanted to know if there 
was not disagreement between the lines. Objection was made. 
Mr. LaRoe:said he was not surprised. 

“Of course» there are disagiteements,” said Mr. Barrett. 
“We admit there are disagreements but we are not anxious to 
display the differences .of opinion developed among us in our 
effort to present something, as requested by:the commission, 
and forget the things on which we are united.” 


Objection was also. made to other questions which, if 
answered, would bring out how the carriers had agreed upon 
the testimony that ‘was to be presented in behalf of all. 

“We don’t think we should tell Mr. LaRoe how we pre- 
pared our testimony,” said Mr. Barrett, “unless you, Mr. Com- 
missioner, think it essential. We are willing to answer ques- 
tions about the testimony but do not think we should be asked 
to tell how we arrived at the conclusion as to what should be 
presented.” 

Commissioner Eastman sustained the objections, for the 
present at least, he said. 

Mr. LaRoe said that Mr. Bell had checked and found there 
were thirteen kinds of departures at present. He wanted to 
know whether the witness was going into the subject more 
fully than he had. Mr. House said that no preparation had been 
made to defend or to go into the present departures in detail. 
The carriers, he said, prepared to discuss only those that 
would follow the adoption of the suggestions made by them as 
to scales. 

James W. Carmalt, in behalf of the Ulster & Delaware, 
said it was not a party to joint class rates, but he was uncer- 
tain as to whehter he should go ahead now to show why that 
carrier should be exempted from an-order that might be made 
in this case or wait until later. Mr. Eastman told him to wait, 
suggesting that_other short lines would desire to be heard 
later. 

A formal answer:.on the part of the.trunk lines was dis- 
tributed at the morning session of February 12, to the remand 
motion of Mr. LaRoe. It was an enlargment on Mr. Barrett’s 
suggestion, made at the time Mr. LaRoe presented his motion, 
that the case was not initiated by the carriers alone but by the 
petition of the carriers and shippers and that Commissioner 
Eastman in his letters and the Commission, in its orders, had 
indicated that it was to be a cooperative matter. In part the 
answer said: 


Pursuant to this order, we conceive it to be the duty of both 
carriers and shippers to present to the Commission information 
relative to the matters within the scope of the investigation, not 
in the manner of contentious litigants, but as co-operating parties 
endeavoring to solve a difficult and important transportation problem. 

In its announcement of the first hearing the Commission said: 

“At this hearing the respondent carriers will be expected to 
submit consecutively such proposals and evidence as they wish to 
offer with respect to all the rates under investigation.” 
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With this request the carriers are endeavoring to comply. Since 
the principal questions are the desirability of a mileage scale of 
class rates in Trunk Line territory and the method in which, if at 
all, such a scale should be constructed, the carriers have come 
before the Commission with a plan for constructing mileage class rates. 
This plan is here referred to as the carriers’ proposal and it is 
both definite and precise. The submmission of this plan is made 
for the express purpose of aiding the Commission and the public 
to determine the desirability of any mileage scale, and, of this plan 
for constructing mileage rates as compared with some other. How 
ever, the establishment of any mileage scale in Trunk Line terri- 
tory involves such changes in the rate situation that without the ben 
efit of the criticisms of shippers and the information which is 
available only to them, the carriers do not feel that they would be 
justified in. making a final determination as to -the desirability ot! 
such a method of rate making in this territory. For this reason the 
carriers have said that they are not ‘advocating’ the proposed 


scales. 
REVENUE FREIGHT LOADING 


“Loading of revenue freight for the first five weeks in 1925 
totaled 4,450,993 cars,” says the car service division of the 
American Railway Association. 


“This was the greatest loading for any corresponding period 
on record, exceeding by 156,723, or 3.6 per cent, the correspond- 
ing period last year and by 211,614 cars, or 5 per cent, the cor- 
responding period in 1923. 

“Loading for.the week ended January 31 was 896,055 cars. 
This was a decrease of 28,199 cars under the preceding week 
and 33,568 cars under the corresponding period last year, but 
30,641 cars above the same period in 1923. 

“For the week of January 31, forest products and live stock 
were the only commodities to show an increase over the pre- 
ceding week, while grain and grain products, coal, merchandise 
and less-than-carload lot freight, miscellaneous freight, coke 
and ore showed decreases.” 


Loading by districts the week ended January 31 and for the 
corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 8,121 and 8,909; live 
stock, 3,206 and 3,752; coal, 45,018 and 54,917; coke, 2,946 and 3,044; 
forest products, 6,130 and 7,592; ore, 1,301 and 1,085; merchandise, 
L. C. L., 61,223 and 65,210; miscellaneous, 73,482 and 84,026; total, 
1925, 201,427; 1924, 228,535; 1923, 208,256. 

Allegheny district: Grain and grain products, 3,083 and 2,591; 
live stock, 2,554 and 2,965; coal, 48,523 and 51,947; coke, 6,545 and 
6,167; forest products, 3,302 and 3,590; ore, 1,589 and 2,636; merchan- 
dise, L. C. L., 46,851 and 47,494; miscellaneous, 64,978 and 69,857; 
total, 1925, 177,425; 1924, 187,247; 1923, 187,971. 

Pocahontas district: Grain and grain products, 239 and 280: live 
stock, 81 and 77; coal, 35,513 and 27,567; coke, 502 and 364: forest 
products, 1,213 and 1,677; ore, 71 and 125; merchandise, L. C. L., 6,843 
and 6,652; miscellaneous, 3,620 and 3,956; total, 1925, 48,082; 1924, 
40,698; 1923, 33,757. 

Southern district: Grain and grain products, 4,453 and 4,733; live 
stock, 2,337 and 2,117; coal, 25,741 and 26,129; coke, 1,020 and 1,085; 
forest products, 21,405 and 24,366; ore, 1,444 and 1,568; merchandise, 
L. C. L., 39,300 and 39,822; miscellaneous, 45,172 and 44,256; total, 
1925, 140,872; 1924, 144,076; 1923, 138,159. 

Northwestern district: Grain and grain products, 12,324 and 15,- 
664; live stock, 10,793 and 10,591; coal, 8,882 and 9,458; coke, 1,835 and 
1,452; forest products, 24,813 and 24,732; ore, 740 and 706; merchan- 
dise, L. C. L., 28,008 and 27.721; miscellaneous, 30,922 and 33,266; 
total, 1925, 118,317; 1924, 123,590; 1923, 114,241. 

Central western district: Grain and grain products, 14,104 and 

15,678; live stock, 12,813 and 11,312; coal, 21,509 and 22,530; coke, 302 
and 295; forest products, 9,802 and 9,892; ore, 3,356 and 2,779; mer- 
chandise, L. C. L., 35,055 and 34,564; miscellaneous, 46,582 and 46,- 
006; total, 1925, 143,523; 1924, 143,056; 1923, 130,640. 
_ Southwestern district: Grain and grain products, 5,567 and 5,756; 
live stock, 2,249 and 2,428; coal, 7,153 and 6,342; coke, 166 and 165; 
forest products, 8,952 and 8,959; ore, 384 and 607: merchandise, L. C. 
L., 14,843 and 14,699; miscellaneous, 27,095 and 23,465; total, 1925, 
66,409; 1924, 62,421; 1923, 52,390. 

Total, all roads: Grain and grain products, 47,891 and 53,611; 
live stock, 34,033 and 33,242; coal, 192,339 and 198,890; coke, 13,316 
and 12,572; forest products, 75,617 and 80,808: ore, 8,885 and 9,506; 
merchandise, L. C. L., 232,123 and 236,162: miscellaneous, 291,851 and 
304,832; total, 1925, 896,055; 1924, 929,623; 1923, 865,414. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1925 1924 1923 

‘Week’ of January 3r@. i. oi 60s. 765,727 706,292 767,296 
Week of January 10th............. 32,807 872,023 872,908 
Week of January 17th............. 932,150 894,851 864,297 
Week of January 24th............. 924,254 891,481 869,464 
Week ended January 3lst.......... 896,055 929,623 865,414 
TRAE ais ecaneiiess tace ohca 4,450,993 4,294,270 4,239,379 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 23-31, inclusive, was 213,921 as compared with 228,836 
cars in the preceding period, while the average daily shortage 
was 406 as compared with 569 cars in the preceding period, 
according to the car service division of the Amercan Railway 
Association. 

The surplus was made up as follows: Box, 90,163; ven- 
tilated box, 290; auto and furniture, 12,756; total box, 103,209; 
flat, 7,633; gondola, 38,740; hopper, 30,996; total coal, 69,736; 
coke, 976; S. D. stock, 16,035; D. D. stock, 2,236; refrigerator, 
13,382; tank, 237; miscellaneous, 477; total, 213,921. 

The shortage was made up of 61 box, 30 gondola, 14 hopper, 
6 D. D. stock, 1 refrigerator and 294 miscellaneous cars. 

Canadian roads reported a surplus of 23,550 box, 2,250 flat, 


300 gondola, 700 S. D. stock, and 250 refrigerator cars, and 
no shortage. 
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-Demurrage Tariffs 


Last of a Series of Four Articles on the Application and Interpretation of Demurrage Tariffs, 
Written for the Traffic World by G. Lloyd Wilson, A. B., M. A., Instructor in Com- 
merce and Transportation, University of Pennsylvania 


ANALYSIS OF THE RULES OF DEMURRAGE 


Claims—Rule 8.—Except for some few conditions named 
therein, the inclusion of rule 8 in the demurrage tariff would 
not be necessary if section A of rule 1 were clearly understood. 
However, it would require a highly trained expert to interpret 
sction A of rule 1 under various conditions. This claim rule, 
therefore, is published so as to avoid any misunderstanding or 
failure to collect or pay the lawful tariff charges. 

Many shippers and consignees, however, seem to find it 
difficult to understand clearly Rule 8. This is due to the fact 
that, in dealing with each section or each paragraph of each 
section, they fail to read it in conjunction with the preamble 
to the rule. This preamble reads as follows: 


No demurrage charges shall be collected under these rules for 
detention of cars through causes named below. Demurrage charges 
assessed or collected under such conditions shall be promptly canceled 
or refunded by this railroad. 


Then, under the caption “CAUSES,” are listed the causes 
“for detention of cars” as indicated in the preamble. 


The first cause listed is: Section A—Weather Interference. 
It is apparent that the direct “cause for detention of cars” 
must be weather interference. The weather must actually in- 
terfere with the loading or unloading of cars. Some shippers 
and consignees seem to be of the opinion that they are not 
responsible for detention of cars merely because it happens 
to rain, snow, or sleet. It cannot be emphasized too strongly 
that the tariff carries no provision for exemption from demur- 
rage merely because it happens to rain, snow, or sleet. It 
does provide that, if rain, snow, or sleet “interferes” with the 
loading or unloading of cars within the free time prescribed in 
rule 2, section A (applicable to cars held for loading or unioad- 
ing), or in paragraph 4, of section B, of rule 2 (cars held for 
partial loading or unloading), then the shipper or consignee 
shall be absolved from demurrage until he has had the total 
free time named in those rules. Such time must be actually 
free from interference in loading or unloading by the weather 
conditions. If the shipper or consignee fails to avail himself 
of good weather in the prescribed free time within which to 
load or unload his car, he must assume liability for demurrage 
thereafter, regardless of the ‘subsequent interference of the 
weather with his loading or unloading. 


The note to section A of rule 8 provides that a consignor 
or consignee shall not be absolved from demurrage because 
of weather interference if others similarly situated and under 
the same conditions reasonably could and did load or unload 
cars in the same period of time. The character of the freight 
must, however, be considered. Shippers and consignees some- 
times claim exemption from demurrage because it happened 
to rain in the period of free time while, in the same time, other 
shippers or consignees were able to employ men or teams in 
loading or unloading or were able to load or unload freight 
that was just as susceptible to injury from exposure to the 
weather as that of the claimant. Unless the shipper or con- 
signee can show that the others loaded or unloaded their cars 
because of peculiar stress of circumstances so that it could 
not have been considered a reasonable thing to do under 
ordinary conditions, they cannot make the condition of the 
weather an excuse for their delay in loading or unloading and 
are not exempt from demurrage. 


Perhaps this can be best illustrated by carload shipments of 
hay. The weather conditions may be such that, in removing 
the hay from the car, there would be danger of its getting 
wet so as seriously to injure it by causing it to become 
mildewed. The consignee, for that reason, does not unload 
the car until the weather is more favorable. At the same 
time, in the period of inclement weather, another consignee 
may unload a car of hay because he is compelled to do so by 
the fact that he requires the hay for immediate consumption 
by his stock. His hay would be consumed before it could 
be seriously injured by mildew. Under such conditions, it 
could hardly be said that it was reasonable for him to have 
unloaded the car and that he did so only under stress of cir- 
cumstances. His unloading could not be considered as a 
criterion for others that would deny the other consignees 
exemption from demurrage when prevented from unloading 
the hay because it would have been seriously injured from 
exposure. In a like manner, one consignee might unload a car 
of case goods, that would not be seriously injured from the 
weather in removing it from the car, while another consignee 


would seriously injure his commodity were he to attempt to 
unload his car. Those two consignees would not be similarly 
situated and working under the same conditions. 

Referring to that portion of the rule regarding weather 
interference such as to make it impossible for men or teams 
to work at loading or unloading, as well as to that portion 
referring to serious injury to freight, it should be understood 
that the loading or unloading of cars occurs at the car door 
and has nothing to do with the condition of public highways 
off the carrier’s right-of-way or with the character of vehicles 
the shipper or consignee may use. A distinction could not 
legally turn upon a difference in unloading facilities.” (Reports 
of committee, National Association of Railway Commissioners, 
that formulated the uniform code). 

Shippers and consignees must avail themselves of the 
thirty days’ limit within which to present written claims for 
the refund of demurrage charges caused by weather interfer- 
ence. The rule provides specifically that no additional time 
will be allowed unless such a claim, stating fully the conditions 
that prevented loading or unloading within the free time, is 
presented to the rairoad’s agent within thirty days after the 
date on which the demurrage bill is rendered. 

Paragraph 2, of section A, of rule 8, deals with cars con- 
taining lading that is frozen at the time it is actually placed 
for unloading. Again, the preamble to the claim rule must. be 
read in connection with this paragraph. Reading them together, 
they mean that, when cars are detained because, at the time 
they are actually placed for unloading, the lading is in such 
frozen condition as to require heating, thawing, or loosening 
to unload from the car, an additional period of 48 hours, making 
a total of $6 hours of free time, shall be allowed. The con- 
signee must, however, within 48 hours after actual placement, 
serve a written statement on the delivering railroad’s agent 
that the lading was frozen at the time it was actually placed 
and that heating, thawing, or loosening was required in order 
to unload the car. The detention must have been caused 
directly by the fact that, at the time the car was actually 
placed, the lading was frozen so as to require heating, thawing, 
or loosening to unload. If the detention is due to some other 


cause, it does not come within the provisions of the rule, even 
though contents were frozen. 


Paragraph 3 of Section A of Rule 8, specifically provides 
that no allowance on account of weather interference shall] be 
made on cars subject to rule 6, section B—that is, to empty carg 
placed for loading on shipper’s orders, but not used by him 


for loading an outbound shipment (whether used for other 
purposes or not). 


Section B, of rule 8, deals with the bunching of cars by 
carriers. Paragraph 1 deals with the bunching of cars for 
loading. If the shipper orders cars for loading on certain days 
and carrier accumulates the several days’ requirements: and 
places them at one time, the cars will be considered as though 
they had been placed for loading in the manner in which they 
have been ordered and free time and detention charges are 
computed accordingly. 

Paragraph 2, section B, of rule 8, deals with cars held for 
unloading or reconsigning. There is no difficulty or misunder- 
standing in correctly applying the rule to cars held for recon- 
signment. It is difficult, sometimes, to understand the correct 
application of the rule to cars held for unloading. Again, at 
the expense of repetition, it is to be pointed out that the pre- 
amble to rule 8 should be read in conjunction with paragraph 
2, of section B. Reading them together, they mean that no 
demurrage shall be collected “for detention of carg caused by 
bunching” when, as a result of the act or neglect of any carrier, 
cars that originate at the same point and move via the same 
route, or originate at diffierent points and move from an inter- 
mediate common point via the same route to destination for 
one consignee at one point, are bunched, either at originating 
point, in transit, or at destination, and delivered by the railroad 
in accumulated numbers in excess of daily shipments. 

Under such conditions the consignee shall be allowed such 
free time as he would have been entitled to had the cars not 
been bunched. It should be noted that the detention of the 
cars must have been caused by such bunching. Bunching of 
cars in delivery to the consignee does not always cause demur- 
rage to accrue. On the contrary, it sometimes is the means 
of saving the consignee demurrage that he would have been 
compelled to pay had the cars arrived in the same order in 
which they were shipped. For example, a consignee orders, 








from the same point, one car on each of ten consecutive days. 
If they arrived in the same order, one day apart, and he was 
not prepared to unload promptly, demurrage would accrue. 
Under such conditions, if the earlier shipments were delayed 
so that the ten cars were all tendered for delivery at the same 
time, the delay to the earlier shipments in transit saved the 
consignee a considerable amount of demurrage. Under such 
conditions, demurrage was not caused by the bunching of the 
cars. 

Section C.—Section C, of rule 8, provides, when read in con- 
junction with the preamble, that no demurrage shall be col- 
lected for detention of cars caused by a demand of overcharge 
in cases where the railroad’s agent demands the payment of 
transportation charges in excess of tariff authority. Occasion- 
ally, some consignee will set up a claim for relief from demur- 


rage merely because of an overcharge in the freight bill ren- 


dered, though the payment of the bill has no relation to the 
detention of the car. The rule simply means that, if the car- 
rier’s agent demands more than the lawful charges, and the 
consignee refuses to pay the overcharge and unload the ship- 
ment, no demurrage can be assessed under such conditions until 
he has received a corrected bill. The fact that the agent de- 
manded payment of more than the lawful transportation charges 
must be the sole cause of the detention of the car. 


Section D, of rule 8, pertains to demurrage charged for the 
detention of cars caused by delayed or improper notice by the 
railroad. Rule 4, section A, specifies the information that a 
notice of arrival shall contain. When a consignee receives a 
notice of arrival from the carrier, if it does not contain all the 
information specified so as to enable him to identify his 
shipment, then, as provided in rule 8, paragraph 1 (a), he 
should immediately, within the free time provided in rule 2, 
serve a written statement on the railroad’s agent requesting 
that the information required by rule 4-A, that was omitted 
from the notice of arrival, be supplied. If the consignee fails 
to serve such written statement on the railroad’s agent within 
the free time prescribed in rule 2, he is barred from receiving 
an allowance of additional free time. If he does serve such 
notice, then the delay to the car between the receipt of his 
statement by the carrier’s agent and the time the omitted 
information is furnished him, will be deducted in computing 
the detention to the car against the consignee. This refers 
only to “notices of arrival.” Note the distinction with respect 
to constructive placement notice, in paragraph 1 (b). 


Rule 8, section D, paragraph 1 (b), protects the consignee 
who takes delivery of cars on other-than-public-delivery track, 
where the actual placement, or, in lieu thereof, the constructive 
placement (tender)-of the car constitutes notification, but who 
is unable to identify his shipment. If he is unable to identify 
his shipment in a car actually placed on his track, or con- 
structively placed, for unloading, within the free time of 48 
hours (computed from the first 7 a..m. after placement on 
his track, or from the first 7 a. m. after constructive place- 
ment), he should serve a request in writing upon the carrier’s 
agent for such information as may be necessary for him to 
identify the shipment. If he serve such written request within 
the prescribed free time, he will not be charged with the deten- 
tion to the car between the time his request is received by the 
carrier’s agent and the time the information required is supplied. 
This rule makes a reference to rule 4, section A, note. It 
should be understood that, under this note, a consignee is not 
entitled to information as to the original point of a shipment 
‘on a car that has been reconsigned to him. The law protects 
the reconsignor so that it is unlawful for the carrier’s agent 
to disclose such information to the consignee. If the car has 
not been reconsigned to him, but was consigned to him from the 
beginning, he is entitled to information as to the original 
point of shipment. 


In connection with paragraph 3 of section D, rule 8, it 
should be explained that the mailing of a notice to the con- 
signee on a Sunday or legal holiday does not affect the compu- 
tation, of time, which begins to run in accordance with rule 
3 the same as if it had been mailed on a working day. How- 
ever, if a notice is mailed on a Sunday or a legal holiday, or 
if it is mailed after 3 p. m. on other days, as indicated by the 
postmark, and not received .until after the 7 a. m. at which 
free time began, then the, consignee may send or give the 
railroad’s agent, within the: first 24 hours of free time, written 
advice that the notice wag not received until after the free 
time had begun to run. If such be the case, and detention to 
car was due to that causa, he is entitled to five hours’ addi- 
tional free time, If the consignee fails so to advise the carrier’s 


agent, it is specifically provided that no additional free time 
shall be allowed. 


Section E, of rule 4, is intended to protect the shipper in 
case a shipment is refused or unclaimed at destination, and 
paragraph 4, of section D, rule 8, absolves the consignor from 
demurrage charges between the date he should have been 
notified in accordance with rule 4, section E, and the date he 
is actually informed. It should be emphasized that the con- 


432 THE TRAFFIC WORLD 





Vol. XXXV, No. 7 


signee is not absolved from demurrage under such circum. 
stances in the event he accepts the shipment and is compelled 
to bear the demurrage charges. It is only the consignor who 
is relieved and he is not entitled to relief unless he has been 
compelled to bear the demurrage charges without recourse 
to the consigee. Here, again, it should be pointed out that 
the preamble to rule 8 must be read in conjunction with this 
particular paragraph of section D, rule 8. The detention of 
the car must have been caused by the failure of the carrier's 
agent to send the notice referred to. Cases arise where agents 
have neglected to send such notice, but the consignee has 
notified the shipper or he has obtained the information from 
some other source. As soon as the shipper is informed that 
the car is refused or unclaimed, he cannot plead that the gub- 
sequent detention was due to the fact that the carrier’s agent 
had neglected to notify him that the car was on hand, refused 
or unclaimed. The detention could not have been caused by the 
carrier’s neglect after the time the shipper already had the 
information in his possession. It is only the detention caused 
by the failure to send the prescribed notice that the consignor 
is not held liable for. 

Section E, of this rule, provides for relief from demurrage 
charges arising out of error of any railroad that prevents 
proper tender or delivery. Demurrage, under such circum- 
stances, is to be charged on the bases of the amount that would 
have accrued but for such error. This applies in the case of 
constructively placed cars being “run around” by actually 
placing more recently arrived cars ahead of previous arrivals, 
Allowances for such cause will be made only to cars subject 
to rule 9 (average agreement) that are held beyond the fourth 
debit day—that is, only when the arbitrary charge of $5 a day 
results from “run around.” 


Section F.—Section F, of rule 8, absolves the consignee 
from demurrage in the time lost through delay on the part 
of the U. S. Customs. For example, the consignee has paid 
duty and filed clearance papers, and the custom authorities are 
responsible for subsequent delay. 


Rule 9—Demurrage Average Agreements.—Before detention 
can be computed on the average basis, shipper or consignee 
must execute a demurrage average agreement wth each indivi- 


dual carrier, to be effective at the station named in the 
agreement. 


The preamble to Rule 9 provides that when the agreement, 
as published in the tariff, has been entered into, the charge for 
detention of cars, on all cars subject to demurrage held for 
loading or unloading, shall be computed on the basis of the 
average time of detention to all cars released in each calendar 
month. The average detention time and charges are to be 
computed as further provided in the rule. It will be noted that 
the agreement must apply on all cars subject to demurrage 
that are held for loading or unloading. Manifestly, a portion 
of the cars held for loading or unloading could not be fairly 
excluded from the average computation. It also provides that 
the charges must be applied for the detention to all such cars, 
cars subject to demurrage held for loading or unloading, re- 
leased in each calendar month. Therefore, the arrangement 
must apply to all cars subject to demurrage that are held for 
loading or unloading and released in each calendar month. A 
portion of the cars released in each calendar month would not 
meet this tariff provision. For this reason, demurrage average 
agreements should be made effective the first day of any month. 
Of course, if no cars were released the first week of the month, 
the agreement could be effective at the end of such week and 
still include all cars released in the calendar month. 

The average basis for computing the charge for car deten- 
tion is essentially a give and take proposition. The shipper 
or consignee has the advantage of using unexpired free time 
on some cars to offset detention beyond the free time on other 
cars. He may escape demurrage on the average basis that 
he would be obliged to pay on the straight basis. In return, 
the carriers have the advantage of not being required to place 
cars for unloading in the order of their arrival, except that an 
allowance shall be made, in accordance with rule 8, section E, 
if arbitrary charges for detention beyond the fourth day result 
from failure to place cars in the order of their arrival. Fur- 
thermore, on the theory of the average basis being an average 
of good performance and bad performance, good weather and 
bad weather, and the like, the consignee waives any right to 
allowance for additional time because of weather interference 
or because of bunching of cars. 

The rule provides that one credit be allowed for each 
car that is released in the first 24 hours of free time. After 
the expiration of 48 hours’ free time, one debit per car per 
day, or fraction of a day, will be charged for each of the first 
four days. Thereafter, credits may not be used to offset further 
detention that will be charged for at the rate of $5 per car 
per day, or fraction of a day, including all subsequent Sundays 
and legal holidays. 

On cars subject to the average agreement, only the first 
four days’ detention beyond the free time may be included i2 
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the average computation, which corresponds to the $2 rate 
on the straight basis for the first four days. Subsequent deten- 
tion, including Sundays and legal holidays, is subject to the 
charge of $5 a day or fraction of a day, regardless of credits 
earned in excess of debits. 

An average agreement must include all cars released in 
each calendar month, but a separate account must be kept of 
cars held for loading and cars held for unloading. Credits 
earned on cars held for loading may not be used in off-setting 
debits on cars held for unloading, nor vice versa. It is not 
proper, under the rule, to execute a demurrage average agree- 
ment applicable only to cars held for loading or to cars held for 
unloading. If an agreement is entered into, it must apply to 
cars held both for loading and unloading, but a separate account 
must be kept for each class of cars. 

Section E.—Section E, of rule 9, provides that cars subject 
to section B, of rule 2, may not be included in a demurrage aver- 
age agreement account. The reason for this is that cars sub- 
ject to section B, of rule 2, are not carg held for loading or 
unloading but for reconsignment, diversion, reshipment, etc. 
Furthermore, such cars are entitled to only 24 hours’ free time. 
The average rule applies only to cars held for loading or un- 
loading, which are entitled to 48 hours’ free time, a credit 
being allowed for one day of free time unused on any one car 
and a debit assessed for each day’s detention, or fraction 
thereof, beyond 48 hours’ free time on any one car up to a 
total of four debits. ‘Thereafter, as previously explained, sub- 
sequent detention, including Sundays and holidays, is subject 
to a charge of $5 per car per day. Section E further provides 
that the party entering into the average agreerment shall not 
be entitled to cancellation or refund of demurrage charges 
resulting from weather interference or for bunching which has 
been caused by strike of carrier’s employes, or where the 
carrier has confiscated cars of coal to protect its fuel supply 
and subsequently released them to the consignee in accumu- 
lated numbers. The carrier may require the party entering into 
the agreement to give sufficient security for the payment of 
balances against him at the end of each month. 

Section G.—Under section G, it is clear that all cars loaded 
or unloaded within the jurisdiction of the same station must 
be included in an average agreement account. If the shipper 
or consignee desires, he may execute a separate average 
agreement for each of his plants that may be within the juris- 
diction of the same station. In no case can the cars loaded 
or unloaded within the jurisdiction of two or more stations be 
combined in one agreement. This reference to the jurisdiction 
of two or more stations is sometimes misconstrued as meaning 
the jurisdiction of two or more agents. Such is not the case. 
One agent may have jurisdiction over several stations, in which 
event the consignee must have a separate average agreement 
for each of such stations or for any one of them, but he can- 
not include the cars released at all of such stations in one 
average agreement account. The question of whether a station 
is a separate and distinct station would be determinable by 
the tariffs of the carrier. Section G further provides that cars 
loaded or unloaded by more than one consignor or consignee 
shall not be combined in one average agreement, but an excep- 
tion is made to cars consigned, reconsigned, or ordered to a 
public elevator, warehouse, or cotton compress serving various 
parties, “so long as the elevator, warehouse, or compress is 
held strictly responsible to the carrier for the detention of cars 
and for any demurrage that results from such detention” (I. C. 
C. Conference Ruling of October 31, 1918). 


AVERAGE AGREEMENT FORM 


Northeastern Railroad.—Being fully acquainted with the terms, 
conditions, and effect of the average basis for settling for detention 
to cars as set forth in I. C. C. 1581, the car demurrage rules govern- 
ing at all stations and sidings on the lines of said railroad, except 
as shown in said tariff, and being desirous of availing ourselves of 
this alternate method of settlement, we do expressly agree to and 
with the Northeastern Railroad that with respect to all cars which 
may, during the continuance of this agreement, be handled for our 
account of Eastport, N. Y., Station, we will fully observe and comply 
with all the terms and conditions of said rules as they are now pub- 
lished or may hereafter be lawfully modified by duly published tariffs, 
and will make prompt payment of all demurrage charges accruing 
thereunder in accordance with the average basis as therein estab- 
lished or as hereafter lawfully modified by duly published tariffs. 

This agreement to be effective on and after the first day of 
February, 1925, and to continue until termination by written notice 
from either party to the other, which notice shall become effective 
on the first day of the month succeeding that in which it is given. 

Approved and accepted January 31, 1925, by and on behalf of the 
above-named railroad by John T. Jones, Treasurer, 


OHIO VALLEY BOARD MEETING 


The Ohio Valley Shippers’ Regional Advisory Board met 
at the Severin Hotel, Indianapolis, February 10. The executive 
committee of the board held a meeting one day earlier and 
decided to drop the word “regional” from the name. It also 
authorized the appointment of committees representing bank- 
ers and canners. The regular reports of the commodity, rail- 
roads and special committees were heard at the board meeting, 
and some discussion was given to the problem of loading rules. 


The next meeting of the board will be held at Columbus, O., 
May 12. 


THE TRAFFIC WORLD 433 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 

Pipe Line Company Contracting to Transport Crude Oil Held 
Agent and Carrier of Buyers: 

(Supreme Court of Oklahoma.) Where the plaintiff, a pipe 
line company, makes a contract with a purchaser of crude oil 
to receive, transport, and load into the buyer’s tank cars, for 
a pipeage charge to be paid by such buyer, a certain quantity 
of crude oil purchased from an oil producing company, the pipe 
line company is the agent and carrier of the buyer.—Lawton 
Refining Co. vs. Amerada Petroleum Corporation et al., 231 Pac. 
Rep. 252. 

Seller of Crude Oil Held Released on Buyer’s Breach of Con- 
tract from Delivery of Other Oil to Pipe Line Company: 
Where a producer of crude oil enters into a contract with 

an oil-buying company to deliver into the pipe line of a carrier 
employed by the buyer certain quantities of crude oil, to be paid 
for at times stated in the contract of sale and purchase, and 
the buyer defaults in making the agreed payments, the selling 
company is released from its obligation to deliver into the 
carrier pipe line other quantities of oil in performance of the 
contract of sale and purchase.—Ibid. 

Pipe Line Company Must Prove Breached Duty of Seller of 
Crude Oil to Recover for Non-delivery Under Contract with 
Buyer: 

Where a crude oil producing company enters into a con- 
tract of sale and purchase of crude oil with an oil buying com- 
pany, and a part of the contract is that the oil be delivered 
into the pipe line of the carrier employed by the buyer, and 
that the buyer pay the seller for oil received, and the buyer 
defaults in making the agreed payments, and the seller, for that 
reason, refuses to deliver more oil, and the carrier, pipe line 
company brings suit against the seller for damages estimated 
upon a basis of what it would have earned if the contract of 
the seller and buyer had been carried out, before the carrier 
is entitled to recover such alleged damages from the seller it 
is incumbent upon the carrier, plaintiff, to show that the seller 
owed the plaintiff some duty in connection with the delivery 
of the oil which the seller had breached, occasioning the dam- 


ages; otherwise the claim for such damages cannot be main- 
tained.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 





Interstate Commerce Act Not Applicable to Contract to Furnish 
’ Ships for Transportation from Mobile to Pacific Coast: 

(District Court, S. D., Florida.) Interstate commerce act 
(Comp. St., sec. 8563 et seq.) held inapplicable to contract to 
furnish ships for transportation from Mobile to Pacific coast, 
in absence of continuous shipment or through bill of lading from 
inland point.—American Cast Iron Pipe Co. vs. Atlantic, Gulf 
& Pac. S. S. Corporation, 2 Fed. Rep. (2d) 397. 

May Be Impleaded Under Admiralty Rule 56: 

(District Court, S. D., New York.) The United States may 
be impleaded in an admiraltty suit under admiralty rule 56, 
on allegations which would render it liable over to respondent. 
—The Peereless, McAllister vs. Lambert Transp. Co., Inc., 2 
Fed. Rep. (2d) 395. 

Returning Chartered Barge Subject to Lien for Repairs Held 

Breach of Charter: 

It is a breach of the condition of a demise charter of a 
barge requiring it to be returned in good condition, except for 
ordinary wear, to return it in such good condition, but subject 
to a lien for the cost of repairs.—Ibid. 

Vessel Held to Have Deviated from Advertised Route: 

(District Court, S. D., New York.) Vessel advertised as 
destined for “Cardiff, Rotterdam, and Hamburg,” which, though 
carrying cargo for Rotterdam, passed entrance to that port and 
proceeded with intent to go to Hamburg and.return to Rotter- 
dam, held to have deviated, notwithstanding permission in bill 
of lading for it “to touch at any port or ports in any rotation 
or order in or out of the customary route,” such language 
relating only to ports on way to Rotterdam, either in or out of 
geographical order.—Smith vs. United States Shipping Board 








Emergency Fleet Corporation; Catz American Shipping Co. vs. 

Same, 2 Fed. Rep. (2d) 390. 

Custom, to Acquire Force of Law, Must Be General and Uniform, 
and Peacably Acquiesced in for Long Time: 

Custom or usage, to acquire force of law, must be general 
and uniform in business affected, and have been peaceably ac- 
quiesced in for long time.—lIbid. 

General or Uniform Custom, Having Force of Law, of Which, 
Shippers Should Take Notice, Held Not Established: 

A business usage whereby no more than 18 ships at most 
controlled by libelee had proceeded from Pacific coast to Ham- 
burg before discharging at Rotterdam, which practice had only 
been pursued for a period of about a year, held insufficient to 
constitute a general and uniform custom, having force of law, 
of which shippers should take notice.—Ibid. 

Emergency Fleet Corporation Held Liable for Losses from Un- 
authorized Deviation, Though Bills of Lading Signed by 
Agent: 

Emergency Fleet Corporation held liable for losses from 
unauthorized deviation, though bills of lading covering lost cargo 
were merely signed by independent firm as agents of Emergency 
Fleet Corporation, which was but agent for the United States.— 
Ibid. 

Shippers’ Statutory Remedy in Personam Against the United 
States in Place of One in Rem Against Government-owned 
Vessel Is Not Exclusive: 

Act March 9, 1920 (Comp. St. Ann. Supp. 1923, sec. 1251%4- 
12511441), designed to furnish shippers a remedy in personam 
against the United States in place of one in rem against a 
government-owned vessel employed in the merchant service, does 
not create an exclusive remedy, and shipper sustaining loss 
from unauthorized deviation may proceed either by suit in ad- 
miralty or at common law against Emergency Fleet Corpora- 
tion.—Ibid. 


DONNER CASE DISMISSED 


The Trafic World Washington Bureau 


Justice Bailey, of the Supreme Court of the District of Co- 
lumbia, on motion of P. J. Farrell and R. G. Curry, for the 
Commission, has dismissed Donner Steel Company, petitioner, 
vs. Interstate Commerce Commission, respondent, thereby deny- 
ing to the steel company the writ of certiorari sought by it 
under which it hoped to have the court review the refusal of 
the Commission to grant reparation in the steel company’s 
car spotting case. The Commission found the refusal of the 
carriers, in the Buffalo district, to spot the cars at the plants 
of the complaining company or to make an allowance to the 
company for performing that service, while spotting or making 
allowance to its competitors in that district, was unduly preju- 
dicial. In the case before the Commission the steel company 
claimed reparation amounting to $498,000. 


While the justice did not say he dismissed the case on the 
doctrine of res adjudicata, it was inferred that that was the 
ground upon which he based his judgment that the case should 
be dismissed. That conclusion is drawn from the fact that 
that the dismissal was made while Mr. Farrell was arguing that 
the doctrine of res adjudicata required the dismissal. The 
justice stopped Mr. Farrell’s argument and announced the dis- 
missal. 


The litigation, either before the Commission or the Wash- 
ington courts, has been going on since 1919, when the steel com- 
pany filed its formal complaint setting forth its claim that the 
railroads, in refusing to spot cars or to make an allowance 
therefor, violated the first three sections of the interstate com- 
merce act. The Commission agreed that there had been a 
violation of the third section, but denied reparation on the 
usual ground that damage had not been shown. 

The steel company took the matter to court, asking, appar- 
ently, but not obviously, in the alternative, that a writ of man- 
damus be issued requiring the Commission to make the repara- 
tion, or that the court bring the case before it and grant the 
relief desired. The lower court dismissed the bill, but the 
court of appeals held that mandamus was not the remedy, leav- 
ing the certiorari part of the proceedings undisposed of by di- 
rect language. 

John Lord O’Brian of Buffalo argued that the court had 
jurisdiction to correct errors on the part of the Commission. 
The court of appeals indicated that the Commission had come 
to a conclusion on the evidence which the court could not un- 
derstand, the variation in the cases submitted to it for com- 
parison being that in the Union Furnace and Lackawanna Steel 
Company cases, also involving spotting, reparation had been 
awarded, while it was deied in the Donner case. 

Mr. Farrell argued that the doctrine of res adjudicata ap- 
plied because the certiorari phase was included in the case that 
went to the court of appeals and therefore the doctrine ap- 
plied, because, except in special cases, the pleading of that doc- 
trine applied not only to points upon which the court was actu- 
ally required to form an opinion and pronounce judgment, but 
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to every point which properly belonged to the subject of the 
allegation, and which the parties, exercising reasonable dili- 
gence, might have brought forward at the time. In other words, 
that the steel company could have pressed the certiorari phase 
of the subject when it was up in the prior case, and that there- 
fore the certiorari point had been adjudicated. 

In behalf of the Commission the points were made that 
the petition did not contain any statement or allegation of fact 
showing the petitioner to be entitled to any of the relief prayed 
for in its petition; that the subject matters of the complaint 
were res adjudicata; that the court was without jurisdiction to 
comply with the request for a writ of certiorari; and that the 
action the petitioner was requesting the court to take would 
result in annulling and setting aside negative orders of the 
Commission over which the court had no jurisdiction. 


OMAHA CASE INTERVENTIONS 


The Trafic World Washington Bureau 


Thus far the Commission has permitted eighteen organiza- 
tions and corporations to become interveners in No. 16226, the 
complaint of the Omaha Chamber of Commerce against the 
making of rates to Omaha on the basis of the Mississippi River 
combination. It has been advised that the Merchants’ Asso- 
ciation of New York has decided to intervene, in accordance 
with the recommendation of its traffic committee, of which 
R. S. Stubbs is the acting chairman. The interventions thus 
far made are: 

Chicago Association of Commerce; Sioux City Chamber of 
Commerce, Traffic Bureau; St. Louis Chamber of Commerce; 
Cincinnati Chamber of Commerce; Minneapolis Traffic Asso- 
ciation; Grand Island Chamber of Commerce; Swift & Co.; 
Winona Association of Commerce, Traffic Bureau; Illinois 
Manufacturers’ Association; Peoria Association of Commerce; 
Nebraska Railway Commission; East Side Manufacturers’ As- 
sociation; Ohio State Industrial Traffic League; La Crosse 
Chamber of Commerce, Traffic Bureau; St. Louis Independent 
Packing Company; Wausau Sulphate Fibre Company and Toma- 
hawk Kraft Paper Company; Armour & Co.; and Buffalo Cham- 
ber of Commerce, 

The New York Merchants’ Association’s traffic committee 
reported to its organization that in 1912 the association had 
attacked the combination method of making rates, but that, 
while the Commission had agreed, in principle with it, the 
case failed because testimony of shippers adversely affected 
by the combination basis was not in hand in time and the 
testimony in hand did not sufficiently support the allegations. 
The committee also called attention to the fact that recently 
Indiana shippers, in a formal case, obtained an order giving 
them lower rates to points west of Chicago, which was taken 
by the railroads as an opportunity to propose a big increase 
in Western Trunk Line rates. The committee asserted that 
the present method of making rates to Omaha and other points 
west of the Mississippi gave Chicago and other rate-breaking 
points an advantage over points compelled to use the com- 
binations, New York being a disadvantaged point. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics compiled by the Bureau of Statis- 
tics of the Commission from 160 reports representing 175 
steam Class I roads, exclusive of switching and terminal com- 
panies, for November, 1924 and 1923, and for the eleven months 
ended with November, 1924 and 1923, show the following: 


Revenue tons carried—184,998,000 in November and 192,029,000 in 
November, 1923; 1,966,864,000 in eleven months and 2,146,059,000 in 
same period of 1923. 

Revenue tons carried one mile—34,762,380,000 in November and 
34,687,366,000 in November, 1923; 355,827,370,000 in eleven months and 
382,801,091,000 in same period of 1923. 

Freight revenue—$380,167,032 in November and $394,947,665 in No- 
vember, 1923; $3,978,495,995 in eleven months and $4,271,997,274 in same 
period of 1923. 

Revenue per ton-mile—10.94 mills in November and 11.39 mills 
in November, 1923; 11.18 mills in eleven months and 11.16 mills in 
same period of 1923. 

Revenue per ton per road—$2.05 in November and $2.06 in No- 
vember, 1923; $2.02 in eleven months and $1.99 in same period of 1923. 

Revenue passengers carried—71,078,000 in November and 77,167,000 
in November, 1923; 853,425,000 in eleven months and 902,113,000 in same 
period of 1923. 

Passenger revenue—$78,758,601 in November and $87,132,307 in No- 
vember, 1923; $985,125,439 in eleven months and $1,046,287,529 in same 
period of 1923. 

Revenue per passenger-mile—3.014 cents in November and 3.076 


cents in November, 1923; 2.968 cents for eleven months and 3.008 cents 
for same period of 1923. 





INVESTIGATION OF BOARD 


The House committee appointed to investigate the Ship- 
ping Board and Fleet Corporation resumed hearings this week 
to receive testimony respecting an investigation of audits made 
by Shipping Board auditors of accounts of agents of managing 
agents for the Fleet Corporation. Robert E. Burney, traveling 
auditor of the board, submitted testimony relating to transac- 
tions at the ports of Rotterdam, Havre and Hamburg. 
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COAST LAW FOR PHILIPPINES URGED 


The Trafic World New York Bureou 


Extension of the coastwise shipping law of the United 
States to the Philippine Islands was urged by Winthrop L. 
Marvin, vice-president and general manager of the American 
Steamship Owners’ Association, in an address before the exec- 
utive committee of the Philippine Chamber of Commerce. He 
pointed out that this application of the law is provided for by 
section 21 of the merchant marine act, 1920. The president of 
the United States is authorized and directed in this section to 
reserve to American shipping coastwise commerce with the 
Philippines as soon as he was Satisfied that an adequate service 
at reasonable rates has been established, and Mr. Marvin urged 
that, since American ships, privately and government owned, 
are already conveying one-half of this commerce, the additional 
tonnage required could easily be supplied by privately owned 
steamers now unemployed, or, more particularly, by some of 
the efficient laid-up steamers of the Shipping Board, four hun- 
dred of which are regarded as fit for overseas service. 

It was emphasized that Philippine products, including sugar 


POSITIONS WANTED OR OPEN 


FOR SALE—American Commerce Association course of -15 volumes, 

size 6x9, bound in gray law buckram with gold, red and green 

stamping, covering all phases of traffic work. Address L. L. Ware, 
Brownwood, Texas. 











POSITION WANTED—Conipetent Traffic Manager, well qualified 
by experience and training to satisfactorily handle very responsible 
position, desires to secure position of greater responsibility with 
good future. Address Box 749, care Traffic World, Chicago, Il. 


TRAFFIC MANAGER—Business executive having developed all 
possibilities present connection seeking larger opportunities. Proven 
ability all phases transportation matters. Sixteen years present in- 
dustry. Address Box 745, care Traffic World, Chicago. 


WANTED—Position as traffic manager, railroad or industrial, by 
man of middle age and extensive experience with rates and routes 
in all territories. Address Box 751, care Traffic World, Chicago. 


WANTED—AIl or part of the following: I. C. C..reports, Vols. 
1 to 60; Lust’s digests, Supplements 1 to 6. State price. Address 
Box 747, care Traffic World, Chicago, IIl. 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 


Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 








FOR SERVICE 


DELIVERY & STORAGE CO. 


TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage. 
Private Track Nickel Plate R.R. Pool Car Distribution. 
Write Us Your Requirements. 


[OF LL O7_-NC1e 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 










WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


PHILADELPHIA, PA. 





Minneapolis—St. Paul 


THE TOLEDO MERCHANTS | cLtevetano 





DENVER, COLORADO 
Kennicott-Patterson Transfer Co. 


JACKSONVILLE, FLA. 


Serving many large National Distributors. Write us for information and rates- 
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Serving New York ; 

and Pennsylvania a rom f he H ub 

Elmira is the natural distributing center for these two densely 

populated States which have correspondingly great buying-power 

Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


NY Cy aed oF teleb t-Miel cel a-t-4-Er-Velems Bites tsittatese 


New York Central Siding 


Free Switching — Pool Car 
Distribution 


Negotiable Warehouse Receipts Issued. 


Amer can Warehousemen’s Ass’n 
Members: < Central Warechousemen’s Club 
American Chain of Warehouses 


Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth SQ. DETROIT 


UNION 


TRUCKING 
COMPANY 








Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 










Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 
Mercantile Warehousing and Distributing 








Merchandise Storage and Pool Car 
smseteences Distribution esq 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 












STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 











1700 Sixteenth Street, DENVER, COLORADO 
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and tobacco, had, since 1918, been admitted free of duty into 
the United States, while American goods entered the Philip- 
pines free of duty. The Philippine Colonial tarriff, while not 
identical with the United States tariff, is charged with being 
partial to the United States by our foreign competitors. There- 
fore, the Philippines were in effect commercially American 
territory, and so long as they remained in this status, Mr. Mar- 
vin argued, the coastwise laws of the United States should ap- 
ply exactly as to Alaska, Porto Rico, and Hawaii-American 
possessions which are reached only by sea communications. 

When the coastwise law was applied to Hawaii, before the 
opening of the Panama Canal, he pointed out, Honolulu was 
13,000 miles from New York. Manila is now about 11,000 
miles—so that the plea of distance is not effective. He also 
cited practical experience with Porto Rico and Hawaii as proof 
that American steamship men under the coastwise reservation 
heartily cooperate with American manufacturers, merchants and 
shippers to maintain equitable freight rates and to develop 
American commerce. He cited the fact that freight rates to 
Porto Rico on certain staple products are, and for some time 
have been, lower than to foreign territories nearby, which have 
the shipping competition of the world. 

Advantage to American shipping of the coastwise reserva- 
tions, he said, was largely, assurance of a full volume of cargoes 
without foreign interference—a condition that had been shown 
to favor regular, adequate American services. The trade of 
Hawaii with the mainland United States, Mr. Marvin said, had 
increased twenty-fold since the coastwise laws were applied in 
1900. This policy was resisted then—there was fear that there 
would be no adequate-tonnage and excessive rates—but this 
had proved without foundation. It would be far easier now to 
make a success of the coastwise law in the case of the Philip- 
pines because the United States in the present year had many 
times the overseas shipping tonnage that it possessed a quarter 
of a century ago. 


PROSPECTIVE SHIP PURCHASES 


Commissioner Lissner, chairman of the ship sales com- 
mittee of the Shipping Board, has issued a statement to the 
effect that reports of prospective ship purchases from the 
board should be taken with “several grains of salt.” Said he: 


From time to time articles have appeared in the newspapers con- 
cerning prospective new shipping ventures which contain language 
similar to that contained in an announcement made a few days ago 
which states that ‘negotiations with the Shipping Board are now 
nearing completion for the purchase of six additional vessels.”’ 

The public should take such statements, unless authorized by 
the Shipping Board, with several grains of salt. For example, the 
negotiations referred to in the newspaper article quoted, far from 
nearing completion may truthfully be said to have hardly begun. The 
most that may be said is that inquiries have been made of our ship 
sales department on the part of some of those whose names are men- 
tioned in connection with the organizaton referred to. 


GERMAN TREATY RATIFIED 
The Trafic World Washington Bureau 


With a reservation reserving to Congress the right to 
abrogate by legislation provisions granting reciprocal national 
treatment with respect to shipping, the Senate this week ratified 
the commercial treaty with Germany. The reservation was 
designed to meet opposition to the treaty on the ground that 
it would prevent the United States from aiding its merchant 
marine by preferential treatment. The reservation in question 
follows: 


That the fifth paragraph of Article VII and Article IX and XI 
shall remain in force for 12 months from the date of exchange of 
ratification, and if not then terminated on 90 days’ previous notice 
shall remain in force until Congress shall enact legislation incon- 
sistent therewith when the same shall automatically lapse at the 
end of 60 days from such enactmnet, and on such lapse each high 
contracting party shall enjoy all the rights which it would have 
possessed had such paragraph or articles not been embraced in the 
treaty. 





The articles in question follow: 


Fifth paragraph of Article VII—AII the articles which are or may 
be legally imported from foreign countries into ports of the United 
States in United States vessels may likewise be imported into those 
ports in German vessels without being liable to any other or higher 
duties or charges whatsoever than if such articles were imported in 
United States vessels; and, reciprocally, all articles whch are or may 
be legally imported from foreign countries into the ports of Germany 
in German vessels may likewise be imported into these ports in 
United States vessels without being liable to any other or higher 
duties or charges whatsoever than if such were imported from for- 
eign countries in German vessels. 

Article IX—No duties of tonnage, harbor, pilotage, lighthouse, 
quarantine, or other similar or corresponding duties or charges of 
whatever denomination, levied in the name or for the profit of the 
government, public functionaries, private individuals, corporations, or 
establishments of any kind shall be imposed in the ports of the terri- 
tories of either country upon the vessels of the other, which shall not 
equally, under the same conditions, be imposed on national vessels. 
Such equality of treatment shall apply reciprocally to the vessels 
of the two countries respectively from whatever place they may 
arrive and whatever may be their place of destination. 

' Article XI—Merchant vessels and other migeene J owned vessels 
under the flag of either of the high contracting parties shall be per- 
mitted to discharge portions of cargoes at any port open to foreign 
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commerce in the territories of the other high contracting party, and 
to proceed with the remaining portions of such cargoes to any other 
ports of the same territories open to foreign commerce without pay- 
ing other or higher tonnage dues or port charges in such cases than 
would be paid by national vessels in like circumstances, and they 
shall be permitted to load in like manner at different ports in the 
same voyage outward, provided, however, that the coasting trade 
of the United States is exempt from the provisions of this article 
and from the other provisions of this treaty, and is to be regulated 
according to the laws of the United States in relation thereto. It js 
agreed, however, that the nationals of either high contracting party 
shall, within the territories of the other, enjoy with respect to the 
coasting trade the most favored nation treatment. 


PALMER REVERSES DECISION 


Decision to withdraw the Emergency Fleet Corporation’s 
port agent at Portland, Me., in the interest of economy, was 
reversed by President Palmer after a delegation representing 
Portland, including members of the Maine delegation in Con- 
gress, protested that withdrawal would prejudice the port and 
result in the loss of business. Mr. Palmer announced, afier a 
conference with the delegates, that L. M..King, the port agent, 
would not be withdrawn, as had been planned. The protest 
was made by Senator Hale and Representatives Hersey, Nelson 
and Beedy, of Maine, and Charles Guerney, G. F. Sweeney and 
James Gulnac, representing the port of Portland. 


LAKE-TYPE VESSELS FOR SALE 


The Shipping Board has announced that a campaign has 
been undertaken to stimulate the sale of all of its lake-built 
vessels to American buyers, and that substantial price reduc- 
tions have been made effective for the purpose of giving im- 
petus to the campaign. In its announcement the board said: 


? The board has approximately 325 Lake-built vessels, divid 
into three general classes: 64 coal burning single-deck "ships _ 
from 2,875 to 3,300 deadweight tons each, ranging in draft from 
17 ft. 9% in. to 19 ft. 1 in.; 86 coal burning single-deck vessels of 
about 3,500 dead-weizht tons each, loaded draft 21 ft.: and 162 
of from 4,050 to 4,361 deadweight tons each, 110 of the latter 
being oil burners, and all of this group having beams on which 
between decks can be laid, some of them having such decks. 
The board will offer any of these types for sale to American 
buyers at a price of $50,000 each, less the sum estimated by the 
po mig Me . ete yar ye for service, so that a 
epairs estimated a 
= purchase at’ $37,000. $13,000 would be available 
; e boar opes by these price reductions, and by ex ing 
liberal terms to responsible companies, to encourage a ee ote 
of these vessels by companies which may have a use for them 
at the present time or at some later date. The board has adopted 
the view that every possible means should be exhausted to 
dispose of this large number of ships and ample opportunity will 
be afforded American companies to acquire such ships with a 
possibility that they may be later offered for sale to foreigners 


before any action is taken looki i 
vessels. n looking toward the scrapping of the 





NEW BOAT FOR MORGAN LINE 


Asserting his belief that all signs point to a brisk revival 
of trade and prosperity in 1925, L. J. Spence, executive officer 
of the Southern Pacific Steamship Lines, known in shipping 
circles as the “Morgan Line,” operating freight and passenger 
steamship service between New York, New Orleans, and Gal- 
veston, and a line of oil tankers between Gulf Ports and 
Tampico, has announced the launching of the new freighter 
El Oceano” on February 14, at the Federal Shipbuilding 
plant, Kearney, N. J. 

With the addition of the “El Oceano,” the company’s fieet 
on the eastern seaboard will consist of four freight and pass- 
enger and eighteen freight steamers, three oil tankers. sixty- 
nine barges and lighters, and five tugs. ‘ 

Fi The “El Oceano” will be the largest freighter in the 
Morgan Line” Atlantic Gulf Coastwise trade. 

The “Bienville,” said to be the largest passenger and 
freight steamer operating between New York and Gulf ports, 
and embodying the latest improvements for travel comfort, re- 
cently entered the line for service between New York and New 
Orleans. She has accommodation for 237 first cabin and 110 


third cabin passengers and maintains a susta 
of 16 knots. ustained sea speed 


HELP FOR INLAND EXPORTER 


Emphasis on the selling of foreign trade should not lead 
to overlooking the importance of expert knowledge of trans- 
portation essentials if goods are to be delivered safely and 
cheaply to the overseas customer, according to a pamphlet on 
freight forwarding in the United States and abroad, prepared 
by E. S. Gregg, chief of the transportation division of the 
Department of Commerce. 

A body of men performing this specialized service has 
grown up, says the pamphlet, called freight forwarders. A few 
of the services they render shippers are: To quote freight rates 
from interior points or seaports to foreign seaports or inland 
points; supervise the handling of shipments while in the hands 
of rail and ocean carriers; advise concerning insurance rates 
and the most advantageous form of marine insurance; advise 
on customs requirements to foreign countries, weights, packing 
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Distribute Your 


Merchandise 
FROM 


Houston, Texas 


The strategic point from which to make 
merchandise distribution and merchandising 
contacts is Houston, Texas. 


Here, seventeen railroads meet the seven seas. 





Exceptionally good warehousing facilities are 
constantly being amplified to meet the rapidly 
increasing demands of the manufacturer and 
distributor of merchandise. 


A very great rate advantage exists from 
Houston, Texas, to Texas common points and 
points in adjacent states. 








The whole story is told graphically, in the 
form you understand best in 






“The Houston Freight Rate 
Book Number One” 


Every traffic manager in the country should 
have a copy. Sent free on request. 















Address any of the following firms. 


ABC Storage & Moving Company 
802 Walnut Street , 


Binyon Shipside Warehouse Company 
Pine and Allen Streets 


Buffalo Fireproof Storage Company 
Second and Giraud Streets 


Commercial Warehouse 
2001 Nance Street 


Patrick Transfer & Storage Company 
801 Richie Street 


Texas Warehouse Company 
Cedar and Baker Streets 


Union Transfer & Storage Company 
205 San Jacinto Street 


Westheimer Warehouse Company 
1210 Franklin Street 
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Port Houston 
GROWS 


Each succeeding month sees 
substantial increases in the 
volume of shipping through 


The Port of Houston 


TEXAS 


Certain to become in time one the 
the most important Gulf Ports. 
Houston is fast achieving that des- 
tiny, and is attracting, through a 
natural strategy of location many 
shippers who recognize the advan- 
tage of 


FIFTY MORE MILES 
OF WATER RATES 


For full information concerning 
The Port of Houston ask for 


**Port Houston” 


The official organ of the Port Com- 
mission, and 


“Houston Freight Rate Book No. 1” 


containing commodity rates to Texas 
common points and to points 
in other states 


These publications are 
sent you without cost 


Address 


The Director of the Port 


Fifth Floor Courthouse Houston, Texas 
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and marking; receive and book steamship or storage space for 
goods consigned to them; take out the necessary documents 
and make collections of invoice amounts, if required. 

All these functions, the pamphlet points out, are not per- 
formed by all American freight forwarders. Some specialize on 
shipments to particular countries, others on shipments of cer- 
tain industries. The freight forwarder should be carefully 
chosen, the shipper is advised. The American freight forwarder 
does not generally charge a flat fee for his services; the fee 
usually depends upon the nature of the shipment and its 
destination. 

In Great Britain, says the pamphlet, one company claims 
to provide through freight and express services to and from all 
parts of the world, and to carry on the C. O. D. system over all 
foreign countries. It maintains offices at English ports in South 
Africa and at New York, Paris and Melbourne. Another, a 
London Agent, specializes in American and Australian soaps, in 
certain oils, American breakfast foods and a few kinds of 
machinery. The fee depends upon the extent of service 
performed. 

In Germany the freight forwarder, in addition to his carrier 
functions, sometimes maintains a banking department, a com- 
mercial information bureau, a warehousing and storage estab- 
lishment. German freight forwarders have in recent years, 
formed a national organization with its own weekly newspaper 
publishing regularly news of freight rates, taxation, insurance, 
items of interest to freight forwarders. 

In France the freight forwarder is held legally responsible 
for loss or depreciation in value of the goods intrusted to him 
for delivery, unless he can prove that the loss or depreciation 
is not his fault. He is also liable for delivery within the time 


fixed in the shipping department, except in cases of force 
majeure. 


NORFOLK BASE FOR LEASE 


The Shipping Board has offered for the lease for a period of 
five years of the army supply base at Norfolk, Va., for operation 
as a terminal for the interchange of rail and water traffic. 


Sealed bids will be received up to March 10. Describing the 
property, the board said: 


The base is on the eastern shore of Hampton Road about five 
miles from the city of Norfolk and was constructed by the quarter- 
master’s department of the army in 1918 and 1919. It consists in 
general of two covered piers and eight warehouses containing ap- 
proximately two million square feet each. There is about forty-five 
miles of trackage situated principally in the receiving yard and about 
twelve miles of concrete and macadam highways. Various quarters 
for guards, stevedores, hospital, etc., are at the base. The terminal 
is connected with the Virginian railroad; also with the Norfolk & 


Portland Belt Line Railroad, which serves practically all of the 
roads in that territory. 





PARCEL POST TO CUBA 


A parcel post convention negotiated at Havana by Cuban 
and Amereican postal officials, providing for an increase in the 
parcel post weight limit from six pounds four ounces to eleven 
pounds, is to be effective for fourteen months only, pending 
repeal of United States statutes which inhibits the shipment by 
mail of cigars and tobacco from Cuba, it was announced by 


Postmaster General New. In a statement, the Post Office De- 
partment said: 


The statutes in question prohibit the importation into the United 
States from Cuba of cigars and cigarettes in a single package con- 
taining less than 3,000. Since that number of cigars weigh from 33 
to 43 pounds, the statute becomes a virtual embargo against the 
importation of one of Cuba’s two most important natural products. 

Even the increase in the weight limit to eleven pounds will not 
effect this situation, which proved a stumbling block to American 
postal officials in their efforts to effect a permanent treaty with 
Cuban officials along the lines of coo-operation and improved mail 
service desired. : 

The convention, which becomes a treaty upon signature by the 
Postmaster General and ratification by the President of the United 
States and the Cuban Senate upon July 1, 1925,.will, therefore, auto- 
matically expire fourteen months later, unless the statutes objec- 
tionable to Cuban officials are abrogated or modified so as to permit 
shipment of cigars and cigarettes by mail from Cuba. 

The Cuban authorities regard the present ‘“‘embargo” as ex- 
ceedingly deterimental to the interest of their exporters and insist 
upon a modification of the statutes before agreeing to a permanent 
increase in the parcel post weight limit. 

American exporters have long been desirous of an increased 
parcel post weight limit to Cuba and it is estimated that upwards 
of 600,000 parcels would be sent to that country annually under the 
eleven-pound limitation. Should the legislation be not modified as 
desired by Cuba, the suspension of service would bear heavily upon 
American business firms which, after advertising goods to be sent 
by mail must later face the possibility of the service being stopped. 


RATES ON TIN CANS 


It is the contention of the respondents that the rates of 
tin cans from C. F. A. points to destinations in Wisconsin and 
Winona, Minn., and Menominee, Mich., should be raised to a 
higher level, in I. and S. 2280, heard before Examiner Hunter 
at Chicago this week. 

A. F. Cleveland, for the C. & N. W., O. T. Cull, for the 
Milwaukee, and E. F. Rice, for the Soo line, entered testimony 
and exhibits tending to show that the rates from Chicago to 
destination points involved were too low. Comparisons were 
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made with the rates from Chicago to Iowa and from Chicago 
to the east, and it was contended that the rates to Wis- 
consin were lower and should be raised to the level of the 
other rates. 

The portestants put witnesses on the stand to show the 
condition of farmers in the destination territory and to show 
that they depended to a large extent and the pea canning 
industry. 

E. S. De Pass, traffic manager for the Carnation Milk 
Company and chairman of the National Canners’ Association, 
testified as to the history of the carriers attempts to increase 
the rate to the territory involved, saying that at one time 
there had been an effort to raise the rate to the full fourth 
class basis. He said the present proposal, involving the rates 
under suspension, had been brought out by the carriers after 
the shippers had failed to agree with them as to several features 
of the readjustment, such as a’ change in the minimum rate 
requirement. He said it was agreeable to the shippers to accept 
the burden of a higher minimum weight, or 20,000 pounds, even 
though they could seldom load tin cans to that weight, if they 
could retain the commodity rates. He pointed out that the pea 
canning industry in Wisconsin was in the largest volume of 
any place in the United States, and on the basis of volume of 
movement the rates on tin cans should be lower to the destina- 
tion points involved than to most other points. 

W. W. Manker, appearing for protestants, entered a brief 
history of the rate on tin cans and entered a number of exhibits 
tending to show variation in the proposed scale of rates—that 
is, that between points of like distance and where the fourth 
class rate was the same, the proposed rate varied. He entered 
other exhibits showing comparisons in the rates for the pur- 


pose of pointing out that the rates proposed were on too high 
a basis. 


OPPOSES N. Y. C. PLAN 


The Trafic World New York Bureau 

The Port of New York Authority has formally requested 
Borough President Julius Miller of Manhattan to hold in abey- 
ance his plan for the New York Central Railroad Company io 
build, at its own expense, a $24,000,000 elevated freight rail- 
road surmounted by an express motor highway on the west 
side of Manhattan, from Seventy-second to Canal street. Julian 
A. Gregory, chairman of the Port Authority, made public the 
communication conveying the request and outlining arguments 
against adoption of the Miller plan. 

In his letter Mr. Gregory said that, since Mr. Miller had 
announced his unwillingness to make any concession to the 
New Yoork Central that would give to that company a strangle- 
hold on the west side freight situation, it only remained to 
convince Mr. Miller that his plan would have that effect. Mr. 
Gregory warned that the railroad could capitalize at three or 
four times their value the concessions contemplated by the 
plan of the borough president. The railroad company then 
could increase its freight rates on the basis of the enormously 
increased capitalization, according to Mr. Gregory. 

The “vested rights’ of the New York Central in west side 
Manhattan streets and avenues will not offer any insurmount- 
able obstacle to the materialization of the comprehensive de- 
velopment plan of the Port of New York Authority, according 
to Mr. Gregory, who explained that the power to regulate the 
use of railroad facilities is vested in Congress and in appro- 
priate federal and state agencies. 


FINANCE APPLICATIONS 


The Florida East Coast has applied for authority to assume 
obligation and liability in respect of $1,200,000 of 4%4 per cent 
equipment trust certificates to be sold to J. P. Morgan & Co., at 
not less than 95 per cent of their par value. 

The Seaboard Air Line has applied for authority to issue 
$2,845,000 of 6 per cent first and consolidated mortgage gold 
bonds in reimbursement of expenditures for retirement of equip- 
ment trust obligations; to pledge a like amount of equipment 
trust certificates against which it is proposed to issue the 
bonds and to pledge bonds for short term notes. 


UNCONTESTED FINANCE CASES 

The Commission has authorized the Conemaugh & Black 
Lick to issue $1,000,000 of capital stock, consisting of 10,000 
shares, par value $100 a share, and to sell it for cash at not 
less than par. . 

The proprietary tenants of the Chicago & Western Indian 
have been authorized to assume obligation and liability in re- 
spect of $27,755,000 of that company’s first and refunding mort- 
gage bonds by entering into a joint supplemental lease. 

The Ann Arbor has been authorized to procure the authen- 
tication and delivery of $1,530,000 of 6 per cent improvement 
and extension mortgage bonds. 

The Mountain States Telephone & Telegraph Company has 
been authorized to acquire the telephone properties of J. E. 


Allen, doing business as the Lordsburg & Duncan Telephone 
Company. 
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[evtoatects | 
Oriental Mail Line 








President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 





SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDEINT GRAIG cnccccccccccsioocces February 20 
*PRESIDENT MADISON............... ....March 4 
*PRESIDENT JACKSON....... weccccccceess March 16 
*PRESIDENT McKINLEY .................. March 28 


*PRESIDENT JEFFERSON 


“Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
I vo cisasstinveadodensesers March 4 


NWO PRIINEY SUI is ors win waroigtiep Ce 016 wiere aren March 20 
CITY OF SPOKANE... 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank - Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 
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Operated for 


United States Shipping Board 


by Admiral Oriental Line, I Ever-t-sbel-a Oj eloa-tcela- 
L. C. Smith Bldg., Seattle 
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Joint Service with 


HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
Feb. 14 Feb. 18 
Feb. 28 ‘Mar. 4 
Mar. 14 Mar. 18 
Mar. 28 Apr. 1 
Apr. il Apr. 15 
Apr. 25 Apr. 29 
May 9 May 13 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 

Les Angeles Harbor without transfer charge, also to all ports of 
in egg Oregon, Washington, British Columbia, Alaska and the 
ar East. 


Joint Service with 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 
*DEUTSCHLAND ......Feb. 17 *ALBERT BALLIN..... a. 19 


{MOUNT _? eee..Feb. 26 YFTHURINGIA ......... Mar. 26 
¢CLEVELAND ......... Mar. 6 =*RELIANCE .......... Mar. 28 
+WESTPHALIA cccccee Mar. 12 *DEUTSCHLAND ...... Apr. 2 


{Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 
MOUNT CLINTON (via Baltimore and Hampton Roads)...Feb. 21 
A STEAMER (via Baltimore and Hampton Roads)........Mar. & 
BALTIMORE TO BREMEN AND HAMBURG 
MOUNT CLINTON (via Hampton Roads)...............- Mar. 2 
A STEAMER (via Hampton Roads).........-.cseseeeeees Mar. 12 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


LIGURIA .....-eeeeeees ec ccccccccccccccces eeecccccces -..-Feb. 17 
MOUNT CLINTON. ........cccccccccccccccccccccccscccees Mar. 5 
A STEAMER 2... rec cccccccccccccccccccccsvcccscccsccees Mar. 17 


NEW ORLEANS TO BREMEN AND HAMBURG 
A STEAMER.......... ee ee re bepeweeeeuae Late April 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


General Offices: 39 BROADWAY, ®New York 


WESTERN FREIGHT OFFICE: 












CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 
Es 6. 6svccce secvicsecteceneans 4128 Jenkins Arcade Bldg. 
SEE “aievew.aic o:o.0-c 0.0 060600 00s0e56440-0'9'se% 201 Mitchell Bldg. 
RP eee ee eee en John M. Born 
BALTIMORE. -Dichmann, Le & Pugh, Inc. 
TE Ra 55. sg. 0d 10.0 -ein opie bud-wnie ataveernd mame H. Sprague & Son 
ln a nec on rs een Ge Seem Pd Angeles 8.8. Co. 
IIIS 60s ic 0'<.00 5-0.9s een inncbb neta Richard Meyer Co. 
Ss dinia 0.0.9.0 v2.00 60:0 0s see Dichmann, Wright & Pugh, Inc. 
is. | Rr Dichmann, Wright & Pugh, Inc. 
NG i aig ons sacs cleS eeee ewe e Columbia Pacific Shipping Co. 
I 2 sas a tale e eiarewie-65.<g.05-k NOS .06 8 eae Sudden & Christensen 
III. 5 «'s4'0'o.60.0.0-tk-0'e-0' 0s e'eleeie beige Sudden & Christensen 
I ut bg hhc ound beards Gubueeye sian M. J. Hogan & Co. 


TS 0 5000 60 600 886 Soe 000 bse dccee emeces 
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SETTLEMENTS WITH CARRIERS 


The complete text of the final report of the Director General 
of Railroads on adjustments of claims of carriers whose property 
was operated by the government in the 26 months of federal 
control, which has just become available, gives in detail the 
name of each carrier, the amount claimed by it and the amount 
of the settlement made with it by the Director General. A 
summary of the report was published in The Traffic World of 
January 24, p. 222. i 

In hig introduction to his discussion of the points at issue 
between the government and the railroads with respect to the 
carriers’ claims and the government’s counter claims, Director 
General Davis says: 

These claims, because of their unique character and large amount 
present the most interesting feature of this liquidation. The large 
items in each claim and the items which were the principle cause 
of dispute and‘acute differences of opinion were the demands for 
compensation for the use of the property, maintenance of way and 
structures, mainteanance of equipment, materials and supplies, and, 


of lesser controversial importance, the items of depreciation and 
retirement. 


a 
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It should be understood that final settlements were based on the 
accounts as prepared and set up made by the Government and not 
upon the claims presented by the carriers. The final adjustments 
were made in “lump sums,” in accordance with the Railroad Admin- 
istration’s theory of liability, adjusted to meet such meritorious mod- 
ifications as resulted from the final hearing. 

In no instance was the carrier advised as to the specific allowances 
made upon particular items claimed, except in the case of noncon- 
tract roads, where it was necessary under the law to certify to the 
Interstate Commerce Commission the amount of compensation finally 
agreed upon. 

There are in the records of the Railroad Administration the details 
of the investigations made by the administration in setting up its 
accounts, a record of the office and field examination made of the 
carrier’s accounts, and a full statement showing in detail the items 
and allowances which finally made up the lump sum paid or collected. 
Each of these adjustments bears the written and unanimous approval 
of the director general and the members of his staff. 


The following table shows the name of each carrier, the 
amount of its original claim, the amount of its final claim, the 
tentative set-up of Railroad Administration accounts for discus- 
sion in final settlement, and the amount of the final settlement 
(cents omitted): 


STATEMENT OF CARRIERS WITH WHOM FINAL SETTLEMENTS HAVE BEEN MADE UP TO AND INCLUDING DECEMBER 31, 1924. 


Name of carrier 

Misono. & Bouthety..cccccccccceccccsesvssccevesivesevcoevcesvevecee nee 
Akron & Barberton Belt. ....ccccccccccccccccccccscccscccscccccccccccces 
Akron Union Passenger Depot.. re 

Alabama & Vicksburg....... 
Alabama Great Southerfi.... 
Albany Passenger Terminal..... 

Alton & Southern........-.-++..+- vie 094 n'e/s.c see.givicvsieiesieis 
American Refrigerator TramsSit..........¢teeseeeeceeee 
Ann ALbor .....eeceseccceseeeeeces jee eeeseeseeee steceee 
Arkansas & Memphis Railway Bridge & Terminal... 
Asheville & Craggy Mountain..........cceccccccecees sie 
Rae Cee) GTC 66 vse ve rccsccciens Jee eeceseees pesceccees 
Atchison, Topeka & Santa Fe (including subsidiaries)... 
Bienes Unle Tenet EB Bi. Bhan. ccc ccccccccccccccccccccevcecsvsceteecses 
Atlanta & West Point......... poe e cece eer eeeeeeesseeseereseceeseseeeeens 
Atlanta, Birmingham & Atlantic... 
Atlanta Terminal ......ce cere ccesccecee sees ereeeeeretereeenseseeeeesens 
Atlantic Coast Line (including subsidiariesS)..........ceceeeeeeeeeeecees 
re i er oro aaa eau tense Se se eie sees epee vee wordy 06s 6 6 sisiewie-ae 
I I a os cla 6.6 hs See G'G wists # SSN 6 4 SO C@NES MEE CeO De Nee waeueie’ 
Augusta Union Station... : 
Ae IIs 66:06:66 6:00. 0 00.0.0: 04 00 0664 0 COC reese qresseetansoeee 
Baltimore & Ohio (including subsidiaries) ..........ccccecceseessccccees 
Baltimore Steam Packet................ pone ees eereeceeccereccccscsescens 
Bangor & Aroostook (including subsidiarieS)..........e+eeceseeeeeeees 
ESE RE ARE errr rrr cere ree Cr 
ONE . SOMO E Ge OETIANIE + 6 cco tesccceie cvccecccdierccncesesinegeooces 
NE NIN scr Ae ceieie din ob tr66t-<. dee see cdeeinset +006eeebee'seee 
Belt Railway Company of Chicago 
Bennettsville & Cheraw 
en a aa a are cow wereaane os beens o Hele OCS ee aCe Ouse KAueResiewee 
Birmingham & Northwestern.. 
EE NEED 1.0.5.9 Ot eied6 Sb0.0 2 ds CES CCRT RS OOK HO EET OCS S Heeeinnes 
BE SE cnccaneteenses 
Boston & Main (including subsidiaries) 
ica at crak Ul ea MG bry, aoe a Weig Tie EWS CEU. Ses OEM HOES KO EROS 
Brooklyn Eastern District Terminal 
Buffalo & Susquehanna 
a re SO aa ae Cale os git Gl WAL WING G1WISLG K4 OA RIS 610 ORAS RO REMEM OUR TEE 
i EN i RCRD 6 6.6.5 osc Geinlee gta eee esse pe stobessceeeees 
Burlington South Chicago Terminal 
Calumet Western 
I a lc a aad hal Ml cia guna alas a iaiw’ Sia! 6) ah Ocelot a eaieS 
Carolina, Clinchfield & Ohio (including subsidiaries) 
Carolina & Northeastern 
SR OR Ser re re rn er reer 
nn EEE OC OT OTe 
Central of Georgia (including subsidiaries) 
ES PP rr ere eT re re ee 
Central New York Southern Corp. 
Ra nbd ed ee ere Gr Wk eee ene de eee ee oo-es vis kb ena es Gielgeeeeees 
a a crane alae gran ecqieln aieipaiecere a1eruieta 
Central Union Depot & Railway Co. of Cincinnati 
Central Vermont (including subsidiaries) 
IE OI NUE oc av cic ce 6500.6 400 06 0OCs 6606 desl a eebedlenesesees 
Charleston & Western Carolina 
sac he as al le ign dc hi Webco wie gOS Gas ATeOrR NO 
iia Sick vin o's 60: 9ia' G66 ors. 49- 64: dao" Rio ele ale wigle eis s ee hele Sere 
Charlotte, Monroe & Columbia 
I EIS Dd. , Scala & dldve yu oitiele® o.oreieth.e ss 8.016% id vin ho. ONO dhnge Bote 
Chesapeake & Ohio (including subsidiaries) 
I CI ND OPS de ce aie Sade Re vée ob ecb eee Meeeee 
wi EEE LEE TE 
Chicago, Burlington & Quincy (including subsidiaries)................ 
No Be are da sab beet vidk «sce Gina cows. cesesienvonee aes 
Chicago Heights Terminal Transfer 
Chicago, Indianapolis & Louisville 
ad ee ha S ere and gic gre oo nieve deo Sele ele eek Cee Couee 
SS eI, ONO ido, ok ciiceonctoneg ve weeewesewe ceeemineesibes 
en, Ne CE 1 NN oy aie acid bs:o.6 6 ciele Groieie'e.s vob wee calewem sees 
Chicago, New York & Boston Refrigerating Co 
Chicago, Peoria & St. Louis 
ee I ss a5. osc ates dees Grid nce be ede'e aaew aeburew es ombie ge-ewe 
Chicago, Rock Island & Pacific, and subsidiaries 
Chicago, St. Paul, Minneapolis & Omaha 
Chicago, Terre Haute & Southeastern 
Chicago & Alton 
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Cincinnati, New Orleans & Texas Pacific and subsidiaries............ 
COUOMEUEE  INGNONION TN. ccc ccc cvccccvccccecs ewe pECEECUUcOVervesecereaetoans 


Carrier’s claim Tentative setup Amount of 


Amount of Amount of of administra- final settle- 
original claim final claim tion accounts ment (black 
(black face (black face for discussion face fig- 
figures, due figures, due in final settle- ures, due 
Government) Government ment Govt.) 
$ 122,522 $ 194,98 $ 152,057 $ 150,000 
73,081 73,081 72,741 000 
20,690 20,690 14,406 14,000 
1,059,593 512,724 164,477 275,000 
2,960,165 4,036,423 459,525 1,530,000 
6,319 6,319 5,271 5,679 
938,770 700,721 231,459 385,000 
690,265 732,492 246,360 210,000 
1,346,515 603,601 1,469,246 600,000 
108,193 104,423 80,870 90,000 
28,825 28,748 1,571 5,500 
92,839 92,839 65,481 65,000 
97,766,862 54,971,093 8,264,387 21,500,000 
6,112 7,577 7,54 7,500 
391,050 126,277 494,544 
736,103 590,438 1,051,282 
35,107 35,130 8,129 5, 
15,901,108 9,147,206 3,042,343 5,500,000 
4,199 4,420 ,492 2,5 
580,137 547,299 90,220 120,000 
400 400 405 400 
1,158 1,158 1,338 1,275 
25,670,612 34,376,946 40,818,816 9,000,001 
1,408,000 1,113,501 66,052 820,000 
1,979,281 1,532,844 318,406 575,000 
26,496 26,496 14,616 19,500 
19,985 19,985 19,985 19,985 
495 495 6,914 495 
492,442 419,654 4,962 140,000 
36,655 32,464 27,460 29,500 
9,146,209 7,697,282 2,297,991 3,050,000 
48,239 42,882 60,719 10,000 
12,286 10,193 7,127 1,824 
98,958 84,624 33,386 5,500 
14,133,510 8,585,574 5,788,763 2,470,000 
95,364 95,364 95,364 95,364 
397,819 354,502 627,880 125,000 
725,962 562,216 207,662 465,000 
212,182 212,182 146,497 185,000 
8,304,465 7,294,465 737,153 1,000,000 
95,404 95,404 47,500 47,500 
7,377 7,377 7,377 7,377 
255,382 310,910 193,565 220,000 
2,008,693 2,113,390 19) 550,000 
66,164 66,164 14,006 15,000 
418,140 378,131 377 95,000 
70,898 68,851 3,780 5,000 
1,580,074 3,507,606 66,033 1,000,000 
1,610,136 105,814 646,549 90,000 
36,913 160,758 18,136 42,500 
203,250 203,573 8,154 45,000 
21,294,729 22,546,316 498,855 4,500,000 
49,103 49,103 20,884 25, 
6,144 336,068 1,940,627 700,000 
4,720 4,719 8,219 4,719 
1,411,901 1,787,422 1,351,607 1,450,000 
1,200,000 1,200,000 2,076,479 A ,000 
63,635 98,124 63,641 90,000 
19,553 19,480 9,679 15,000 
25,429 25,429 27,209 19,623 
6,258,820 3,143,207 8,832,779 7,000,000 
75,686, 91,436 42,605 62,303 
12,100 12,072 8 12,000 
42,599,939 30,840,858 1,122,483 8,000,000 
9,605,088 10,582,748 654,935 1,600,000 
2,345 7345 26,420 5 
1,634,130 1,305,460 1,528,707 150,000 
719,198 521,724 129,583 380,000 
793,416 861,248 47,423 200,000 
25,973,715 25,973,715 20,699,070 250, 
651,773 668,578 271,601 375,000 
745,863 450,556 7; 
30,105 48,930 18,764 45,000 
20,502,690 10,171,365 13,160,117 ,000 
7,001,350 5,566,278 375,141 1,200,000 
’ 1,633,291 1,600,917 1,284,519 35,0 
449,276 1,740,315 6,954,839 1,526,085 
5,016,563 5,016,563 916,650 3,000,000 
45,586,030 34,918,823 1,774,495 6,500,000 
823,351 672,383 401,319 450,000 
19,843 19,843 18,000 18,000 
2,820,502 2,833,770 828, 400,000 
7,242,040 4,542,932 2,683,798 525,000 
610,327 195,273 304,209 100,000 
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We are making a specialty of 


DISTRIBUTION 


of new furniture and all 
classes of merchandise. 


Spur tracks into our buildings allow 
us to handle all material under cover. 


4GN 
WARCHOUSE| 
Rates on Application 


The Los Angeles Warehouse Co. 


316 Commercial Street LOS ANGELES, CALIFORNIA 


Do not confuse us with the Transfer Company of similar name 





Careful attention to details and accurate work are 
necessary in any business. 
They are especially important in the handling of 


EXPORT BUSINESS 


With us this is backed up by the supervision of men 
who have been twenty years in the shipping business— 
railroad and steamship. 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. DALTON 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 








LHEN ikg OBR 


ae ae MACE Wane 


| 





Located in Michigan’s Jobbing Centers. 


THE HUB WAREHOUSE OF THE CENTRAL STATES 
16 Steam Railroad Divisions 


T., Henry Coburn Storage & Warehouse Co., Indianapolis 


™ Merchandise Storage — Quick Shipments — Distribution Cars 
‘“‘Coburn Service for Efficiency’”’ 


KENT ENT STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
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WORLD WIDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 

107 SHI 1,200,000 TONS 

53 Years’ Experience 
International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
A. C. FETTEROLF, Freight Traffic Manager 
No. 1 Broadway, New York City 





AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


ALBANY, NN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 


GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 
ME 


I 
Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 


General Merchandise Storage 
ars. nt cag eel 
Negotlable ¥ Warchouse Reeaipts lesued. 
ool Car Distributio: 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 















13 Traction Line Divisions 









Main Offices: GRAND RAPIDS, MICH. 
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Cleveland, Cincinnati, Chicago & St. Louis (including subsidiaries).. 
Glinton & Olslahoma Western... .cccccccccccccccccccscccccccsescscccces 
Clyde & Mallory Steamship Cos...... rere ee ee 
Colorado & Southern (including subsidiaries) 
ee ES RD ie See ee es ° 
Gplumbus &- Greenville. ...c.cccccccecccsecs ek ae . ae 4 
Copper Range ............ ee 
RONEN o.c:6nt aie de cb caedededccvcdecrecectouede Godlee 
Cumberland & & Pennsylvania RR EO A LES ee 
NERO: die MICU ENED. « 0.6 cldthn'e.s.c Hatdigtic c0 wUeSc cep eee CoeeceeEMgCCoCeeees 
Davenport, Rock Island & Northwestern.........sceeseeseeeseceees gee 
EE oe reer th rerrrerstrrrr reerreTe er 
I CUR i asd, cats BS A 0 6:0:6 SRE Ort Oh 6 HES oR NSO ge Hee oe eK ree 
Delaware & Houston (including subsidiaries) ......ccccoe Deeteecoenees I 
Delaware, Lackawanna & Western 

gh oe ie) ec fren ree eye tee ee Sees 
Dennison & Pacific Suburban 

i CL. 5/6 ee dt. nea gb oaks ewe eens eC 6Rsleebeeeehebenweeeeee 
ee 2 ea ule Wear cre a So oe sed owe bee MRSS ee Re ee 
ee EE 1. 55 4. COhd 6 as Goa Me weed a Melb cieecewlleeeeeves weeeleen 
eT I 0.51. 4:6. 4: Hb trade Kns0 PW wena 0e:sv cowie.§ ereweee> palace arenas 
I TI ss ON sa ain nec Wala ele gerd sible ae Eo Cae eee ear oereek 
2 i 0. «a's eanw sae cuvecnswedeeeesnepace ee e-opeeeleeet 
se I PS IO, ow act one cece nvedcse sees We VEU eee ceeeees 
Detroit & Toledo Shore Line (additional compensation) 
Detroit, Bay City & Western 

ee eat os nce CCE OREDE EORSI OTK S METER RON Mens ewinueemens 
NAGE, OMIMREION 0.9.0: 9/¢:0:c1n0cccccyesesesievecoccccenemoecoeneees Kpicigeeeeian 
a aa 6 a Raat S680 Wik: Cbd BONE en ok emia dye ee 
Duluth, Missabe & Northern 


CORR ee eee eee Eee EHH EMF EEE HEHEHE EEE HEED 


eee eee eee ee ee ee 


Serer eee eee eee ee eee ee eee ee eee eee eee) 


eee eee eee eee ee ee) 


EE err 
Durham Union Station 
East & West Coast....... 
Elgin, Joliet & Eastern............ 
El Paso & Southwestern 
er OR oe die edie e-6'e'esaie ad ido aleieweleiere oeuiee 
Erie, including Chicago & Erie......... Vetineiy sick wean sodiveus eunetes ran 
Ns LINE Se 28 ohh as, kaka ecdduld don culbebabeeces 
LESSER EE 
a cca st ccna itn a we 01g q.eie-e.o'e eave t-e-e o'0.eéacgiviisie wom 
ee Te Seg oh eee co et kn woe Cock oor oeuue deer Oaue wes ‘* 
san dh evconon @ceseuabamaenerepione 6-0 we ocne eo meere 6c ba 
ETE ATE RR RS RR ES: VE | 
Florida East Coast 


Ce 


Fort Street Union ter aA tak Cie a Gh uews Og Gh se SIG seh w wwe idea Blas aii dane aire 
Fort Worth Belt & Ry..... Dect nadie len ae untalner etre eb a: cigs bbs Owe Soiree eed aiake 
Fort Worth Union Passenger Station 

i ney Cs. casa, «a-sb- ag oop €eclstenaecleee a0 bose cetenswbes 
ne I So Soe of avvcidiale-0-<ld@ ple © eels ains6 ENs\slaldee wdagsedows keene 
rr Ci. MOINES 4 o.0:¢:3:0 o'wccsie@*\e ec sw 644 oe ecdces eww see 
I Ns aie cB i ca ira die. h- 0 a-e Saale: 6.0 wib-0le.6-6- 6:0 bles. are-e pia heer’ 
Se Cr INS Gs UE oon 5 iy ose beicinicinigeetictecececseonshece 
Georgia & Florida (including subsidiaries) 
| ee. Ct I et ok ond bieicie close oS bbe cscs soiseiereigeasies 
Georgia Southern & Florida (including subsidiaries).................. 
er NE RD eew eee wow owed FeV Cer~w Ke ccsneade ee noes al ar diias Soimealeiaaen 
Goldsboro Union Station 


er 


ee I ono osc.6:0:0-0:0:6:0 9 0 a UUS SSE COS USCS Ce Seee ee ees 
Great Northern (including subsidiaries)... .......cccccccccccccecsccvcecen 
Green rey & Western (including subsidiaries) 
ow pO  ™ Ee eS Pee a Ee ee Cees oe ee eee 
ulf Coast Lines (including subsidiaries) ideals ce ic a a ge x las Wo ol 
ulf, Mobile & Northern (including subsidiaries)................e000. 
Gulf, TU. Ge WU COs FEA Os bc he os Bele vo Sold be ccescvncecéveccescosee 
a cache ler ag RIE eg. Cd es chibi sat 9s are Ot oulpn e469 oe be prot haha or GSA mae 
CI nal as os gh i eget ida dhiah ds ws @ ae edranigitn OY wi 6 Olt: dias WS aca) Wis: Kee diaieOiece.s 
Hannibal Union Depot 
Harlem Transfer 
Hartwell Railway 
MN, WII ad ooo 5 59 05 PES TA ee dae dee Sac eee bc ccecssncecocoes 
High Point, Randleman, Asheville & Southern 
IND, is cs cine « ole eiaidacsnmsotabeld.«\a. de. aieminiciia bighing cow Be.e.e: bla'a\e 
BO OE ee eee eer eee a ee 
ig a Aaa nas ininin Sask He Widhie 6 uwibs vd ore’ uiesmei 
Huntington & Broad Top Mountain Railroad & Coal 
Illinois Central (including subsidiaries)............cccccccecceccecccece 
I SI osc: 0 Gaia ta Sibcane (:¥RW A a BG ins bi Gab6°9-dia: ©! 66.6 G:6i0% 6G e cielaie'eeeec . 
a ED 2. 5:5. 5a. 6, iri 656 v0 41 Bieri ono 0 br a's i6i8 &@ bored be Koa ble welwm wre 
80 6s. eat dca @ Dhar: v6: dain o wees ded Meee e's dla daweeoweteees 
GONE etten DEE CRORE « DUCT UCU 6 6's bs 60 4s Sew ciccceticdicsd$eececeoese 
Iowa Transfer 
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ee ee ee ey 


I Oo olalaid ana: s:sibietucinlnoidew paisinm cneseeies 
EEE ELE pis ri artales ataca aca 
Sens INCE. euimreneripionpierelieratuntionestoveneuenehinnveumtina salou ddiaitan aacianlamaatwiiahete 
Kankakee & Seneca 


COP eH O Pere reer eee reresEeEEeeerEeeesseteseeeseseresrere 


pane City, Mexico & Orient and Kansas City, Mexico & Orient of 
SOUS . Geis btccas 


ed 


Kansas City Southern 
I i aa casks 4 rien cain Sid br 6 Susie inca, Sle ame 
Kansas, Oklahoma & Gulf (including subsidiaries).................... 
Kentucky & Indiana Terminal 

Keokuk Union Depot ....--....... 

Lackawanna & Montrose 
I CINE oe dots 66 Seo ong 0:.4:6 v8 t 06 Me PRC S re os 6.0.8 Hew bocce sees 
Te ke BR gf EES Se OSE ee eet ee ee 
nN ER A Pe a ee eee 
Lake Superior Terminal & Transfer 
a 5 SNe 0 or ev pct sv'e or @1Gte' wi 1644 elore ah ore ldlba ebro aS Gabo 
edo pechadecasdy» ith “ac, a 4 Meet dot, Sele RL EER EE EERE ETRE TEER EEE 
eS PePneD DOMMIWEY Ze TRTIGRO. «0:6. cccccccseccccsicccoccccece 
I eo allie Sains <b inte nae omaume 
Lehigh & New England (including subsidiaries) 
Lehigh Valley (including subsidiaries) 
MO Ee ee Se gee lees eee 
EN E.  iyree rs 28 rae CESECTSS 0 60 REC Coc ORNs WEST ES erie 
ne I Se Oe OS, 5g dud od 6 oe he'etin dod 0s vu@iviecgedclined 
I So o's occ. cb cbt Cee teeth er cee sl ob6beneeceenese 
pe ha ey Ee Pee ET eee er er we 
NEE ED, EEMEIIBOS, , Catt On 8c cv vc. 0 dts cle vise cece Sade mes ook ees coe dns 
ee ora oo eaaig- ave. odes allie gengain etwudiag doy peine Mnaia Me tema 
aE I 6 coe n:60 4.0 awe eel.ccbadeds bo solemicblewe ee Cavbild tetas 
ee es nea Et, BG, 2 Oe TURMBLCT . 6 ooec cues ctcctcsccccsccecces 
Louisville & Jeffersonville Bridge & Railroad Co..............eeeeeees 
I ETE LLCS ET OT at 
Rl eae uid da Soa ee Me ROMS HaHa me eae eelebe anions 
Louisville, Henderson & St. Louis 
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3,164,525 
90,416 
8,000,000 
5,850,888 
10,222 
334,958 
762,876 
12,000 
1,150,298 
297,836 
94,915 
1,000 
11,500 
4,710,903 
7,237,943 
150,430 
19,510 
14,120 
8,417,233 


15,853,320 
3,357 
263,259 
701,913 
10,234 

30, 483 


30,110 


2,789,688 
29,837,038 
2,006 
1,054,600 
2,611,223 
572,668 
164,216 
13,128 
20,000 
11,422 
24,587 
29,859 
1,103,898 
9,095 
197,358 
30,886 
2,733,402 
271,158 
8,407,815 
1,161,968 
207,117 
1,055,489 
4,433,300 


79,080 
361,620 
2,307 
41,920 
3,771 


1,169,854 
7,322,357 
10,317,996 
5,598 
83,737 
8,223 
3,805 
91,136 
1,526,437 
65,605 
42,219 

638 

13,433 
1,472 
262,963 
994,346 
10,721,463 
17,000 
630,859 
1,100 
261,716 
23,199 
3,111,145 
187,325 
262,559 
34,787 
9,255 
a6.515,357 


,496 
1,124,002 


4,900,630 
84,464 
2,260,181 
4,659,654 
4,813 
463,941 
443,563 
12,000 

ay 150, 298 
305,295 
98, 888 
1,000 
11,500 
4,728,596 
7,785,065 
148,004 
19,631 
13,433 
6,768,332 
16,700 
380,908 
244,844 
981,284 
146,976 
118,871 
141,528 
417,328 
40,000 
6,411,289 
12,013,698 
313,151 
24,163 
105,007 
2,190 
80,447 
8,169,398 


10,494,832 
3,357 
180,936 
787,571 
25,939 
33,133 
51,049 
1,122,987 
839,744 
115,255 
92,188 
4,955 
sc catacadete 


118,685 
172,432 
845,662 
32,703 
372,508 
1,155,081 
53,421 
167 
1,402,278 


28,982 


562,955 
95,460 


976,621 
8,792,620 
10,539,675 
1,355,340 
148,160 
8,223 
3,804 
53,500 
3,438,525 
225,763 
42,219 
637 
11,283 
1,940 

_ 512,708 
917,954 
9,810,394 
17,000 
652,998 
1,100 
261, "130 
23,199 
1,807,317 
187,325 
262,558 
aoa: 


1,056,832 


Vol. 


6,264,631 
37,200 
30,076 

757,760 
9,600 
35,730 
21,993 
4,124 
457,910 
205,272 
67,429 
13,226 
11,042 

5,930,500 

1,441,094 
54,631 
11,412 
10,719 

274,563 
21,455 
306,346 
43,530 

2,929,883 

51,769 


22,063 
331,598 
11,062 
4,981,450 


22, 090 


2,243,642 
11,773 
84,330 

107,349 


10, 816, 519 
264,531 
997,056 
514,220 

1,859,629 
7,027 
286,681 
290,000 
2,306 
3,961 
11,958 


274,777 
2,102,084 
77 ,407 
1,261,930 
671,928 
3,919 

733 
178,137 
222,015 
104,739 
1,060 

637 
10,241 
3,091 
153,189 
363,807 
3,711,164 


657,605 


XXXV, No. 7 


5,000,000 
75,000 
162,224 
1,775,000 


1 

30,000 
130,000 
12,000 
550,000 
260,000 
75,000 
1,000 
11,500 
1,500,000 
5,000,000 
60,000 
13,000 
12,500 
800,000 
15,500 
330,000 
105,000 
1,250,000 
65,000 
118,249 
22,063 
375,000 
40,000 
4,866,000 
8,525,000 
. 80,000 
21,000 
75,000 
2,190 
51,000 
3,700,000 
400,000 
5,665 
3,250,000 
3,300 
140,000 
235,000 
10,000 
25,000 
31,000 
750,000 
300,000 
19,000 
75,000 

_ 4,529 
725,000 

1 


34,000 
85,000 
150,000 
97,000 
120,000 
50,000 
10,000 
167 
250,000 
6,591,054 
400,000 
575,000 
$00,000 
100,000 
40,000 
9,426 
20.000 
10,000 
20,000 
24,500 


700,000 
25,000 
130,000 
11,500 
750, "000 
50,000 
7,750,000 
50,000 
495,000 
765,000 
100,000 
7,200 

1 


290,000 
2,306 
18,000 


250,000 
1,500,000 
975 5,000 
1,410,000 
50,000 

6, 300 
4,000 
110,000 
700,000 
140,000 
27,600 
637 
10,500 
2,500 
225,000 
675,000 
4,600,000 
17,000 
225,000 
1,100 
75,000 
25,000 
800,000 
90,000 
200,090 
33,231 
3,100 
7,000,000 
3,175 


660,000 
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The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 














Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 


Storage Service 
for the 


Independent Producer ! ! 


The Houston Oil Terminal Company 
offers storage on The Houston 
Ship Channel, fifty miles closer 
by water tojyour market. 


Bonded warehouse receipts issued 
on Oil in storage. 


World Wide Marketing Contacts 
both for export and import interests. 


For details address 


The Houston Oil Terminal 
Chronicle Company Houston, 


Building Texas 





at _ 
reeset 


ORAGE 






A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWES TERN TERRI TORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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Mackinac ‘Transportation 
Macon, Dublin & Savannah 
Macon Terminal . 
NE RR a a ee eo eee ee ee 
Manistique & Lake Superior 
EE .cchciee cediee o66etnere Ghaioeteteate hace Se secieeeenne'e 
Marquette & Bessemer Dock & Navigation 
Maxton, Alma & Southbound 
es ie GUE. 6. x:6 ebb dens Mea Gab oda ccececssvetcnesesecceenee 
6 ga gies bs aL Bias HG WOO: Hie 6; 8 -0( 016i Care we WO Rin dee: b:ec0d Rec 
Merchants & Miners Transportation 
Se ee ere ee eee ee eee ee ee 
Michigan Central and subsidiaries 
Midland Valley 
a ald ik Bad oe Wdtig AGNE ba ke VEAEAOLE DEC S.* Heed eee éeuleseee ee 
Minneapolis & St. Louis 
Minneapolis Eastern 
Minneapolis, St. Paul & Sault Ste. Marie 
Minnesota & International 
I EE oc lc Secs epetececnadeoree weds ews 
TE CARRE Didcic cece dcdtcscecccccecvcccesccesceess 
issouri, Kansas & TexXasS......cccccccsccccccccccccccccs 
issouri, Kansas & Texas of Texas . ; 
Missouri Pacific R. R. Co. (including subsidiaries) 
Missouri & Illinois Bridge & Belt 
Missouri & North Arkansas 
Mobile & Ohio...... idaeeareacn aise 4'a heleeiaceo ol OUeeeaeige owewwelaeeScew aslo 
IN denne abate sete eee a wae aces dela 8eoe@ out aaeeneere sie. 
Morgantown NI 4c a Sia g ebik: ene biel bole ewe wi Oleree eda tiera neem mateo be 
Munising, Marquette & Southeastern 
nn: cL Ca wodinc coll cae ihe cee es ceeds enol TENN se ce ceinepeotede 
ee nee (0 OE. NN icine. ncie cinco ceimeeececew es oewcee 
New England Steamship (including subsidiaries)..........cccccceseees 
re a OGRE «5c acciaciteis <clbde nd ssicitineeiesiee geesisewes ane 
New Orleans Terminal 


SOPH eee eee eee HEHEHE HEHEHE HEHEHE HEHEHE HEHEHE EE 


Cee meee meee ete wee reteset esas eeeeeeeeseeee 


ee 


Cee e eee eee wee Hee eee HEHEHE HEHE EEE HEHE EEE 


eee emer twee re eee ee eter eeeeeeeeeeee 


weer eee eee ee ee eee eee ee eee eee eee) 


CHORE EEE HEHE HEHEHE EEE SEH EEE HHH HH EHH EEE EHH EEE EEEED 


Seem eee eee eee eee ee ee eet aeeeet sees eseesesese 





eee eee ee 


eee ee eee eee eee eee ee eee eee eee ee | 


Seem em ee eee EEE EEE HEHEHE HEHEHE EEE HOH EES 


Peete eee meee sees eeeeeeteseseseee 


CeCe HHH HEHEHE HER EEE TEE EHH EHH EEE SEO EE OES 


New Orleans Great Northern 
New York & Long Branch..... Eee eee eee eee eee eee eee eee 
New York, Chicago & St. Louis 
New York Central system 
New York Connecting 
a wd a asa bes GAG or Slant 0-4 wb ©. 06a Ui W°SIE: Gil gues: acl e: @ibler dere 
New York, New Haven & Hartford 
New York, Ontario & Western 
New Jersey I I Ga cae, core ar oiGia site Ae abn 6 hieiea oie. cies e.glecieeia 
New York, Susquehanna & Western and subsidiaries 
rr er PE 06 act eas ob ew ences cede eosseebeeseeeeee 
Norfolk & Western (including subsidiaries) 
Norfolk Southern 
Norfolk Terminal 
II clic ares Sid cra gien a aids rele Wale Ce die ee daele vise cee sees odeeaesingiia 
Northern Pacific (including subsidiaries) 
morthern acide Terminal Gf Gre@Gn.. so .k. oc. cc cccccccccccccedsecccces 
Northwestern Pacific (other accounts) 
Northwestern Pacific (material and supplies).. 
North Charleston Terminal .......cccccccccccces 
Northern Ohio ....cccccccccccece 
Old Dominion Steamship ....... 
Ocean Steamship of Savannah 
Ogden Union Railway & Depot 
Ontonagon Ry. 
PED. 6c adr Ceck sO ened eReGleGay Raced ctiticsceeeees ee eorm 
COPGMOT TEU 6:0 0cbbics cbse ctosece*® 6a aes ¢ Re dlaeécsanentedaneis 
i Ce, on gE, «eM s at ab Shae « 60S + LURN 6eo CUTE HEC RSE OO CCE RCS ESOS ee 
Pacific Coast of California 


2 Withdrawn. 
Pacific Fruit. Express 
I Bea o oon 056.06 506 ov cceveeetoes 
Pennsylvania System .........cceeeee. 
Peoria Railway Terminal .... Searcake 
Peoria & Pekin Union ............. anes cle nee 
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“‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pa. Chicago, Ill. 
39South St. Drexel Bldg. Oliver hd 431 So. Dearborn St. 
And at our Branch Offices at ports of call, etc. 


io Ship by Water 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


—— oe of lading issued from Gulf Ports to Hawaii, Australia, New 
Dutch East Indies, for Transshipment at San Francisco. 


Through bills sills teil Weis testa teen tai 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 


THE TRAFFIC 


1700% Growth 


in 5S years 


Los s An geles 


ARBOR 


That amazing growth—1700% in five years 
—must mean that a great many shippers 
are finding it very profitable to sail in and 
out of the port of Los Angeles. Are you 
one of them? 


Check up and you will find that the tonnage 
passing in and out of Los Angeles Harbor 
is now second only to that of New York! 


You don’t make cargoes out of climate. 
Such a vast amount of shipping must mean 
growth, prosperity, buying power through 
all the sweep of that broad, rich hinterland, 
whose outlet and inlet is Los Angeles 
Harbor. 

Los Angeles has made it easy for you to 
land your goods at the door. She has kept 
pace in developing dockage, loading and un- 
loading facilities, storage and means of 
transfer to land transportation. 


It will pay you to analyze closely your mar- 
kets in western America. You will find that 
the shortest, most economical route to the 
cream of western business is via the port of 
‘Los Angeles. 


For some exceedingly interesting 


ures and information, write us for 
the‘book: “‘The Port of Los Angeles’”’ 


Board of Harbor Commissioners 


City of Los Angeles 
“Port of the Pacific Southwest” 
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272,746 248,641 14,438 3,000 
167,147 174,614 206,766 36,000 
274,048 276,682 21,834 126,500 
11,553 11,553 10,664 11,500 
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803,469 832,953 841,416 60,000 
652,476 628,629 26,699 100,000 
984,215 533,199 4,492,886 1,400,000 
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1,306,837 1,306,837 266,504 390,000 
22,984 22,984 20,107 20,000 
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() 1,524,028 687,435 1,080,000 
283,837 300,096 93,987 115,000 
5,473,216 5,063,072 4,898,070 5,075,000 
52,207 69,005 49,529 50,000 
$1,013,389,502 $768,003,274 $438,130,811 $48,574,901 








TRANSPORTATION LEGISLATION 


The Traffic World Ottawa Bureau 

The “speech from the throne,” the formal annual message 
put into the mouth of the governor-general of Canada by the 
administration at the summoning of each session of Parliament, 


foreshadows some legislation of transportation interest. In 
contains the following passages: 


Some ‘measure of control of transportation by land and sea is 
obviously essential to the promotion of interimperial trade, the ex- 


pansion of export trade generally, and the development of Canadian 
trade via Canadian ports. 


The procedure it may be advisable to follow with respect to rail- 
way freight rates will in some measure necessarily depend upon the 
decision of the Supreme Court in the appeal respecting the Crow’s 
Nest Pass Agreement. With regard to ocean freight rates, action is 
being taken to overcome the restraints on export trade due to the 
exactions of the powerful steamship combine known as the North 
Atlantic Steamship Conference. Your’ approval will be asked of a 


measure aimed at affording the Government of Canada a control of 
ocean rates. 


It is the intention of the Government so to equip our important 
ports on the St. Lawrence route, and on both the Atlantic and 


Pacific coasts, as to.-enable them to meet all requirements of modern 
navigation. 


In connection with the above, the announcement has been 
made that the government will subsidize ten ships of the Peter- 
son line to offer competition to the North Atlantic Shipping 
Conference, with the hope of effecting a reduction in cattle 
and other ocean freights of from 10 to 15 per cent. Simul- 
taneously with this comes a report, tabled in the House of 
Commons, that contains charges against the shipping “combine.” 
This follows an investigation which W. T. R. Preston has been 


carrying on for the government, here and in Europe, for the 
last year. 


The text of the report refers to “the peculiar anti-British 
influence which apparently dominates the policy of the North 
Atlantic conference,” and adds: , 


The suggestion that British steamship lines, controlled by peers, 
baronets, and knights of the British Empire, carry freight from for- 
eign ports to any port of the world at a lower figure than they were 
willing to carry identical freight from British ports, would be absurd, 
unless official evidence that cannot be contradicted is available to 
prove the absolute proof of the suggestion. 


Mr. Preston goes on to declare that he has a list of twenty 
or thirty standard exports of the United Kingdom on which 
the steamship “combine” charges from double to four times 
the freight rate for the transportation of these British products 
than is charged by them for carrying similar articles from 





Germany and other continental countries to different parts of 
the world. Though the distance between Montreal and Liver- 
pool is shorter than between Hamburg and New York, he says, 
the freight rates on Canadian exports is two or three times 
greater than the “combine” rates between Hamburg and United 
States ports. The following lines are given in the report as 
constituting the North Atlantic ‘“‘combine’’: 


The American Anchor-Donaldson and Thompson, Baltic-American, 
Canadian Pacific Railway, Compagnie-Generale (France), Trans-At- 
lantic Company, Consulish (Italy), Cunard, Hamburg-American, 
United-American, United States, Intercolonial Transports (Associated 
with Canadian Steamships), Holland-America, North German Lloyd, 
Norwegian-American Co., Cairns-Noble Co., Scandinavian-American, 
Swedish-American, Red Star, Canadian Government Merchant Marine, 


Royal Mail Steam Packet Co., White Star, White Star Dominion, 
Furness-Withy Co., MacLean-Kennedy Co. 


The Canadian Government Merchant Marine was formerly 
in the conference but has withdrawn. 


In the course of his report, Mr. Preston says: 


The North Atlantic conference is an obvious menace to the natural 
development of the export trade of the country, and an evident deter- 
rent to the prosperity and welfare of the prosperity of the Dominion. 
The moving spirits in this gigantic world-wide maritime organiza- 
tion have conspired, combined, agreed, and arranged to unduly limit 
the facilities for ocean transportation. They are preventing, limit- 


ing, and lessening competition-in ocean transportation to and from 
Canadian ports. 


The report, generally, is a scathing indictment of one 
section of an organization that, he says, is now endeavoring 
to control all the great shipping interests of the world. It 
wields the “big stick” over shippers, restricts emigration to 
Canada by excessive steerage rates, and exerts a strangle hold 
on the foreign trade of the Dominion. “There is little doubt 
that a remedy must be found for present conditions if Canada 
is to maintain its place as a prosperous nation,” he says. 

Summarizing his report, he says, a combine exists among 
all the transatlantic shipping lines running regularly between 
Great Britain and Europe and Canada. This combine is inter- 
locked with the other great steamship lines plying between 
Europe and South America, South Africa, India, Australia, and 
New Zealand. British steamship interests control not only the 
North Atlantic steamship traffic, but exercise a predominating 
influence in the great world-wide steamship combine.. He says: 


Every possible influence is exerted to prevent goods or freight 
carried by railways in those countries being transported overseas 
by steamships other than those under the control-of these various 
interlocking combines. Merchants, traders, or exporters are liable to 


be penalized by conference lines if they venture to consign freight 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 
Gulf ~ er vice 


BEAUMONT, TEXAS 
SERVING 


THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 


AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 


DIRECT loading CAR to SHIP eliminates { Delays 
Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal General Offices: ’ 
Telephone Mulberry 4300 5 Nassau St., New York City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffale, Chicago, Cleveland, Dallas, Fort Worth, Les Angeles, Minneapolis 
Mobile, Pensacéla, Pittsburgh, Port Newark, San y =e i ai 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Les Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 

SANTA PAULA........... February 24 
oi. to | re March 4 
SANTA OLIVIA ............ March 10 


Through bills of lading issued for transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


SAN FRANCISCO LOS ANGELES 


*ECUADOR.......... February 26 February 28 


SANTA MALTA ..... February 26 February 28 
SANTA BARBARA ..... March 12 March 14 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. SAN JUAN sails from San Francisco March 3 
S.S. CITY OF SAN FRANCISCO aails from San Francisco March 24 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 
PIR ic wsivietewesenonc Hoge Bldg. Wilmington, Del., Marine Terminal 
Baltimore......... Equitable Bldg. Norfolk, Southgate Fwd. & Stge.Co. 
Pittsburgh, 410 State Theatre Bldg. Chicago........ 142 So. Clark St. 
Philadelphia..... 240 Bourse Bldg. Cimeinmattl. ...ceses Gwynne Bldg. 









MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - 


HAY - GRAIN .- AUTOMOBILES 


POOL CAR DISTRIBUTION 


Reasonable Rates . 


Lowest Insurance - 


Prompt Service 





Mr. Manufacturer:-*° warehousing and distribution 


problems made easy in our Warehouses 





MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 


MEMPHIS, TENN. 
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or goods to or from or over these great trade routes by steamships 
or vessels not under the immediate control of the combine. This 
penalizing may take the form of an increase in freight rates or by 
delay in shipment. 

The effect of the administration or operation of the Atlantic Steam- 
ship combine, in connection with Canadian imports and exports, is 
to almost isolate Canada from other ports of the world to which 
communication can only by secured by ocean routes. The only chan- 
nels for the great bulk of Canadian exports are the ocean ports on 
the Atlantic and Pacific. With the exception of a few commodities, 
the United States is well nigh closed to the Dominion by the barrier 
of the high tariff, so that Canada is dependent almost entirely for 
its foreign markets to overseas destinations. With both the eastern 
and western channels practically controlled by the steamship com- 


bines the serious obstacles to the development of foreign trade are 
obvious. 


There have been indignant comments on this report. Rep- 
resentatives of Atlantic shipping interests at Montreal express 
surprise and say an examination of the books of the shipping 
companies would prove that the statements were incorrect. 
Major Curry, general manager of the White Star Line at Mon- 
treal, cited the case of the steamer “Irishman,” one of its big- 
gest freighters, which had sailed from Montreal with 1,160 
head of cattle at $22.50 a head, and the voyage had cost the 
company sO much money that the ship had been laid up 
ever since. 

Members of the Shipping Federation would not issue a 
statement until they had studied the report, but said it would 
not be hard to answer. 

Colonel Gear, vice-president of the Robert Reford Company, 
one of the biggest Montreal concerns, denied any monopoly or 
that the North Atlantic conference controlled freight to or from 
St. Lawrence ports. “Proof of this,’ he said, “is that more 
grain was shipped by tramps in 1924 than by regular lines from 
the port of Montreal.” Referring to the carriage of western 
products, he said: 

The object of the North Atlantic Conference is to prevent insane 
cutting on the part of the various steamship lines in competing with 
one another for general cargo, other than wheat, flour and cattle, and 
this regulation of ocean rates on this class of freight is to the benefit 
of the manufacturer. It gives him regular sailings, whether ships 
are full, or only half full. It enables him to supply the markets of 
the world at regular and stated intervals, most beneficial for his 
particular class of goods, and he knows exactly what the cost is going 
to be, and that his competitor has no advantage over him. But as 
for the three great products of the farm, especially of the western 
farmer, there is nothing to deter him from making a rate at any 
time by barter in the same way as he sells his wheat, which fluctuates 
much more rapidly than does the item of freight, and which in its 
fluctuations affects the staple of bread so necessary for the very 
lifeblood of the people. Europe today has a greater grievance against 
the farmer of Manitoba and Saskatchewan for raising the price of 
staple food than the farmer has against the steamship companies 
on the Atlantic, whose rates have been steadily falling for the past 
three months, while wheat advanced in price, and many steamers 


have been unable to secure the necessary ballast for their 
requirements. 


It is well that the truth should be printed so as to correct t 
malicious false statements printed by papers in support of another 
demand on the Dominion taxpayer, who must pay the loss. 


CROW’S NEST PASS RATES 


The Trafic World !Vashington Bureau 

The Crow’s Nest case is again before the courts, argument 
on the appeal of the prairie provinces against the ruling of the 
Railway Commission having been going on all week. The case 
is in the hands of the court and a decision is expected shortly, 
as the matter will come before Parliament at as early a date 
as possible. 

The appeal asks that the judgment of the Railway Com- 
mission wiping out the agreement be set aside. It is based on 
a set of questions formulated by the Commission and covering 
all aspects of the case. As the argument was mainly on the 
legal side of the question, it was more difficult to follow than 
when the case was before the Commission, but there have been 
large and keenly interested audiences in attendance at the 
court daily. 

H. J. Symington, K. C., opened the case for the western 
provinces, contending that, being an act of Parliament, the 
Crow’s Nest rates could not be set aside by the Railway Com- 
mission or by any other body except Parliament itself. The 
Commission, he said, had, in 1917, given an opinion that it 
could not raise the rates on the Crow’s Nest list of commodi- 
ties above the maximum provided for by the agreement. He 
attached much importance to the question whether the Crow’s 
Nest act was a “special act.” If it was, it must be considered 
as superseding the general railway act, which sets forth the 
powers of the Board of Railway Commissioners, and it pro- 
vided for certain maximum rates. He defined a “special act” 
as one relating to the construction and operation of a railway 
and argued that, as the Crow act was of this character, it was 
a special act. He cited cases to support the view that the 
Commission had frequently considered the Crow act as one 
restraining its jurisdiction to raise rates above the maximum 
provided therein. He contended that the Crow rates were rea- 
sonable, because Parliament had declared them to be so, or it 
would not have fixed them. On the question of discrimination, 
which is an important phase of the discussion, he contended 
that Parliament had fixed reasonable rates and had said to the 
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Commission that it must not permit discrimination within the 
maximum fixed. 

He stressed the point that the Crow rates were a declara- 
tion of general policy by Parliament. “To put my case in a 
nutshell,” he said, “Parliament said to the Railway Board: 
‘You fix just and reasonable rates without discrimination, but 
you are not to go outside the maxima on wheat and the com. 
modities in the Crow agreement.’ ” 

The court questioned him as to the effect of changed con. 
ditions, and Mr. Symington declared that, in 1922, Parliament 
had inquired into conditions and had not changed the rates. 
Questions by the bench seemed to indicate the view that, if the 
effect of a rates maxima was to paralyze the whole scheme, 
the maxima would be excluded by inference. . 

Mr. Symington opposed the view that it had been the inten. 
tion of Parliament to place full control of rates in the hands 
of the Commission with regard to special acts and contended 
that subsidy acts of 1903, 1906, and 1908 had contained provision 
that the rates charged on specific commodities should not be 
higher than the Crow agreement rates. The act stipulated that, 
if the C. P. R. took the subsidy, it must give the rates pro- 
vided in the agreement. The rates were a statutory require. 
ment and not a mere contractual obligation. When Parliament 
passed the Crow’s Nest act, it intended to fix maximum rates. 
The important point was whether the rates under the Crow 
act were provided by statute. He contended that they were. 
He admitted that, if they came into effect as the result of a 
contract lacking statutory force, the Commission would have 
authority to vary them; but a solemn agreement between Par- 
liament and the Canadian Pacific Railway, implemented by 
statute, could not be set aside by the Commission, governor. 
general in council, nor any such body; Parliament alone could 
repeal its own act. To uphold the position of the Railway Com- 
mission it would be necessary to prove that the Crow’s Nest act 
had been repealed by the 1903 railway act. 

Replying to a question by Judge Mignault, he said Parlia- 
ment had intended to remove from the jurisdiction of the rail- 
way board such rates as were provided for in the Crow agree- 
ment. The board had no authority to interfere with specific 
rates created by Parliament. In the same year that Parliament 
had constituted the Railway Commission, it had also, in the 
Canadian Northern Railway subsidy act, declared that rates 
should be no higher than those in the Crow agreement. The 
principle that Parliament was the proper body to deal with the 
rates under the Crow’s Nest act was recognized when the rates 
were suspended during the war. The services of the Railway 
Board had not been resorted to at that time, but action had 
been taken by Parliament and the governor-in-council. 

Mr. Symington continued his argument on the second day 
of the court’s sitting, and the court seemed to take an increased 
interest in certain aspects of the case. This was particularly 
noticeable with regard to his contention regarding the obliga- 
tion of the Railway Commission to apply the discriminatory 
clauses of the railway act, which was not unreservedly accepted 
by the court. On the first day, Mr. Symington laid the ground 
of his argument in the contention that the Crow agreement was 
a special act, and the Railway Commission had no option but 
to apply its provisions with respect to the rates mentioned 
therein. He followed this up by laying down the proposition 
that Parliament did not intend to derogate its own act, unless 
it specifically said so. 

Judge Iddington asked whether, as only a fraction of the 
public was concerned in the Crow agreement, if it turned out 
that the interest of the public generally suffered, should not 
the court try to equalize matters for the public as a whole, and 
Judge Duff observed: “If the collateral effect of the rates was 
to hamper the board with respect to its powers with regard to 
other railways in such a way as to frustrate the purpose of the 
scheme, it might be a serious thing.” He asked what would be 
the effect if, through the putting of such a rates maxima into 
effect should cause disaster, and Mr. Symington said Parliament 
would have to deal with it. 

Mr. Symington, in dealing with the matter of discrimina- 
tion, contended that, in the legislation of 1922, in which it was 
provided that the rates on grain and flour moving eastward 
should be governed by the Crow’s Nest scale, Parliament had 
re-enacted the Crow agreement. In ignoring the act of 1922 
the Railway Commission had assumed too much. He attacked 
the opinion of Chairman McKeown, of the Commission, that it 
could not be held that the Canadian Pacific and the government 
could not change the conditions of an agreement they had 
entered into. 

He admitted that, read by itself, the Crow’s Nest act meant 
that the rates applied only to the lines of the Canadian Pacific 
as they were in 1897, when the agreement was made; but, under 
the provisions of the general act from which the Railway Com- 
mission derived its powers, and which forbade discrimination, 
the Crow rates were applied to all Canadian Pacific lines to the 
system as it grows. 

“If the general act applies as to discrimination,” asked 
Chief Justice Anglin, “why does it not apply as to rates?” 

Mr. Symington said that when the Canadian Pacific entered 
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Minneapolis & St. Louis Railroad Company 


Ww. H. BREMNER, Receiver 


THE PEORIA GATEWAY —- 


During periods of heavy traffic movements when other gate- 
ways were congested traffic moved without delay through the 
Peoria gateway. A delay of one day as a result of routing 
your freight through large congested terminals may result in 
the loss of a customer. 


In addition to the prompt handling of carload freight, The 
M. & St. L. R. R. operate through merchandise cars from vari- 
ous Eastern and Southern points, to the West and Northwest. ° 
For the Year 1924 the Lackawanna—M. & St. L—New York to a 
Minneapolis through car averaged less than six days in transit, s 
equally good time on other through cars. Further information 
as to this service promptly furnished by representatives named 
below. 




























CHICAGO, ILL., 201 Marquette Bldg., J. R. Shannon, General Agent, 
CINCINNATI, OHIO, 909 Neave Bldg.. J. B. Helwig, General Agent, 
CLEVELAND, OHIO, 508 Park Bldg., e G. Gustafson, Gen 
DETROIT, MicH., 514 Free Press Bidg., 1. L. Colborn, General Agent, 

DES MOINES, 1A., 4th & Market Sts., G. C. Houk, General Ag 
INDIANAPOLIS. IND., 526 Merchants Bank Bldg., C. F. Hayes, General Agent, 
KANSAS CITY, MO., 322 Railway Exchange Bld, 1. W. Hannum, General Agent, 


MINNEAPOLIS, MINN., Trans. "Bldg, C. Glenn, 4 Agent 

po nl TRANSFER, MINN., 739 *piltapay Ave., T. J. Pewters, Commercial Agent. 
NEW YORK, » 25 Broad d St., . E. Harris, General Eastern Agent. 
PITTSBURGH, Mon: 403 Park Bldg. .» H. M. Corbett, General a Freight Dept. 
PEORIA, ILL. mann Bidg., . | :- eo General Agent. 

ST. LoUuls, MO. 426" Pierce Bidg., W. Koch, General Agent. 


., A. C. Agent 
SPOKANE, WASH., 508 Sherwood Bldg., D. C. Spoor, General Agent, 
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into the agreement it knew it was subject to the law prohibiting 
discrimination. It had accepted the bonus for the line and 
should abide by the consequences. The statute could not be 
construed as fixing a rate creating discrimination. 

“The question is,” said Judge Duff, “whether the discrimina- 
tion clauses of the general act do not imply to the board a free 
hand to deal with discrimination. Can the hands of the board 
be tied in one respect and not in another?’ 

“The Canadian Pacific, when it entered into the agreenient, 
knew that discrimination would not be permitted, and the 
rates then agreed on must have been reasonable or they would 
not have been agreed to by the company,” said Mr. Symington. 

“Tt does not mean,” said Judge Migneault, “that this is a 
reasonable rate for all time.” 

In concluding his argument, Mr. Symington submitted that, 
if the restricted interpretation of the agreement was to be 
accepted, and the rates applied only to the 1897 mileage of the 
C. P. R., then Parliament must have had this in mind when it 
legislated in 1922, which was absurd. Interpreted together, the 
special and general acts meant that the Railway Commission 
was to fix rates between the maxima provided for in the agree- 
ment, and remove discrimination. 

Other counsel were heard representing other interests. S. B. 
Weods, representing the cities of Edmonton and Saskatoon, 
argued against discrimination. The C. P. R., he said, had filed 
tariffs making the Crow rates applicable only at those points in 
existence at the date of the agreement. The result was serious 
discrimination against certain points. He wished to know 
whether such discrimination was not in contravention of the 
discrimination clauses of the railway act. 

Judge Newcombe said the discrimination sections applied 
to individuals as well as to localities. Supposing Parliament 
_ decided to give a Canadian railway a subsidy on condition that 
it adopted a twenty per cent reduction for everyone in the pub- 
lic service, could it be argued that this reduction should be 
given to everybody? Judge Duff amplified the illustration by 
suggesting that special rates be given to soldiers or harvesters, 

Counsel representing certain Ontario cities protested 
against the application of the Crow rates to Toronto and 
Hamilton, and the non-application to the cities they represented. 
G. G. McGeer, representing British Columbia, contended that 
Crow’s Nest rates were put in for colonization purposes. Parlia- 
ment, with development of the west in mind, had made a 
contract involving the adoption of certain maximum rates by 
the C. P. R. for all time. As things now stood, fruit growers 
of the west were discriminated against in the prairie markets. 
Eastern fruit got the Crow rates and western fruit did not. 
Such conditions could not have been intended by Parliament 
when the Crow agreement was passed. 


R. E. Finn, representing the Maritime Provinces, made the 
following points: The Crow agreement was statutory, and 
was binding on the Commission; its provisions applied only to 
the Canadian Pacific mileage of 1897; and the Canadian Pacific 
had wrongfully interpreted the-sections of the agreement relat- 
ing to rates on its lines in the Maritime Provinces. He said 
the Maritime Provinces would be glad to have the wide interpre- 
tation placed on the agreement by Mr. Symington, but were 
afraid that, by asking too much, they would get too little. 


The case for the railways was presented by an array of 
counsel, Mr. Lafleur, one of the leaders of the Canadian bar, 
opening. He showed the situation with respect to railway 
rates and their control in 1897. The arbiter of rates then was 
the governor-in-council. The logical inference was that, finally, 
the governor-in-council was represented by the Railway Com- 
mission so far as control of rates was concerned. Before the 
agreement of 1897, the railway charter prevented Parliament 
from reducing rates until it earned ten per cent on its capital. 
This explained why the Crow’s Nest agreement took the form 
it did. It would have been a breach of faith for Parliament 
to have legislated the company out of its rights by reducing 
rates. This was why the Canadian Pacific agreed to a maxi- 
mum with respect to the commodities mentioned in the agree- 
ment. 

He argued that, while the agreement bound the company, 
it did not bind the governor-in-council. The latter still reserved 
the right to raise or lower the maxima if circumstances seemed 
to warrant such action. It followed that the governor-in- 
council, through the Railway Commission, had this right. The 
Canadian Pacific having, in return for the subsidy, submitted 
itself to the existing authority for the control of rates, it was 
assumed that they would be reasonable. It could not have 
been the intention of Parliament to fix these rates perpetually, 
no matter what the conditions were. From its very nature a 
rate could not be fixed for all time. Operating conditions 
changed. Hence the governor-in-council had to reserve the right 
to make changes. To hold that the maxima set in the Crow 
agreement was binding under all conditions was not fair to 
the Canadian National, which was not a party to it, but which 
had to adopt the rates. 

W. M. Tilley, representing the Canadian Pacific, directed 
his argument to the point that the rates under the Crow agree- 
ment were brought under the control of the Railway Commis- 
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sion by the provisions of the railway act passed in 1903 and re. 
enacted in 1919. The Board of Railway Commissioners re. 
ceived jurisdiction over all rates in Canada. His argument was 
largely technical and based on the various changes in the 
railway act, and special acts were not included. He traced the 
that, in the railway acts before 1903, provision was made for 
the control .of rates. Where such provision existed it con. 
tained language that included not only the general railway 
act, but special acts as well. In the railway acts since 1903, 
the control of rates was confined to the provisions of the 
railway act, and special acts were not included. He traced the 
history of the provisions of the railway act from the date of the 
charter of the C. P. R. and pointed out that the reason why 
the Crow agreement was necessary was to permit of a reduc. 
tion in C. P. R. rates, irrespective of the provisions of the 
company’s charter. The charter contains a proviso that rates 
on that road cannot be reduced until the company has earned 
10 per cent on the monies actually invested. The trend of his 
argument was to the effect that, if the Board of Railway Con- 
missioners did not have control over rates under the Crow 
agreement, then the board had no control over the rates of 
the Canadian Pacific, unless the company was earning ten per 
cent on the monies actually invested, as provided for by the 
provisions of its charter. 

Allister Fraser, K. C.., representing the Canadian National, 
argued that his company would be compelled to meet whatever 
rates were put into effect on the lines of its chief competitor. 
It was never the intention of Parliament, he said, in passing 
th Crow act, to create conditions that would work a hardship 
on roads that received no benefits from the agreement entered 
into with the Canadian Pacific. He pointed out that the maxima 
rate agreed to by the C. P. R. could not be exacted without 
working a severe hardship on the Canadian National. 


RAILWAY SHOP COOPERATION 


The seven federated shop crafts and the management of 
the Canadian National Railways have instituted a plan of co- 
operation in the shops of the system, similar to that which 
has been in operation on several railways in the United States, 
and means a recognition on the part of the management of the 
the labor unions. A statement issued by the Canadian National 
says the plan is the result of the evolution of the labor unions 
and means a recognition on the part of the management the 
fact that those organizations are more than merely protective 
bodies and that they can be of the greatest assistance in keep- 
ing down costs without injury resulting to the staff through 
“lay-offs” that are usually associated with seasonal occupations. 
Questions of interest to both management and men will be 
discussed and dealt with through committees that are already 
in existence, but which, in the past, have concerned themselves 
only with grievances. Regular meetings will be held at which 
problems will be discussed and the division of the increased 
returns resulting from the adoption of co-operative methods 
will be discussed and decided upon. 


RATES ON FERTILIZER 


The special parliamentary committee of the Ontario legis- 
lature studying agricultural conditions in that province will 
go to Montreal to interview the heads of the Canadian railroads 
with a view to getting a reduction of freight rates on fer- 
tilizers. 


CANADIAN RAILWAY EARNINGS 


Gross earnings of the Canadian National for the ten-day 
period ending January 31 were $5,605,956, a decrease of $189,- 
919. Earnings of the Canadian Pacific for the same period were 
$3,941,000, a decrease of $321,000. 


QUEBEC RAILWAY BILLS 


Several railway bills of interest are before the legislature 
of Quebec. One is for a company of operate a railway from 
the city ‘of Quebec to Chicoutimi and then onward into Labra- 
dor, and also with provisions for a branch line from any point 
to the James Bay, Hudson Bay, or St. Lawrence river. One of 
the problems in connection with the bill is as to whether the 
Hamilton Inlet is owned by Canada or Newfoundland, a matter 
that will have to be settled before the Privy Council. 

The bill of the Abitibi Southern Railway Company promises 
some interest, as it involves the question of railway subsidies. 
The promoters want 5,000 acres of land per mile of railway 
which is 1,000 more than the regular grant. The line of the 
proposed railway has already been given in The Traffic World. 
What is unusual in the bill is in regard to water powers. The 
promoters, probably figuring that the time will come when they 
will drive their trains by electricity, ask some unusual powers, 
including that they may be able to expropriate all lands and 
waterpowers necessary for generating electrical power, pro- 
vided they are within a radius of 100 miles from the town of 
Amos, and fifty miles from other points of the railway outside 
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of the said radius, and to expropriate all necessary rights of 
way to establish, maintain, and equip electric transmission lines 
for the said water power or development to the railways. The 
clause indicates that the promoters fear the available water 
powers are in the hands of private interests that may hold up 
up the company for the necessary power. 


CANADIAN CAR LOADING : 


Car loadings in Canada for the week ended January 31 
ageregated 51,640 cars, an increase over the previous week of 
1,207 cars, but a decrease from the corresponding week in 1924 
of 715 cars. Grain loading was lighter than last year by 2,066 
cars, pulp and paper by 362 cars and miscellaneous freight by 
1,443 cars. Gains were noted in coal, 1,442 cars; pulpwood, 924 
cars; merchandise, 497 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended—— 



























































Jan. 31, Jan. 24, Feb. 2, 

Commodity 1925 1925 1924 
Grain and Grain Products..........s.eeoe 2,204 2,096 2,849 
ira cacuicae cde arsine botiemendweeer 1,063 1,060 1,173 
__ | (SRE eerie rrrn 2,878 1,130 1,351 
Stee ladidtnied ona e cur cvevcnknee nt aewe 266 $11 287 
SELLE LE NO EE LT 2,185 2,009 2,170 
PE, cid btideber sé4e vecenuy Otweee nieuwe 4,200 3,947 3,336 
ee rere re 1,835 1,962 2,121 
CERO POPORE. PRODUCE. occ cc ccc cccvcccecs 1,775 2,014 1,694 
I Ri aearde a dnd ocasiiene eee cee ewe ce comanl 556 799 601 
IS Bk. Gh Bie ieee ces ce cewevevuer 10,169 10,526 9,647 
IIE, Sian cle oe ceaares-s cvriccedocetecuds 7,460 7,664 9, 128 
Totes Cara Liaded).......cccccsccvccccns Oepnee 33,518 34,357 
Total Cars Received from Connections 29,667 32,193 22,729 

WESTERN CANADA 
Grain and Grain Products................ 1,644 4,638 6,065 
I TREY na 6 ouiaes webieees «<a wens cleeadee 1,168 1,251 1,066 
CRE Case eideseiuleenurcsccccomeeseeendedes », 636 2,814 2,721 
SEE Biwaw cbse bhenene veacmad Gabak nba eeer< 17 23 46 
REE hha debe CAReUed vr eworleweswerecbens éee 703 679 728 
EE L te cwhee ns dhe 0:6 <hawedbee Vee eaeiee 456 391 396 
NR ning. de baie ens de o'g we 0 eae eres 154 194 230 
OCRer VOPTESE PVOGUCtS. o..ccccccecccvccsvs 1,774 1,325 1,708 
SI ei aisn eb FO esis ae ee eO ee seherevebne 509 471 250 
I, Sat A Dili o + db pilecwhesintekieeee 3,084 3,381 3,109 
ne Rarer eee 1,904 1,748 1,679 
“ORs CAPO ZOGGOE aoc k bcviccicvecerceves 17,049 16,915 17,998 
Total Cars Received from Connections 2,770 2,717 3,288 
TOTAL FOR CANADA 
Grain and Grain Products..........- see. 6,848 6,734 8,914 
I ira ciate eana Caan cowie cel nne naar’ 2,231 2,311 2,239 
Canis tal dicaenaseednerssemeunwowerane 5,514 3,944 4,072 
NN aia aia cs arigv alin o- Wi Wie Gatco eras daca aha'v Ware aOInNe 283 334 333 
esas Dnwieacel ea a pao Gare nese emt sew 2,888 2,688 2,898 
ND cca duie cae delet Ce 6e He Nekoleube bees 4,656 4,338 3,732 
PUI GRA PAVE soo c vce ccvsccsecsccccecceces 1,989 2,156 2,351 
CeRee WOPeSt PROGUCCH. <ccccccccccccenees 3,549 3,339 3,402 
ME 6c anit. oid ealed GAG bV.06.0050-00 00 0:h6 6:06 eRS 1,065 1,270 851 
Drewes, Ba, Cy Bivcccviccvcswusvedvesec 13,253 13,907 12,756 
IID: 60S ove chacusiteadatanentenese 9,364 , 9, as 10,807 
WOR Care Deed oo. ices cceciccees 51,640" 50,433 52,355 
Total Cars Received from Connections 32,437 34,910 26,017 
CUMULATIVE TOTALS TO DATE 

1925 1924 

Grain and Grain Products..........sseee. 30,309 40,662 
an os ae sabia de oder -al0diaegininunsres 12,219 9,988 
SEs care ninja Mbeiaidacdinie.ec wine we’ do4Gurnuw Seed eee 30,872 25,610 
Ns 5 eo OG ade eine hewae cduceweaangare & ON 12,762 12,291 
Ns ie etlg dare no eu Velde ae s.é eee ewiedbe's 18,713 14,535 
PE dee ee hc tk be aks de asinewe eee Sb 9,698 10,179 
EE one iinelcdceei6 Us0es se eevecees os 13,740 2,744 
—" POG TOUR bacco ecccrersnteees 5,628 4,139 
Bn ER, EES OE Ae Pee eee 64,184 « 57,753 
Merchandise. BG Gh. Ble 6. Cas rs ects Kycrnees 45,562 46,158 
MEOUNEAOOS - oio.8 5 oor c6is 6-40.08 crpein- tee dieters 1,515 ,249 
WetRs Came EGG 66 6s 6h 6b 60 cenneisees 245,202 235,308 
Total Cars Received from Connections 154,345 142,015 


FUNCTION OF GOVERNMENT 


In an address at St. John, W. B. Howard, recently appointed 
assistant to the general executive of the Canadian Pacific Rail- 
way, declared that, if the success of the Canadian National was 
to be purchased at the expense of the Candian Pacific, then 
both would be failures. The government was in the railway 
business, he said, but the function of a government was to con- 
trol and regulate rather than operate. He deplored the tendency 
in this direction and said, if legislation imperiled investment 


in Canada, there would be a poor response to Canada’s call for’ 


capital. 


CANADIAN BOARD RULINGS 
The Board of Railway Commissioners has issued orders 
authorizing the Canadian National Railways to open for traffic 
that portion of its railway from mileage 15 to 37.48 near Ste. 
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Rose du Lac, Manitoba, and authorizing the Canada Central 
Railway to open its line for traffic from mileage 72.04 to 85.04. 

The application of Gillies Brothers, Ltd., Braeside, Ontario, 
for interswitching facilities between Canadian Pacific and Cana. 
dian National railways at Armprior, Ontario, has been refused, 





PERMISSION TO BUILD RAILWAY 
Sir Henry Thornton says the Canadian National will seek 
permission from the government to build a railway to the mip. 
ing center of Rouyn in Quebec. 


| Personal Notes 
Qiccswennss Sener \ 


R. M. Parks, traffic manager for the Lambert Tire & Rub. 
ber Company, Akron, O., for the last year and a helf, has been 
appointed traffic manager of the Cleveland, Detroit, and Akron 
Transit Company, with offices at Cleveland. 

F. E. Haskell, after twenty-one years of service with the 
Kansas City Southern, has been made soliciting freight agent, 
F. E. Farr has been appointed to succeed Mr, Haskell as gen. 
eral agent at Lake Charles, La. H. H. Riddle has been made 
traveling freight agent at Houston, Tex. R. W. Shofstall has 
been oppointed soliciting freight agent at Kansas City. 

C. J. Smith, executive assistant to the president, Canadian 
National, has been appointed vice-president in charge of Euro. 
pean and continental business, with headquarters in London, 
William Phillips, who has held the position of European map- 
ager of the Canadian National, will be appointed manager of the 
industrial department, succeeding W. P. Fitzsimons, recently 
moved to the United States lines, with headquarters at Buffalo, 

John E. Benton, general solicitor of the National Associa- 
tion of Railway and Utilities Commissioners, has advised state 
commissions of the following changes in personnel of state com. 
missions: The Missouri state senate has confirmed the follow- 
ing appointments: Thomas J. Brown, as chairman of the Mis- 
souri commission for the remainder of term of former Chairman 
Kurtz, who died, ending April 15, 1929; Richard H. Musser for 
remainder of term of Commissioner McIndoe, dead, ending De- 
cember 15, 1925; Almon Ing, commissioner for term ending 
April 15, 1927; and Dudley F. Calfee, commissioner for term 
ending April 15, 1929. Commissioner Adolph Kanneberg has 
been appointed to succeed himself as a member of the Wiscon- 
sin commission for term of six years. 














DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Memphis held its regular meeting, 
January 22. W. G. Bierd, one of the receivers of the Alton, 
spoke on business problems in relation to the railroads and the 
necessity for the shippers and carriers to co-operate and under- 
stand each other as well as possible. He said the relation of 
railroad service to the public was a problem that a great many 
public figures tried to settle, but only settled with some political 
solution, which was no solution. He pointed out the dangers 
of bureaucracy and said there was a growing tendency in the 
country of the government to reach into every branch of pri- 
vate industry. He said salesmen and politicians were not ex: 
ercising a careful government control of government only, but 
were taking direct possession of the conduct of private enter: 
prises. He warned against extravagance and spoke of the labor 
problem, saying that it was far from settled. He said that too 
much optimism was dangerous and would have as bad results 
as pessimism. 

The Transportation Club of St. Paul met at luncheon, Feb- 
ruary 10. E. F. Zelle, president of the Minnesota Motor Bus 
Association, spoke on motor truck and bus regulation. 





The Burlington Shippers’ Association will hold its sixth 
annual dinner, February 17, at the Hotel Burlington. John W. 
Hausserman, vice-president, the American Chamber of Com- 
merce, Philippine Islands, will be the speaker. The club will 
give a “Dutch Luncheon” at Crystal Lake on the same day. 





The Traffic Club of Cleveland, on report of its: public af- 
fairs committee, has refused to ratify the platform of princi- 
ples adopted by the delegates to the convention of the Associ- 
ated Traffic Clubs of America at Atlanta, which has been rati- 
fied by thirty-eight member clubs and tabled by only one other 
club. The report of the Cleveland public affairs committee was, 
generally, in favor of the platform, but, for the reason that the 
club’s vote must be yes or no on the entire program, it recom- 


mended a negative vote, because of disagreement with certain 
items. 





The Junior Traffic Club of Chicago met in the rooms of 
the Traffic Club of Chicago, February 5. A debate was held on 
the Gooding bill, following which a canvass was made of the 
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opinion of the members present. 


The results showed a ma- 
jority opposed to the bill. 





The Central Traffic Club of Chicago met in the rooms of 
the Traffic Club of Chicago, February 10. H. B. Meinhardt, 


supervisor of refrigeration, the Burlington, spoke on “Methods 
of Refrigeration.” 





The Jersey City Traffic Club met January 20 and elected 
the following officers: President, W. K. Forrest, Armour & 
Co.; vice-presidents, J. E. De Shazo, the Whitlock Cordage Com- 
pany, and M. G. Votee, the American Railway Express; treas- 
urer, R. J. Reilly, the Lehigh Valley, and executive secretary, 
James J. Cullington, the Jersey City Chamber of Commerce. 
New members elected to the board of governors are: G. H. 
Koven, Robert C. Lawrence and Ben S. Hallick. 





The Traffic Club of New York will hold its annual dinner, 
February 21. E. W. Beatty, chairman and president, the Cana- 
dian Pacific, and Dr. W. Warren Giles, of New York, will be 
the speakers. The club held its first traffic forum of the sea- 
son, February 11. R. G. Narelle, president of- the Atlantic 
Lighterage Corporation, spoke on “The Lighterage Industry.” 





The Traffic Club of Minneapolis will meet February 19. 


S. F. Fannon, of Boston, will speak on the “Seventy-Five Cent 
Dollar in Industry.” 





The York Traffic Club met February 12. Commissioner 
Stewart, of the puhlic service commission of Pennsylvania, 
spoke on “State Regulation of Common Carriers.” R. H. Mor- 


ris, assistant freight traffic manager, the Southern, was an- 
other speaker. 





The Little Rock Traffic Club met at the Marion Hotel, 
February 9, at luncheon. . 





The Elmira (N. Y.) Traffic Club at a recent meeting 


elected David P. Faul, president, and M. J. Wilson, secretary 
and treasurer. 





The Milwaukee Traffic Club, at its annual meeting, Febru- 
ary 7, elected the following officers: President, R. L. Gainer; 
vice-presidents, C. W. Burroughs, J. E. Kraseman and George 
Mergener; secretary and treasurer, Ervin Manske. Directors 
elected are F. C. Bryan, H. J. Gamm, E. P. Rueter, H. W. Ploss, 
Hugo Gehrke and W. J. Thiele. 





The Tri City Traffic Club, composed of shippers and rail- 
road representatives of Davenport, Ia., Rock Island, and Moline, 
Ill., was organized at a meeting in Davenport, February 5. Offi- 
cers: President, A. R. Ebi, of Deere & Co.: vice-presidents, 
F. M. Goddard, of the Bettendorf Company, Davenport; T. J. 
Murray, C. F. A., the Rock Island, at Rock Island, and John 
Condo, Mutual Wheel Company, Moline; secretary and treas- 
urer, A. J. Christiansen, Chamber of Comerce, Davenport. The 
new Club will hold its next meeting, March 5, at Moline. 





The Traffic Club of Oklahoma City will hold its February 
banquet and first industrial night in honor of the officials of 
the Wholesale Grocers of Oklahoma City, at the Skirvin Hotel, 
February 16. C. H. Ritter, president and general manager of 
Williamson, Halsell, Frasier Company, will speak on “The Value 
of the Traffic Department to the Wholesale Grocer.” 


The Traffic Club of Marion will meet at the Hotel Harding 
March 5. 


The Transportation Club of Peoria held its annual meeting 
February 10 and elected the following officers: President, V. V. 
Boatner, president of the P. & P. U.; vice-presidents, J. Younge, 
traffic manager, the American Distilling Company, and Wilson 
Provision Company, and G. H. Hugh, D. F. A., the Nickel Plate; 
and secretary and treasurer, O. B. Eddy, assistant traffic man- 
ager, the Peoria Association of Commerce. Directors elected 
are J. T. Redmon, G. A., the M. & St. L., O. T. Arnold, T. M., 
the Holt Manufacturing Company, W. A. Bartlett, agent, the 
Burlington, R. Z. Eaton, T. M., Keystone Steel and Wire Com- 
pany, and J. F. Hobin, T. M., the American Milling Company. 


The Worcester, Mass., Traffic Association has elected the 


following officers: President, Clayton B. Angell; and secretary- 
treasurer, J. H. Lane. 


REIMBURSEMENT OF DEFICIT 
The Commission has certified to the Secretary of the Treas- 
ury that $11,887.15 is due the Oakdale & Gulf in reimbursement 
of its deficit in the period of federal control. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 


under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ‘ ’ 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corperation, Mills Building, Washington, D. C. 


Questions and Answers 


e 


g 


Routing and Misrouting—Shipper’s Instructions Incomplete 
Indiana.—Question: In 1922 we forwarded a shipment from 
a point on the A Railroad, in Ohio, to a point in Virginia on 
the B Railroad bearing routing on bill of ladng, A R. R. and 
B R. R. 


There is no direct connection between the A Railroad and 
the B Railroad. The carriers routed this shipment via A Rail- 
road, delivered the car to the C Railroad at X, Ohio, who de. 
livered the car to the B Railroad at Y, Ohio. 


There is no through rate via this route, although there 
is a through rate via A Railroad, D Railroad and the B Rail- 
road. The carriers are endeavoring to collect an undercharge, 
while we filed a claim for overcharge, on which the carriers 
refunded. 

They are now insisting that there is an undercharge due 
them, as the originating carrier was not compelled to route 
the shipment via the cheaper route; they claim that C Railroad 
was used as switching road, and that completed the route on 
the bill of lading, and they are not guilty of misroute. 

I do not feel this to be correct, and will appreciate your 
advising if there are any decisions by the Commission which 
will cover this case. 

Answer: Where the shipper specifies routing via certain 
carriers in a bill of lading, but there is a gap between two of 
the carriers named, the routing thereby being incomplete, it 
is the duty of the carrier, under the Commission’s holdings, to 
forward the shipment via the cheapest reasonable available 
route consistent with the routing which has been specified. See 
Owen M. Bruner Co. vs. Southern Railway Company, 40 I. C. C. 
549; Reynolds Brothers Lumber Co. vs. Tallulah Falls Ry. Co., 
42 I. C. C. 421; E. I. Du Pont De Nemours & Co. vs. C. R. R. 
of N. J., 55 I. C. C. 248. 


Misquotation of Rate 

Pennsylvania.—Question: We would appreciate it very much 
if you would answer, through the columns of The Traffic World, 
if the carrier is actually responsible in the following case and 
if there are any decisions covering. 

The carrier is asked by the shipper at point A to quote a 
rate on coal in carload lots from point A to several points in 
Canada. The carrier advises the shipper that there is a through 
raté and so quotes. The rate being reasonable, the shipper 
makes several carload shipments. Some time later the shipper 
is advised by an intermediate carrier at point B that the cars 
are being held there on account of no through rate and in an 
an indirect way asks the shipper to make disposition. Just at 
this time the market was flooded and the price dropped con- 
siderable, the result was that the coal was sold at a great loss. 

Due to the fact that the price had dropped and there had 
been demurrage assessed, the shipper does not feel that they 
are responsible for this, as long as the carrier said that they 
would handle the cars at a through rate. 

Answer: The Interstate Commerce Commission has held 
in a number of cases that a shipper is charged with notice of 
the lawful tariff rate and that a misquotation of a rate is not 
ground on which to base a complaint for reparation. See Obear- 
Nester Glass Co. vs. Mo. Pac., 41 I. C. C. 446; Utah Wholesale 
Grocery Co. vs. N. W. Rt. Co., 39 I. C. C. 345; also Henderson 
Elevator case, 226 U. S. 441, and T. & P. vs. Mugg, 202 U. 8. 
242. While under section 6 of the act a carrier who shall mis- 
quote the applicable rate upon written request made upon the 
agent of the carrier is liable to a penalty of $250, this penalty 
accrues to the United States and not to the shipper. 

Under the provisions of the demurrage rules a car does not 
become subject thereto until it is held for some purpose of 
the consignee or consignor. Therefore, in determining whether 
or not you are liable for demurrage charges in the instant case, 
the test is whether the holding of the car was for some purpose 
of the shipper. Your letter indicates that such was not the case. 
Demurrage—Liability of Consignee for, Where Accruing During 

Controversy with Carrier Relative Disposition Damaged 

Shipment: 

Ilinois.—Question: A carload shipment is made from point 
“A” to point “B” on an interstate movement. On arrival at 
destination “B”, consignee found upon opening car that the ma 
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terial was in a very much damaged condition and, from a casual 
observation, it appeared that the entire contents were destroyed. 
On this assumption he refused to accept the entire consignment. 
The carriers then notified shipper, who had their representative 
make thorough investigation. He called on agent at destination 
“B” and they jointly made inspection of the consignment and 
found that the greater part was in good condition. The ship- 
per’s representative then called upon the consignee and. pre- 
vailed upon him to take in the shipment, with the understand- 
ing that the car would be unloaded and the carrier’s traveling 
claim agent would immediately make adjustment of the damages, 
The shipment was accepted on that basis with the understand- 
ing that the demurrage accrued on the car up to the date of 
acceptance would be waived. In other words, that the demur- 
rage would be a part of the settlement. The car of merchan- 
dise was placed at the consignee’s siding on that basis, unloaded 
and an agreement reached as to the damages, which was imme- 
diately adjusted by the carriers’ representative. Several months 
after the transacttion was closed the carriers have presented a 
bill for the demurrage charges accruing on this car, claimant 
that, in view of the fact that the material was not entirely 
destroyed, the demurrage could not be waived even though this 
was one of the conditions of the adjustment. 
Would like to have your opinion regarding whether or not 
the demurrage can be legally assessed and also refer us to any 
court or interstate commerce rulings bearing on this subject. 
Answer: The Interstate Commerce Commission has held 
that, under the provisions of the Uniform Demurrage Tariff, 
demurrage charges accruing as a result of the consignee’s re- 
fusal of a damaged shipment cannot be refunded by the carriers. 
See Buchanan Coal Co. vs. C. R. I. & P. Ry. Co., unreported 


opinion 2018. See, however, Davis vs. Clement Grain Co., 251 
S. W. 545. 


See also, in this connection St. L. & S. F. Ry. Co. vs. Drey- 
fus, 132, p. 491; Holloman vs. Sou. Ry. Co., 90 S. EB. 292. 
Owner Liable for Balance of Freight and Storage Charges When 

Amount Realized from Sale Is Less than Charges 

Pennsylvania.—Question: Will you kindly advise, through 
your answers and questions department, under heading of “Phila_ 
delphia,” the liability of consignor in the following case: 

An undelivered shipment placed in public storage, and 
finally sold, the combined charges of freight, storage, handling 
and sales expense was more than the amount of the sale. Can 
carrier lawfully charge deficit to consignor? 

Answer: Where a carrier waives prepayment and the con- 
signee refuses or fails to take the goods and pay the transporta- 
tion charges, and the carrier, in strict conformity with law, sells 
the goods to enforce its lien for freight charges, and there still 
remains a balance due, the consignor is liable to the carrier 
therefor, and this liability of the consignor, under such circum- 
stances, applies as much to a charge for demurrage as to a 
freight or other lawful charge which the carrier is bound to 
collect. See Jelks vs. Philadelphia, etc., R. C., 80 S. EB. 216; 
Gilbert vs. C. & A., 194 Illinois App. 481. 


Demurrage—Bunching Not Basis for Waiver of Under Average 
Agreements 


Ohio.—Question: We shipped from point A on B Railroad 
to point C on D Railroad 5 cars coal Saturday, 5 cars Tuesday, 
5 cars Thursday, and 5 cars Saturday, consigned to consignees 
at C, who work under the average agreement. 

Somewhere en route these cars were bunched and all ar- 
rived at point C Wednesday and Thursday of the following 
week. Consignees would have unloaded the cars without de- 
murrage if moved concurrently at the rate they were shipped. 
Account of bunching there was demurrage assessed and D Rail- 
road claims that no allowance can be made, account of the con- 
signees working under the average agreement. 


Can you give any reference to decisions of the Commission 
regarding this? 


Answer: Section E of rule 9 of the National Car Demur- 
rage Rules and Charges provides: 


A party who enters into this average agreement shall not be 
entitled to include therein cars subject to rule 2, section B, or rule 
6, sections B and C, nor shall he be entitled to cancellation or refund 
of demurrage charges under section A, paragraph 1, nor under sec- 
tion B of rule 8, except where bunching has been caused by strike 
of carrier’s employes, or where shipments of coal, withheld by the 
carrier to protect its fuel supply, are subsequently delivered to con- 
signee in accumulated numbers. Exception:—Section E above will 
not apply on intrastate traffic in Florida, Georgia or Oklahoma. Sec- 
tion E shown below, will apply. 


In Davis Sewing Machine Co. vs. P. C. C. & St. L. Ry., 51 
I. C. C. 191, the Commission said: 


We are unable to adopt the conclusion reached in that case. Under 
defendant’s essentially similar rules demurrage was and is assessable 
for detention beyond the free time, except that under the straight 
demurrage arrangement provision is made for an extension of the 
free time in case of bunching of shipments through the fault of the 
carrier, which concession is waived under an average agreement. 
The rules make no provision for additional free time for car detention 
on account of bunching resulting from an act of God. For any de- 
parture from those rules defendant would be guilty of a violation of 
the act. One of the purposes of the average agreement is, by credits 
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for cars promptly released, to take care of detention caused by buncp. 
ing and weather interference. Alan Wood Iron & Steel Co. v. P. R, p 
Co., 24 I. C. C. 27; Michigan Mfrs. Asso. v. P. M. R. R. Co., 311.0, ¢ 
329; Castner, Curran & Bullitt v. P. Co., 42 I. C. C. 3. It would seen 
to us a strange principle that would permit a carrier to decline, under 
the average agreement, responsibility for the bunching of cars by 
its own act or neglect, and at the same time hold it accountable fo; 
bunching resulting from no fault of its own. 


Tariff Interpretation—General Term Includes All Articles Ap, 

swering That Description 
Ohio.—Question: Item 3060—to B. T. Jones’ Exception 
Tariff 130-0, I. C. C. 1420, third entry thereof, and fourth class 
rating on vehicles (spring), freight or delivery C. L. and parts 
thereof, C. L. This item was canceled by item 3060-A, effec. 
tive May 15, 1924 third entry thereof to read vehicles (spring), 
(not self-propelling), freight or delivery C. L. and parts thereof 
C. L. fourth class. We have forwarded a number of carload 
shipments to Denver Colo., Kansas City, Mo., and Omaha, Neb, 
consisting of self-propelled motor trucks and chassis, and on 
which we were assessed the second class rate carload in ag. 
cordance with Cons. Classn. No. 3, page 422, items 4 and 7, 
But we filed overcharge claims with several of the carriers 
es the fourth class rating as shown in Jones’ tariff as 
above. 

One of the carriers has allowed our claims on the fourth 
class rating, and several other carriers are declining same, 
stating that this particular item previous to May 15, 1924, ap. 
plied only on horse-drawn vehicles (spring), freight or deliy- 
ery. Our opinion is different, as we contend that this item 
was corrected on May 15, 1924, so as not to apply on self. 
propelled vehicles; then, previous to that date, it must have 
been applicable on self-propelled motor trucks. 

Would thank you to advise if there has ever been a deci: 
sion or ruling rendered by the Interstate Commerce Commis- 
sion in regard to this particular item. 

Do you think that this fourth class rate in the original item 
36, third entry thereof, was applicable to motor trucks, self: 
propelled? 

Answer: We do not locate an opinion of the Commission 
which relates to the item in question. However, in our opin- 
ion, item 3060, prior to its amendment on May 15, 1924, applied 
on springs for self-propelled motor trucks. 

A rate description, not particularized or made specific or 
otherwise limited, will include all articles answering that de 
scrption, National Petroleum Assn. vs. A. T. & S. F., 37 I. C. C. 
287; Robert Portner Brewing Co. vs. Southern Ry., unreported 
opinion 361; Augusta Veneer Co. vs. Sou. Ry., 41 I. C. C. 414; 
Beall Co. vs. O. W. R. R. & N. Co., 41 I. C. C. 627. 

Double Loads 

Pennsylvania.—Question: Could we issue. separate bills of 
lading and have charges assessed as though each shipment 
were in two cars, on quantities of freight as will make up car- 
load shipments within or on the same car to be delivered to 
two different consignees at one destination? 

Answer: Subject to any applicable tariff provisions the 
loading of two carload shipments in one car where separate 
bills of lading are taken out is proper. See Acme Cement 
Plaster Co. vs. D. G., 59 I. C. C. 508. 

See rule 14 of Consolidated Classification No. 4 with re 
spect to what constitutes a carload shipment. 

Split Deliveries 

Pennsylvania.—Question: Under rule 23 of the Official 
Classification, please define “split deliveries.” 

Answer: A split delivery, under rule 23 of the classification 
is one as to which the carrier’s agent, upon orders from the 
consignor or consignee, distributes freight which would other- 
wise move at carload rates to more than one consignee. 

Consolidation of L. C. L. Shipments 

Pennsylvania: If several merchants combine a car of 
merchandise, upon arrival the one whose name the shipment 
was made in will notify the others and each will take his 
share, would shipment be assessed at L. C. L. rating or carload 
rating, under rule 23 of the Official Classification? In this 
case would there be a “split delivery” or rather a delivery to 
the single consignee through various persons who appear 4 
his agents? 

Answer: The Commission has held that the consolidation 
and forwarding of L. C. L. shipments as consolidated ship- 
ments, under one bill of lading, from a single consignor t0 
a single consignee is not a device to evade the payment of the 
lawful rate and therefore unlawful. See California Commel- 
cial Association vs. Wells Fargo & Co., 14 I. C. C. 422, and 
Export Shipping Co. vs. Wabash Ry. Co., 14 I. C. C. 487. 
Drayage Expense Resulting from Erroneous Terminal Delivery 

Pennsylivania.—Question: In making shipment to New York 
City, we showed under consigned to, Smith & Jones, Piers 4 
and 5, under destination, New York City. Agent billing ship- 
ment billed same to another station in New York, therefore, 
creating cartage charges, which were assessed to consignee. 
Would consignee or carrier be liable, on account of showins 
Piers 4 and 5 under mail or street address of consignee, fo 
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notification purposes only, instead of under destination and 
which would be the proper way to issue bill of lading? 

Answer: In our answer to New York on page 122 of the 
January 10, 1925 Traffic World, under the above caption, we 
answered a similar inquiry. 

Where delivery is desired at a particular station in New 
York City, the notation with respect to the terminal delivery 
desired should be placed on the line provided for routing 
instructions. 


TRANSIT ON HOGS 


The question of whether the single or double-deck car rate 
should apply on shipments of hogs made by way of Watertown, 
S. D., was in issue at the hearing in I. and S. 2298, transit on 
hogs at Watertown, before Examiner Hunter, at Chicago. 

B. F. Moffat, general freight agent, the M. & St. L., told 
the history of the transit privilege at the point involved, saying 
that in April, last year, the road received a request for transit 
at Watertown based on similar privileges at Iowa points. He 
said the road issued supplement 5 to I. C. C. B562, allowing the 
requested transit but that, due to confusion arising in the 
interpretation of the tariff provisions, the carrier had published 
supplement 6 containing more definite rules 

With regard to the rate, he said it was his opinion that the 
rate should apply from points of origin clear through to points 
of destination, because there was no way of breaking the 
rate where the transit took place—namely, at Watertown. He 
contended that, if a single-deck rate was charged up to Water- 
town, the rate from, that point to the destination should be the 
single-deck rate, even though the hogs traveled in double-deck 
cars. 

E. J. Norris, appearing as a traffic witness for the Allied 
Packers, said that a double-deck rate should be charged on the 
shipment, and presented exhibits tending to show that 10.6 
per cent of the movement was in single-deck cars, while 89.4 
per cent took place in double-deckers. He presented statistics 
tending to show that the rouble-deck rate, taking into account 
similar distances and like traffic conditions, was the proper rate 
to apply from -the transit point. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal continued to decline steadily 
in the final week of January,” says the Geological Survey in 
its current weekly coal report which, in part, follows: 

The total output as estimated from statements of cars loaded 
and including allowances for coal coked, mine fuel, and local sales, 
is now placed at .11,082,000 net tons, a decrease from the revised 
figure of the preceding week of 503,000 tons, or 4 per cent. Compared 


with the corresponding week of 1924, there was a decrease of more 
than 5 per cent. 

Preliminary telegraphic reports of cars loaded on Monday and 
Tuesday of the week (February 2-7) show no recovery, and, in fact, 
the total loadings for the two days was nearly 1,000 cars less than 
on the corresponding days last week. It seems probable, therefore, 
that the total output for the week will show a decrease. 

The rate of anthracite production remained unchanged in the 
week ended January 31, despite the resumption of work at several 
mines that had been shut down for several weeks by a strike. The 
total estimated output is now placed at 1,730,000 net tons, a decrease 
of 10,000 tons. The failure to improve appears to have been due 
largely to some cause, not yet apparent, that reduced loadings on 
Friday. The total production during the coal year to date stands 
at approximately 73,974,000 net tons, a decrease from the record of 
the corresponding period of the last coal year of 2,428,000 tons. 

Dumpings of bituminous coal at Hampton Roads in the week 
ended January 31 totaled 425,863 net tons, a decrease of slightly over 
4,000 tons. A decrease of 36,422 tons in exports was offset by an in- 
crease of 36,134 tons in cargoes consigned to New England. Shipments 
to points inside capes declined somewhat and those to “other coast- 
wise” trade were slightly improved. In the correspanding week of 
1924 a total of 315,460 tons were handled. 


INTERLOCKING DIRECTORATES, ETC. 


Jackson E. Reynolds has been authorized to hold the office 
of director of the Southern Railway Company in addition to 
holding positions previously authorized. 

M. C. Kennedy and William W. Atterbury have each been 
authorized to hold a directorship and/or any other office or 
offices with the Monongahela & Ohio Railroad Company and 
Scotts Run Railway Company in addition to positions previ- 
ously authorized. 

H. M. Lull has been authorized to hold the positions of 
chief engineer and director of the Galveston, Harrisburg & San 
Antonio Railway Company, Texas & New Orleans Railroad Com- 
pany and Houston, East & West Texas Railway Company and 
various other lines subsidiaries thereto. 

Hugh Neill has been authorized to hold the offices of di- 
rector of the Louisiana Western Railroad Company and assist- 
ant secretary of the Southern Pacific Railroad Company and 
numerous other lines subsidiary thereto in addition to positions 
previously authorized. 

Winthrop W. Aldrich has been authorized to hold the posi- 
tions of director of the Denver & Rio Grande Western Railroad 
Company and Rio Grande Junction Railway Company. 

Robert A. Donaldson has been authorized to hold the offices 
of director of the Arizona Eastern Railroad Company and 
Southern Pacific Railroad Company. 
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Charles Sidney Shepard has been authorized to hold the 
offices of director of the Fort Dodge, Des Moines & Southern 
Railroad Company, and of the Mobile & Ohio Railroad Com 
pany. 

Clarence M. Scott has been authorized to hold a director. 
ship and/or any office or offices with the Southern Pacific 
Company and its numerous subsidiaries. 

Alvin W. Krech has been authorized to hold the office of 
director of the Rio Grande Junction Railway Company in addi. 
tion to holding positions previously authorized. 


L. & P. COMPENSATION CASE 


A board of referees, composed of Daniel W. Knowlton, 
George M. Curtis and John A. Emmart, in compensation docket 
No. 129, Louisiana & Pacific vs. Director-General, has reported 
to the President that, in its opinion, that short line railroad 
in Louisiana, is entitled to compensation in the amount of 
$18,567 from the Director-General on account of the govern. 
ment’s use and control of the carrier’s property from January 
1 to June 24, 1918. The findings are as follows: 


After a most painstaking consideration of all the facts and cir. 
cumstances disclosed by the record before us, we find and report that 
the fair value of the use of plaintiff’s railway property on an annual 
basis is the sum of seventy-five thousand ($75,000) dollars. 

We further find that one hundred seventy-five one hundred and 
eighty-firsts (175/181) of one-half of $75,000, or the sum of thirty-six 
thousand two hundred fifty-six dollars and ninety-one cents 
($36,256.91) was and is just compensation to plaintiff for the afore- 
said use and control of its property during the said period of federal 
control, January 1, 1918, to June 24, 1918, inclusive. We further find 
that the operation of plaintiff’s railroad property for the period it 
was under federal control, as aforesaid, resulted in a net railway 
operating income of seventeen thousand six hundred eighty-nine 
dollars and eighty-four cents ($17,689.84), all of which was collected 
and retained by plaintiff. In the event of a settlement between the 
parties on the basis of our findings of just compensation the amount 
of $17,689.84 should be offset against $36,256.91, leaving a balance due 
to plaintiff of $18,567.07. 


PICK-UP OR DELIVERY CHARGE 


A new regulation, more or less of an innovation, of the 
Buffalo & Erie Railroad, has been approved by the New York 
commission. Effective February 1, 1925, the regulation provides 
that within the cities of Buffalo, N. Y., and Erie, Pa., pick-up 
and delivery service in connection with freight shipments will 
be furnished by the railway company to those desiring it, at 
a charge of 5 cents a cwt. for either pick-up or delivery. This 
charge will be in addition to regular freight charges at class 
or commodity rates. The minimum charge for pick-up cr de 
livery service in connection with any shipment from one con- 
signee to one consignee will be 35 cents. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
January 15 was 67.3, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: 
Box, 59.2; refrigerator, 75.5; coal and coke, 71.4; stock, 84.1; 
flat, 81.1; others, 94.6. By districts the percentages for all 
classes were as follows: Eastern, 57.4; Allegheny, 75.9; Poca- 
hontas, 60.6; Southern, 64.4; Western, 71.3. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of January 15 showed the following: 
Eastern district 94.9 as against 96.7 year before; Allegheny, 
102.7 as against 103.8 year before; Pocahontas, 78.9 as against 
80.1 year before; Southern, 97.1 as against 98.6 year before; 
Western, 100.6 as against 98.3 year before; all districts, 98.1 


as against 98.2 year before; Canadian roads, 91.4 as against 
92.8 year before. 


EXTENSION OF FLORIDA LINE 

The Tampa Southern has applied to the Commission for 
authority to construct an extension of its line from Sarasota, 
Fla., in a southeastwardly direction to a point at or near Fort 
Ogden, in De Sota county, Florida, a distance of approximately 
39 miles. The Atlantic Coast Line operates the railroad of 
the applicant, and will operate the extension if the application 
is granted. The applicant said the country through which the 
extension would be constructed was capable of great and com- 


paratively rapid development if service by railroad were pro 
vided. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: ; 
I want to commend your editorial on the subject of “s!m- 
plification of tariffs” which appeared in your issue of January 3. 
The inability of those who word the tariffs to express 
clearly what is intended and the tendency to make same sub- 
ject to an absurd number of exceptions, is the crime of the agé. 
I do hope this question will be kept alive and that the 
Commission may come to see it ag it is. 
Sherman BE. Wilson, A. T. M.. 
Chevrolet Motor-Fisher Body Co. 
St. Louis, Mo., Feb. 6, 1925. 
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Lehigh Valley Service 





Those who travel and ship over 
the Lehigh Valley Railroad know 


of the fine service furnished. 


TRY IT! 


Route of 


POTTSVILLE So 
Lehigh Valley Railroad PHILADELPHIAY 


and Connections 


OST LOUIS 6 CINCINNATI 
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Lehigh Valley Railroad 


©TheRoute of The Black Diamond 
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DOCKET OF THE COMMISSION 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

February 16—Chicago, Ill—Examiner Disque: 
15234—In the matter of divisions of freight rates in Western, and 
Mountain-Pacific territories, 


February 16—Indianapolis, Ind.—Public Service Commission of Indi- 


ana: 

Finance No, 4226—In the matter of the —— of the Owens- 
boro, Rockport & Chicago Railway Co., for a certificate of pub- 
lic convenience and necessity in authorizing it to construct a line 
of railroad. 

February 16—Tulsa, Okla.—Examiner Knowlton: 

16108—Consolidated Cut Stone Company et al., vs. Santa Fe et al. 

16478—Consolidated Cut Stone Company et al., vs. Santa Fe et al. 

16539—Consolidated Cut Stone Company et al., vs. Santa Fe et al. 
February 16—Kansas City, Mo.—Examiner Weaver: 

15826—Victor Milling Company vs. Missouri Pacific R. R. et al. 
February 16—Boston, Mass.—Examiner Sharp: 


15116—E. H. Kingman Company et al. vs. Cent Vt. Ry. (further 
hearing). 


16438—Hershey Manufacturing Company vs. B. & A. R. R. et al. 
February 16—Chicago, Ill—Examiner Gaddess: 


14125—Anaconda Copper Mining Company vs. Director General, 
Great Northern Ry 


15358 (and Sub. Nos. 1 and 2)—Burton-Dixie Corporation et al. vs. 
Santa Fe et al. 
February 16—New Orleans, La.—Examiner Smith: 
.16277—H. 


S. Kohl, trading as H. S. Kohl & Company, vs. L. & N. 
R. R. et al. 


15045—B. Fernandez & Company vs. Southern Pacific R. R. of 
Mexico et al. (Further hearing.) 
February 16—Dallas, Texas—Examiner Gault: 
14685—Dallas Transfer Company vs. Southern Pacific et al. 
16327—Texas Portland Cement Company vs. Ark. Western Ry. et al. 
February 16—Atlanta, Ga.—Examiner Carter: 
16432—Cairo Syrup Company vs. Indiana Harbor Belt R. R. et al. 
Februa 16—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 312—In re tentative valuation of the properties of 
Georgia Railroad (lessee organization) and the Georgia Railroad 
and Banking Company. 

February 16—Argument at Washington, D. C.: 
14104—Interchangeable Mileage Ticket Investigation. 


vey 17—Boston, Mass.—Commissioner Campbell and Examiner 
‘aul: 


14787—Wool Rates Investigation, 1923. 
13272—Boston Wool Trade Association vs. Arizona & New Mexico 
Ry. et al. (further hearing). 
February 17—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 342—In re tentative valuation of the property of the 
Lehigh & New England Railroad. 
February 17—Atlanta, Ga.—Examiner Carter: 
13514—Blackshear Manufacturing Company vs. A. C. L. R. R. et al. 
(further hearing). 
February 17—Port Arthur, Texas—Examiner Seal: 
1 Port Arthur Chamber of Commerce and Shipping vs. Aber- 
deen & Rockfish R. R. et al. 
February 17—Argument at Washington, D. C.: 
15154—(and Sub Nos. 1 and 2)—State of New York, Dept. of Farms 
and Markets et al. vs. D. & H. Co. et al. 
15946—Gulf City Manufacturing Company, Inc., vs. Apalachicola 
Northern R. R. et al. 
February 17—Chicago, Ill.—Examiner Gaddess: 


15914—Armour & Company et al. vs. Director-General, C, M. & St. 
P. Ry. et al. 


16429—John N. Bos Sand Company et al. vs. Santa Fe et al. 
February 17—Boston, Mass.—Examiner Sharp: 


16353 (and Sub. No. 1)—Columbia Bag, Wood & Coal Corporation 
et al. vs. Lehigh Valley R. R. et al. 


February 17—Kansas City, Mo.—Examiner Weaver: 
16331—The Monarch Cement Company vs. C., St. P., M. & O. Ry. 


et al, 
16459—National Zinc Company, Inc., vs. A. & V. Ry. et al. 
February 17—New Orleans, La.—Examiner Smith: 
16365—F. G. Palmer & Company, Ltd., vs. H. & T. C. R. R. et al. 
February 17—Atlanta, Ga.—Examiner Carter: 
16285—White Provision Company vs. A. B. & A. Ry. et al. 
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February 18—Kansas City, Mo.—Examiner Weaver: 

Fourth Section App. No. 638 et al.—Filed by Agent Leland ang 
others, in re rates on grain, grain products, seeds, hay, straw and 
related articles from points in the U. S. on and west of the Mis. 
sissippi River, also points north of the Ohio River and west of 
the Buffalo-Pittsburgh line, to points in the states of Arkansas, 
Kansas, Louisiana, Missouri, Oklahoma and Texas, also Miss, 
River crossings south of and including Memphis, Tenn., except 
via routes operating wholly east of the Mississippi River, etc. 

February 18—Chicago, Ill.—Examiner Gaddess: 
16252—(and Sub. Nos. 1 to 8, incl.)—Bell and Zoller Mining Com. 
pany vs. Illinois Central R. R. et al. 
February 18—New Orleans, La.—Examiner Smith: 
16476—Magnet Brothers Company vs, Atlantic City R. R. et al. 
February 18—San Francisco, Calif.—Examiner Flynn: 
16239—Application of Southern Pacific Company et al., under Sec. 
tion 5 of the Act, as amended by Section 11 of the Panama 
Canal Act. 
February 19—Kansas City, Mo.—Examiner Weaver: 

1. and S. No. 2313—Certain commodities from Fort Smith, Ark, 

and Springfield, Mo., to Southwestern points. 
February 19—Argument at Washington, D. C.: 

15137—-California Growers’ and Shippers’ Protective League vs. 
Southern Pacific Co. et al. 

February ef ae Okla.—Examiner Knowlton: 


i. and S. No. 2287: lass and glassware from points in Arkansas, 
Oklahoma and Texas to interstate points. 

Portions of Fourth Section Apps. Nos. 627, 628, 629 and 631, 
filed by a“ Leland, involving rates on glass bottles, etc., from 
points in Oklahoma and Arkansas to Mississippi River crossings, 
Memphis. Tenn., and south, and on window glass, etc., from Okla- 
homa and Arkansas to Texas. 

February 19—Chicago, Ill.—Examiner Gaddess: 
16421—-Consolidated Water Power & Paper Company et al. vs. Can. 
Nat. Rys. et al. 


February 19—San Francisco, Cal.—Examiner Flynn: 
14729—Standard Oil Company (California) vs, Santa Fe et al. 


February 19—Augusta, Ga.—Examiner Carter: 
ee Cotton Exchange et al. vs. Georgia & Florida Ry. 
e i 
February 20—New York, N. Y.—Examiner Sharp: 
* |, and S. No. 2337—Classification ratings on jute packing. 
February 20—Kansas City, Mo.—Examiner Weaver: 
* |, and S. No. 2325—Routing of cement between W. T. L. points. 
February 20—Chicago, Ill.—Examiner Gaddess: 
{!. and S. No. 2322—Dairy products from southern points to eastern, 
Cc. F. A, and southern points. 
February 20—Washington, D. C.—Examiner Wagner: 
16441—Half Mountain Coal Company vs. C. & O. Ry. et al. 
February a ewe at Washington, D. C.: 


—e No, udranty settlement with Mammoth Cave Rail- 
road. 


Finance No. 1502—In re deficit claim of the Manitou & Pikes Peak 
February 20—San Francisco, Calif.—Examiner Flynn: 
—— Pipe & Tank Company et al., vs. Southern Pacific Co. 
s i 
February 20—Augusta, Ga.—Examiner Carter: 
16471—City of Augusta et al. vs. A. C. L. R. R. et al. 
February 20—Waco, Texas—Examiner Gault: 
16139—Herrick Hardware Company et al. vs. N. Y. N. H. & H. 
R. R. et al. 
February 21—New York, N. Y.—Examiner Sharp: 
* I. and S. No. 2339—Classification ratings on rags. 
February 21—Kansas City, Mo.—Examiner Weaver: 


* |. and S. No. 2327—Transit privileges on cement limestone and shale 
at Ada, Okla. 


* 16640—Limestone into and cement out of Ada, Okla. 
February 21—Argument at Washington, D. C.: 

I. and S. No. 2285—Demurrage rules on Coke in connection with 
Missouri Pacific R. R. 

February 21—Mobile, Ala.—Examiner Smith: 

Fourth Section App. No. 12638.—Filed by B. & N. W. Ry. and G. M. 
& N. R. R., jointly.—In re rates on commodities from points in 
Official Classification, Western Trunk Line Committee, and South- 
= — Association territories to Junction points with other 

nes, etc. 
February 23—San Francisco, Calif—Examiner Flynn: 

16512—A. E. Green and Maurice Selig (co-partners doing business 
as A. EB, Green & Company), et al. vs. Santa Fe et al. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss Damage 
Claims. Auditing and Routing. 

Car Tracing Service That MOVES FREIGHT . 


Fifth Floor, Lincoln Bldg., Detroit | DALLAS 


GEORGE W. OLIVER 


Railroad Analyst 
1814 Harris Trust Building 
CHICAGO 0 ILLINOIS 
Specializing in Transportation Costs 
and Statistics 


INTERSTATE TRAFFIC COMPANY 
Public Traffic Managers 


Insurance Building 


Visualized Demurrage 
J. HUNTER ROSS 
Specialist for Railroad 


HAVE YOU A STEAMSHIP TARIFF? 


We are in position to supply you with Steamer 
tariff naming rates by Water Via the Canal from 
Atlantic Seaboard to the Pacific Coast, also sup 
plement service in connection with same at & 
low cost. PRICE; Tariff, per copy $5.00 

Supplement Service, yearly $10.00 


RAY A. MINKLER COMPANY, Agents 
Room 423 Lissner Building 
524 South Spring Street, Los Angeles, California 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, | Manila 


“PRESIDENT MADISON ................65. March 

*PRESIDENT JACKSON................... March 16 
*PRESIDENT McKINLEY.................. March 28 
*PRESIDENT JEFFERSON.................. April 9 
“PRESIDENT GRANT... ............cccceeee April 21 


* Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
es SE oo oho. adhe Be wdiceesiecieblesc< nce March 4 
I, so oS 6 csc ouhcw beens ce ueewd March 14 
I 5 oe sodas: see ndim aiimr’egusnlaVeiaverionerenyeveneeees April 5 


Also Regular Sailings Direct to Focchow, Amog, Swatow, Cebu, Iloilo 
[——— FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—409 L. C. Smith Building. 





L. L. BATES, General Freight Agent, Seattle, Wash. 


yAN nels wlertel 
Oriental Mail Line 


Operated for 


LO pebtccemeletcocme) ebhejetelcae wier-buel 


by y.Neteetie-tan@)al-sele-t| Line, 1, Evor-¥-4bel-a @leloa- teal 
L. C. Smith Bldg., Seattle 








462 THE TRAFFIC WORLD Vol. XXXV, No. 8 


CALIFORNIA ORIENT LINE 


iN 
fa ait “Sa Fastest Steamers 


ee sa aT a Between 
a | )\. SANFRANCISCO 


and the 


ORIENT 


via 


HONOLULU 




































Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 











From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila —" 
S. President Lincoln sails............ Mar. 
Marine S. S. President Cleveland sails.......... Mar. 21 _ Insurance 
ere as S. S. President Pierce sails ............ April 4 
Classification S. S. President Taft sails .............. April 18 Rates 
S. S. President Wilson sails............. May 2 


and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 





For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, IIl. 
E. L. Mayo, 613 Engineers’ Bldg., Cleveland, O. Horace W. Cross, 410 State Theatre Bldg., Pittsburgh, Pa. 


South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 
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United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE] AMERICAN DELTA LINE| AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 

























































Philadelphia Rotterd 
New York to Trinidad, New Orleangand other | NewYork © — Ameterdam| GulfPorts (exceptNew Orleans) 
the Guianas and o as rw ) Philadelphia eres to 
except Mobile to Antwerp : 
Virgin Islands ( . vs ia dha wecintly BE ia ‘ East Coast of South America 
Fortnightly Sailings Brazil and River Plate Ports | Hampton Roads to Rotterdam 


A Sailing Every 3 Weeks 
Boston Antwerp 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


















MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


COLOMBIAN STEAMSHIP CO., {nc.) 
17 Battery Place New York City 












Managing Operators Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 



































































New Orleans to Irish, United Kingdom | worst Atlantic Portsto all Mediterran- | Baltimore t Havre 
West Coast Ports and Glasgow eanPortsincluding Adriatic,BlackSea | Philadelphia "° Dunkirk New York to Sndia 
A Sailing Every 20 Days and Levant Ports, French Mediterran- A Sailing every 20 days 
New Orleansto Liverpool and i ean, WestCoast of Italy. sSallinasablonth en to see Monthly Sailings 
Fortni nightly Sailings North African Ports with Mediterran- = u 
New Orleans an oe to London ean or Adriatic Ports as cargo offers. A Sailing every 10 days 
Hull Monthly Sailings Greek, Black Sea Ports, Philadelphia Bordeaux 
Monthly patente Conatieate taeetip Sailings I Malta, New York to St. Nazaire ROOSEVELT STEAMSHIP 
Houston and Galveston to Greek Syrian Coast Ports and Alex- A Sailing Every 20 Days COMPANY, (Inc.) 
bry < = iy 10 Bag andria. 2 Sailings a Month 
ang every COSMOPOLITAN SHIPPING CO., (Inc.) 
UNITED GULF S.S. CO. (Inc.) | THE EXPORT STEAMSHIP CORP. nc.) | 44 Beaver St. New York 


25 Broadway New York City 42 Broadway New York City 
Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 







Whitney Come — -. New Gubcnms, La. 




















































New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore to Hull Monthly Sailings Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings: Adriatic Greek Levant, 
Philadelphia London London, Rotterdam and Gulf Ports to Far East Constantinople, Malta, 
Rechuat P to Hull Antwerp (China, Japan and Philippines) | North Africa, (East of Bizerta) 
Leith Monthly Sailings ai fa —— ‘mis Monthly Sailings 
4 Sailings « Month UNITED GULF S. S.CO., (Inc.) 
J. H. WINCHESTER & CO.,(Inc.) | THE CAROLINA COMPANY | RiENTAL S. S. CO., (Inc.) Whitney Central Bids. 
17 Battery Place New York City jarieston, ‘4 17 Battery Place, New York City New Orleans, La 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE AMERICAN SCANTIC LINE AMERICAN AMERICAN 
razil an 
New vork to RiverPlate New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
Monthly Sailings altimore New York 
Hoe me Brazil and to ae ee (Gulf via New York as offers) 
to eer Plate . ° to 
Jacksonville Scandinavian and , to 
Savannah Ports Itic P South and East African Ports | Azores, Canary Islands, Madeira 
Monthly Sailings Baltic Ports mt and West Africa 
Philadelphia - iver Plate 2 Sailings a Month Monthly Sailings 
Hampton Roads orts 










Monthly Sailings 


A. H. BULL & COMPANY (Inc.) 
40 West Street New York City 


Managing Operators 


ATLANTIC an ee une ississiprt VALLEY|MOBILE OCEANIC LINE|ORIOLE LINES 
AUSTRALIAN LINE EUROPEAN LINE Mobile, Pensacola, Liverpool. Fortnightly Sailings 















Monthly Sailings 
INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 
Managing Operators 


A. H. BULL’& COMPANY, (Inc.) 
40 West Street New York City 


Managing Operators 


MOORE & McCORMACK CO..,(Inc.) 
5 Broadway New York City 
Managing Operators 











Tampa, Jacksonville, Savannah i Whdbed Gulfport aan, vesPorighiy Slag 
‘ arieston to to Baltimore, Hampton Roads rk 

—, _ pe ; ny en —e ed to Liverpool, Manchester, to Manchester, Aveamouth, Cardit 
— posal ng ~ ane. R Gulf Ports to Havre— Antwerp London, Havre, Antwerp, Boston, Sailing! every 10 days Phil. 
onthly Sailings where and Spanish Atlantic Pc ais Rotterdam, Hamburg, to Glasgow. Fortnightly Sailings 
onthly Sailings 2 Sailings a Month B Baltimore, Philadelphia, New York to 

UNITED STATES & Spanish Mediterranean and North es Cork, Dublin, Belfast, Londonderry 

AUSTRALASIA S. S. CO African Ports (West of Bizerta.) | MISSISSIPPI SHIPPING Sloss Sidltees 

-v- ° A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP. Baltimore New Yorkto Bela, Dublin 
Z ° ” rm . ) , 
8-10 Bridge St., New York City an INTEROCEAN S. S. co. New Orleans, La. Mobile, Ala. Cork car Sailings 
Mancting Qpuraore [SUMRmCarTBeNerdteal none. | ataasing Operrore _[SSASOUDATED wAvicaion &b 


PAN AMERICA LINE) SOUTHERN STATES LINEITEXAS STAR LINE|UNITED STATES LINES YANKEE LINE 


N York sterdam. 2 Sailings a Mont. 
ew York to New Orleans to Bremen andj Houston and Galveston 
Rio de Janeiro, Santos, Hamburg. 2 Sailings a Mont. 















New York to Southampton |Baltimore, Hampton Roads, 
A Sailing every 3 Weeks Philadelphia, Boston 


to 
M id a panvaiiens to Bremen and Ham Havre and Antwerp New York to 
— "en Rig age +1; to Hamburg and Bremen 
Buenos Aires Bremen and Rotterdam ly Se Bremen 


2 Sailings a Month 


2 Sailings a Month 
Fortnightly Sailings Houston to Bremen and Ham LYKES-RIPLEY S.S. CO. 


Weekly Sailings 





urg. 2 Sailings a Mont. (inc.) ROGERS & WEBB 
MUNSON STEAMSHIP LINE LYKES-RIPLEY S.S.CO.,(Inc.) oe eee 
67 Wall Street New York City| 925 Whitney Central Bldg. Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 
Managing Operators Psat oy oe al Managing Operators Managing Operators Managing Operators 








UNITED STATES SHIPPING BOARD FLEET CORP. 
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ELECTRIC RAILWAY SERVICE | 











Ry 








306 FREIGHT MOTOR CARS 


Furnish Motive Power for High Speed 
Service in Indiana, Michigan and Ohio 


Specify “Flectric Railway Delivery” 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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($82| FAST FREIGHT SERVICE $e 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO, 





POOLE BROS. 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS wn tue EAST anp SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Te avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of of entry.) 








a= 

Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Standard Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. 913 Majestic Bldg. Bank BI 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 915 Union Trust Bldg. — Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 8320 West Superior St. New York, “N. Y., Woolworth — Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Grand Rapids, Mich., 414 Linquist are Omaha, Neb., 1025 W. O. ms Bldg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank B Idg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. 


Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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‘Where they reach Where to reach them 


“CAN’T BE DONE!” 


ISTENING to one of our energetic young men who was 
describing a plan which he hoped might produce results, 
an elder critic commented: “I admire your enthusiasm, but it | 
can’t be done.”’ 

| 





“WELL” replied the youngster, after a moment’s thought, 
“the only things I have ever accomplished in which I take 
pride are those which couldn’t be done!”’ 














When transportation problems 
seem hopeless, see us before ssid 
you give up. Perhaps they can | 

be done. At least wecan try. | 


- 


t 

® Address ‘‘General Agent, Southern Pacific Lines’”’ ® | L 
—The Postman Knows Him f 

7 


ee ens ee 





